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FEDERAL-AID HIGHWAY ACT OF 1952 


THURSDAY, FEBRUARY 7, 1952 


UNITED STATES SENATE, 
SUBCOMMITTEE ON Pups tic RoAps 
OF THE COMMITTEE ON PUBLIC Work 


Washington, D.C. 


The subcommittee met, pursuant to call, at 10 a. m., in room 412 
Senate Office Building, Senator Spessard L. Holland (chairman of 


the subcommittee) presiding. 

Present: senators Holland presiding Hennings, and Case. 

\lso present: Senator Chavez (chairman of the full committee 
and Senator McClellan, member of full committee. 

Senator HoLLaAnpb. The hearing will come to order. 

This is a hearing primarily upon 8S. 2437 introduced by Senator 
Chavez, chairman of the Senate Committee on Public Works. 

The bill will be copied into the record at this point. 

(S. 2437 1s as follows: ) 
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The sums authorized by this section for cach fiscal year, respectively, 
apportioned among the several States in the manner now provided by law 1 


accordance with the formulas set forth in section 4 of the Federal-Aid Highway 
(ct of 1944, approved December 20, 1944 (58 Stat. 838): Provided, That not mor 
than 25 per centum of the amount apportioned to any State in any year for 
expenditure on the Federal-aid highway system or on the Federal-aid secondary 
highway system, respectively, may be transferred from the Federal-aid highway 
vstem for expenditure on the Federal-aid secondary highway system or from the 
Federal-aid secondary highway system for expenditure on the Federal-aid high- 
way system when such transfer is requested and certified as being in the public 
nterest by the State highway department and is approved by the Commissioner 
of Public Roads. 

Any sums apportioned to any State under the provision of this section shall be 
available for expenditure in that State for eighteen months after the close of the 
fiscal year for which such sums are authorized, and any amount so apportioned 
remaining unexpended at the end of such period shail lapse: Provided, That such 
funds for any fiscal year shall be deemed to have been expended if a sum equal 
to the total of the sums apportioned to the State for such fiseal year is covered by 


1 








2 FEDERAL AID HIGHWAY ACT OF 1952 


formal agreements with the Commissioner of Public Roads for the improvement 
of specific projects as provided by this Act. 

Sec. 2. For the purpose of carrying out the provisions of section 23 of the 
Federal Highway Act (42 Stat. 218), as amended and supplemented, there is 
hereby authorized to be appropriated (1) for forest highways the sum of $32,- 
000,000 for the fiscal year ending June 30, 1954, and a like sum for the fiscal year 
ending June 30, 1955; and (2) for forest development roads and trails the sum of 
$28,000,000 for the fiscal year ending June 30, 1954, and a like sum for the fiscal 
year ending June 30, 1955: Provided, That the appropriation herein authorized 
for forest highways shall be apportioned by the Secretary of Commerce for 
expenditure in the several States, Alaska, and Puerto Rico in accordance with 
the provision of section 3 of the Federal-Aid Highway Act of 1950. 

Sec. 3. (a) For the construction, reconstruction, improvement, and mainte- 
nance of roads and trails, inclusive of necessary bridges, in national parks, monu- 
ments, and other areas administered by the National Park Service, including 
areas authorized to be established as national parks and monuments, and national 
park and monument approach roads authorized by the Act of January 31, 1931 

16 Stat. 1053), as amended, there is hereby authorized to be appropriated the 
sum of $16,000,000 for the fiscal vear ending June 30, 1954, and a like sum for 
the fiscal year ending June 30, 1955. 

b) For the construction, reconstruction, improvement, and maintenance of 
parkways, authorized by Acts of Congress, on lands to which title is vested in 
the United States, there is hereby authorized to be appropriated the sum of 
$17,000,000 for the fiscal vear ending June 30, 1954, and a like sum for the fiscal 
year ending June 30, 1955. 

c) For the construction, improvement, and maintenance of Indian reserva- 
tion roads and bridges and roads and bridges to provide access to Indian reserva- 
tions and Indian lands under the provisions of the Act approved May 26, 1928 
(45 Stat. 750), there is hereby authorized to be appropriated the sum of $10,- 
000,000 for the fiscal vear ending June 30, 1954, and a like sum for the fiscal vear 
ending June 30, 1955: Provided, That the location, type, and design of all roads 
and bridges constructed shall be approved by the Commissioner of Public Roads 
before any expenditures are made thereon, and all such construction shall be 
under the general supervision of the Commissioner of Public Roads. 

Sec. 4. Section 1 of the Act entitled “‘An Act to provide for cooperation with 
Central American Republies in the construction of the Inter-American Highway”’, 
approved December 26, 1941 (55 Stat. 860), is hereby amended to read as follows: 

“There is hereby authorized to be appropriated, in addition to the sums hereto- 
fore authorized, the sum of $8,000,000 for the fiscal year ending June 30, 1953, 
and a like sum for each fiscal year thereafter up to and including the fiscal year 
ending June 30, 1959, to be available until expended, to enable the United States 
to cooperate with the Governments of the American Republics situated in Central 
America—that is, with the Governments of the Republics of Costa Rica, EI 
Salvador, Guatemala, Honduras, Nicaragua, and Panama—in the survey and 
construction of the Inter-American Highway within the borders of the afore- 
said Republics, respectively. Not to exceed $3,000,000 of the appropriation 
authorized for each fiscal year may be expended without requiring the country 
or countries in which such sums may be expended to match any part thereof, if 
the Secretary of State shall find that the cost of constructing said highway in 
such country or countries will be beyond their reasonable capacity to bear. The 
expenditures authorized by this section shall be made in accordance with all pro- 
virions and limitations in section 11 of the Federal-Aid Highway Act of 1950.” 

Sec. 5. Recognizing the mutual benefits that will accrue to the Republic of 
Nicaragua and to the United States from the completion of the road from San 
Benito to Rama in said Republic of Nicaragua, the construction of which road 
was begun and partially completed pursuant to an agreement between said 
Republic and the United States, there is hereby authorized to be appropriated 
“not to exceed $8,000,000 for completing the construction of such road, to be 
available until expended. No expenditure shall be made hereunder for the con- 
struction of said road until a request therefor shall have been received by the 
Secretary of State from the Government of the Republic of Nicaragua nor until 
an agreement shall have been entered into by said Republic with the Secretary of 
State which shall provide, in part, that said Republic— 

(1) will provide, without participation of funds herein authorized, all 
necessary right-of-way for the construction of said highway, which right-of- 
way shall be of a minimum width of one hundred meters in rural areas and 
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fifty meters in municipalities and shall forever be held inviolate as a part of 
the highway for public use; 

2) will not impose any highway toll, or permit any such toll to be charged, 
for the use of said highway by vehicles or persons; 

(3) will not levy or assess, directly or indirectly, any fee, tax, or other 
charge for the use of said road by vehicles or persons from the United States 
that does not apply equally to vehicles or persons of such Republic; 

(4) will continue to grant reciprocal recognition of vehicle registration and 
drivers’ licenses in accordance with the provision of the Convention for the 
Regulation of Inter-American Automotive Traffle, which was opened for 
signature at the Pan American Union in Wash 1ington on December 1 4, 1943, 
and to which such Republic and the United States are parties; and 

(5) will maintain said road after its completion in proper condition ade- 
quately to serve the needs of present and future traffic 

(b) The funds appropriated pursuant to this authorization shall be available for 
expenditure in accordance with the terms of this Act for the survey and e 
struction of the said road from San Benito to Rama in the Republic of Nica- 
ragua without being matched by said Republic, and all expenditures made under 


the provisions of this Act for mat ria's, equip nant, wnd supplies shall, when 
practicable, be made for products of the United States or of the Republic of 
Nicaragua. 





SEC 6 Not to exceed $15,000,000 of anv money heretofore or hereafter appro 
priated for expenditure in accordance with the provision of the Federal High 
Act, as amended and supplemented, shall be available for expenditure by tl 
Commissioner of Public Roads in accordance with the provision of section 9 of the 
Federal-Aid Highway Act of 1950 (64 Stat. 785) as an emergency relief fund 

Sec. 7. For the purpose of carrying out the provisions of section LO of the 
Federal-Aid Highway Act of 1950 (64 Stat. 785) there is hereby authorized to be 
appropriated for the survey, construction, reconstruction, and maintenance of 
main roads through unappropriated or unreserved public lands, nontaxable 
Indian lands, or other Federal reservations, the sum of $5,000,000 for the fiseal vear 
ending June 30, 1954, and a like sum for the fiscal year ending 
remain available until expended. 

Sec. 8. The Commissioner of Public Roads is authorized and directed to 
in carrying out the action program of the President’s Highway Safety Confere1 
and to cooperate with the State highway departments and other agencies in this 
program to advance the cause of safety on the streets and highways: Provided, 
That not to exceed $100,000 shall be expended annually for the purposes of this 
section. 

Sec. 9. For the purpose of carrying out the provisions of section 6 of the 
Defense Highway Act of 1941 (55 Stat. 765), as amended, and section 12 of the 
Federal-Aid Highway Act of 1950 (64 Stat. 785), there is hereby authorized to be 
appropriated the additional sum of $150,000,000 to remain available until 
expended. 

Sec. 10. If any section, subsection, or other provision of this Act or the applica- 
tion thereof to any person or circumstance is held invalid, the remainder of this 
Act and the application of such section, subsection, or other provision to other 
persons or circumstances shall not be affected thereby. 

Sec. 11. That all Acts or parts of Acts in any way inconsistent with the pro- 
visions of this Act are hereby repealed, and this Act shall take effect on its passage, 

Sec. 12. This Act may be cited as the Federal-Aid Highway Act of 1952 


June 30, 1955, to 


Senator Hotianp. I understand that only two reports have been 
received from agencies requested to report. We will incorporate them 
in the record here at this time. 

First, there is a letter dated February 7, 1952, addressed to Hon. 
Dennis Chavez, signed by Charles Sawyer, Secretary of Commerce. 
That is from the Department of Commerce. 

The second letter is addressed to Hon. Dennis Chavez, and it is 
dated January 29, 1952, from the Bureau of the Budget, signed by 
F. J. Lawton, Director. 

(The two letters referred to above, and reports subsequently re- 

ceived, are as foilows:) 
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euch 
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apportioned to any State in which all highways are under the control and super- 
vision of the State highway department to be expended on the Federal-aid highway 
system, if the State highway department and the Commissioner of Public Roads 
jointly agree that such funds are not needed for secondary and feeder roads. It 
is the view of this Department that the provision now proposed would operate 
to the advantage of both the primary and secondary systems. It is understood 
to be the view of a majority of the State highway departments that such provision 
would permit a reasonable degree of flexibility in the use of funds as between the 
primary and secondary highway systems which is very much needed to enable 
the States to meet more effectively the diversity of conditions that are so often 
encountered because of the varying requirements under the laws of the several 
States respecting the classification of and jurisdiction over such highway syste 

It, therefore, is believed that this proposed change in the law is desirable Th 


secand of these changes would be made by the paragraph which beings on line 25, 
page 2, of the bill, and would reduce the period of availability of any funds appor- 
tioned to any State from 2 years following the close of the fiscal year for which 
such funds are authorized, as now provided by law, to 18 months following the 
close of such fiscal year. This change is designed to prevent an undue 
of the funds. Its approval is recommended. 

Section 4 of the bill would amend seetion 1 of the act of December 26, 194] 
(55 Stat. 860), to authorize the appropriation, | 
authorized, of $8,000,000 for the fiscal year ending June 30, 1953, and a like sum 
for each fiscal year thereafter up to and including the fiseal year ending June 30 
1959, to be available until expended, to enable the United States to cooperate Wit 
the Governments of the Central American Republics in the survey and con- 
struction of the Inter-American Highway, the expenditure of said funds to be made 
in accordance with all provisions and limitations in section 11 of the Federal-Aid 
Highway Act of 1950. section | of the aet of December 26, 1941, was sub- 
stantially amended by section 11 of the Federal-Aid Highway Act of 1950, it 
recommended that the portion of section 4+ on page 5, line 5, through line 10, 
be change | rr | 


SE } For thy purpo f carrving out ti pr ISlO ot ( m | of the \K 


Tr} 
“hea 
lag in use 
in addition to the sums heretofor 


since 


id as follows 


entitled ‘An Aet to provide for cooperatic ith ¢ ral America tepul 

in the construction of the Inter-American Highwa approved December 26, 1941 
(55 Stat. 860), as amended by etion 11 of the Federal-Aid Highwav Act of 1950 
approved September 7, 1950 (64 Stat. 785 he her vriit he ( » } 

appropriated, in addi-’ 

The HOOVE ik tt ia eT 1} nt 1 cit LT he | to I ire that T the ( ? litior - i 
li tions in seetion 11 of Federal-Aid Highway A f 1950 ip 
expenditure of the fund roposed to be authorized by section 4 of the bill | 
suggest i cha : he ' 4 ( f tl ay; ine to b pa ( 
of tl Dili ect \ [t herefo is recommended i aid ne bD | 
leted It also is U ed that ( t should be a led to pro | nat t 
funds which it proposes to authori shall be for the comp! rf thre ynstruc 
of the Inter-American Highwa This latter amendmer an | ccomplished 
by inserting the words ‘“‘ecompletio of the’? immediat precedit the word 
“oonstruction’”’ in line 19. pa 5 While secti t of bill id autho 
$8 000.000 a vear for seven consecutive fiseal vears beginning with the fiseal vear 
1953. or a total of $56,009,000, it is believed that it would be preferable if it were 
changed to authorize said sum of $56,000,000 without reference to fiscal vears, a 
proposed in the draft of bill tra smitted with the Department’s letter of January 


$ 1952, to the President of the Senate. 


Section 5 would authorize the appropriation of not to exceed $8,000,000 for 
completing the construction of the road from San Benito to Rama in the Republic 
of Nicaragua. The expenditure of said funds would be subject to conditions and 
limitations similar to those imposed by section 11 of the Federal-Aid Highway 
Act of 1950 with respect to eXpe nditures on the Inter- \merican Highway. TI l> 
proposal, which has been before the committee previously, is designed to fulfill a 
commitment by the I nited States to Nicaragua. The date ‘December 14, 1943 
appearing in line 16 on page 7 of the bill should be corrected to read 
15, 1943.” It also is suggested that following changes be ma le in section 5 
order that it will conform to the draft of bill transmitted to t Presi 


Senate with the Department’s letter of January 8, 1952: 


In subparagraph (1), line 25, page 6, after the word ‘‘widt! sert ‘‘w 
practicable” 

In subparagraph (4 ne 17, page 7, before the word nd ser or al 
other treaty or international convention establishing s ir recipt 





recognition’’; and 
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In subsection 5 (b), line 24, page 7, after the words ‘‘San Benito to Rama’”’ 
insert ‘‘and for the survey but not for the construction of a road from Rama 
to El Bluff.” 

Section 6 of the bill would make available, as an emergency relief fund, for 
expenditure in accordance with the provisions of section 9 of the Federal-Aid 
Highway Act of 1950, an additional sum of not to exceed $15,000,000 of any 
money heretofore or hereafter appropriated for expenditure in accordance with the 
provisions of the Federal Highway Act, as amended and supplemented. Section 
9 of the Federal-Aid Highway Act of 1950, as amended by the Act of October 15, 
1951, Public Law 175, Eighty-second Congress, contained a similar authorization 
of not to exceed $15,000,000 of which amount about $8,500,000 remained unal- 
located as of January 23, 1952. This section would merely continue the policy 
followed by the Congress since 1934 of authorizing the use of funds appropriated 
for expenditure in accordance with the provisions of the Federal Highway Act 
for relief in the case of floods or other catastrophes of nature. However, it is not 
certain that the authorization of additional funds for this purpose at this time is 


necessary. In view of the difficulty of predicting the amounts that may be needed 
for such purposes it is suggested that it might be more appropriate if consideration 
were given to the granting of stand-by authority for the use of such funds for 


emergency purposes, and thus relieve the Congress of the necessity of granting 
recurring authorizations. 

There would be authorized by section 7 of the bill the sum of $5,000,000 for each 
of the fiscal years 1954 and 1955 for carrving out the provisions of section 10 of the 
Federal-Aid Highway Act of 1950 for the survey, construction, reconstruction, and 
maintenance of main roads through unappropriated or unreserved public lands, 
nontaxable Indian lands, or other Federal reservations. The amounts which 
this section would authorize for these purposes are identical with the amounts 
authorized for such purposes bv section 10 of the Federal-Aid Highway Act of 1950 
for the fiscal years 1951 and 1952, of which only $1,875,000 has been appropriated. 
In view of this unappropriated balance it would seem that no additional authori- 
zation of funds is required for roads of this type at this time. 

An authorization of $150,000,000 is proposed by section 9 of the bill for carrving 
out the provisions of section 6 of the Defense Highway Act of 1941, as amended by 
section 12 of the Federal-Aid Highway Act of 1950, to provide access to military 
installations, defense industry sites, and to sources of critical materials needed 
in connection with the defense effort. It is suggested that such proposal should 
be handled as separate legislation and should not be included in the authorization 
bill for general road purposes. 

If the pending bill were amended to conform with the President’s budget message 
and with the foregoing comments and recommendations, the Department would 
favor its enactment. 

We are advised by the Bureau of the Budget that it would interpose no objection 
to the submission of this re port. If we can be of further assistance, please call 
upon u 

Sincerely yours, 


CHARLES SAWYER, Secretary of Commerce. 


DEPARTMENT OF AGRICULTURE, 
Washington, D. C., February 7, 1952. 
Hon. Dennis CHAVEZ, 
Cha rman, Committee on Publ Cc Worl 8. 
l'nited States Senate. 

Dear SENATOR Cuavez: This is in reply to your request of January 17, 1952, 
for a report on S. 2437, a bill to amend end supplement the Federal-Aid Road 
Act arrroved Julv 11, 1916 (39 Stat. 355), as amended and supplemented, to 
authorize appropriations for continuing the construction of highways and for 
otner purpos?s, 

This Department is directly concerned with the authorization of $28,000,000 
proposed in section 2 for forest development roads and trails for each of the 
fisce] veers 1954 end 1955. After ellowance is made for annual exnvenditures of 
$8,000,000 for maintenance of existing roe.ds and trails plus $3,000,000 for inescap- 
able replacement of untreated timber bridges largely built by the Civilian Con- 
servation Corps, $17,000,000 would be available for road, trail, and bridge con- 
structicn, 

Most of the amount aveilable for construction would go on main-line timber- 

tie 7" 
i 


haul roads. Completion of the main-line road system is essential for sound 
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management and full use of national forest timber resources. It will make possi- 
ble prompt salvage of timber damaged or killed by fire, insects or disease before 
deterioration. Because of depletion of private timber, expansion of the national 
forest cut up to full sustained yield capacity is urgent in many areas in order to 
help sustain established timber-dependent communities. This expanded cut 
cannot be attained in many instances without additional main-line roads. Pub- 
licly constructed roads are needed in order to mike it possible for small and med- 
jum sized operators to bid for national forest timber. The cost of these roads 
will be recaptured through the hizher stunpaze rates it will b2 possible to charze 
when the timber purchaser is not face1 with main-line road construction costs. 

The Forest Service estimates that it will cost $119,000,000 to construct the 
heavy-duty roads necessary to reach the remaining inaccessible large stands of 
national forest timber. However, this construction would permit an increased 
harvest of about 1,500,000,000 feet board measure, of timber per year. At 
current prices this would bring into the Treasury upward of $15,000,000 a vear 
and the increased revenue would continue long after the construction cost of the 
roads had been recaptured. ‘The increased cut would be within the annual growth. 

Section 2 also authorizes anappropriation of $32,000,000 a vear for each of fiscal 
years 1954 and 1955 for forest highways. Forest highways are sections of Federal, 
State, and other important main highways which cross the national forests. 
These vital links in the Nation’s highway system have fallen behind the develop- 
ment of highways outside the national forests. Forest highways are the trunk 
lines with which forest development roads connect and are the routes over which 
much of the national forest timber as well as minerals are hauled to mills and 
markets after leaving the development roads. Forest highways are a part of the 
road network serving the Nation’s forest and agricultural resources. Their im- 
provement is urgent. 

This Department favors in general the orderly development of the Federal-aid 
highway program and the highway-safety program referred to in sections | and 8. 

The Department also strongly endorses needed development of forest highways 
and forest develop;nent roads and trails. It is our understanding that the smaller 
authorization for those items as provided in H. R. 6094 rather than the authoriza- 
tions proposed in section 2 of 8. 2437 are in accord with the President’s program 

The Bureau of the Budget advises that there is no objection to the submission 
of this report. 

Sincerely, 
CHARLES F, BRANNAN, Secretary. 


DEPARTME* or Sratt 


Washinaion, February 7, 195 
Hon. Dennis CHAVt 
lnited States Senate 

Miy Dear Senator CHAVEZ: Reference is made to my letter of Janvarv 17 

knowledeing the receipt of vour letter of the same date which tvransn 1 for 
he comment of he Departm rt of State a copy of S 2437 | \ ‘ d Ce 
gress, second session, “‘to amend and upplement the Federal-Aid Road 
\¢ * 4 

I} e comments of the LD partment of Ss ate are diree ed to sectior ta } 
) Which deal. respectively. with the Inte American Highwav and the Rama 
hnoad 


SECTION 4: INTER-AMERICAN HIGHWAY 


The Department of State strongly believes that the Inter-American Highway 


hould be completed as soon as possible and that United States coorerazion, 
vhich is essential to this end, should be continued This position is besed or 
jief that: 
a ( oom “ation on the Ir ter-American Hi hway l the sir le hie 1 Mmpo ant 
in Which the United States can help to promote economie prom and 
political stabilitv in the relatively underdeveloped countries of Centre! An a 
and Panama: _ 
; The Inter-American Hich Way and i S access road wil] open up new areas 
r economic development and will facilitate the exploitation of commodities o 
aievic value Lo the Uni ed States: 
As these nations progress economically and expand production they will 
not only have more commodities for domestic consumption and export but they 


vill also be able to import more from the United States and other countri 
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The greatest proportionate share of any newly generated import demand in this 
area should be supplied by the United States which today, in dollar value, supplies 
about 75 percent of the total imports of the six countries concerned; 

(d) Completed, the Inter-American Highway will provide a land route to the 
Panama Canal and will be of substantial value in hemispheric defense; 

e) The continued cooperation of the United States is necessary to preserve the 
value of the substantial investment already made in the Inter-American Highway 
by the United States and by the cooperating countries; 

') It is the publicly announced intention of the United States to cooperate 
in the construction of a through road from the United States to the Panama 
Canal. This has been affirmed by the Congress in the language of its enactments 
as well as by the executive branch of the Government 

Regarding the specific language of section 4 of 8. 2437, the Department makes 
the following comments and suggestions: 

1. Section 4, page 5, lines 11-14: The Department believes that there will be 
some advantage to changing the language in these lines so as to provide for an 
over-all authorization of $56,000,000, with unlimited duration, rather than for 
an authorization of $8,000,000 per year, to be available until expended, for 7 
vears. The Department foresees that in some years it might not only be possible 

highly desirable (for example, in the interest of economy to take advantage 
of an opportunity to enter into construction contracts at favorable rates) to 
carry out the construction at a rate faster than would be possible under a fixed 
yearly authorization. On the other hand, there may well be times when the status 
of struction and the availability of matching funds is such that an appropria- 
tion of the full $8,000,000 in any single year, might not be justifiable. Accord- 
ingly, the blanket authorization, without time limitation, would permit the Con- 
gress to have greater flexibility in adjusting annual appropriation approvals 
to conditions which are not always predictable and, where possible, to 





Y 

take advantage of economies in the scale of operations 

2. Section 4, page 5, line 19: After ‘‘and’’ and before ‘“‘construction”’ insert 
“completion of the” The Department considers it desirable to indicate clearly 


ght in S. 2437 will provide for termination of the road. 





Se n 4, pa », line 21: B se the procedure recommended in paragraph 
1 above ht, if adopted, result in annual appropriations of varving amounts 
( ed that the lar a f the bill coneerniu matching funds be 
ed to authorize e nonmatched expenditure of a specific percentage ( 
( 1 funds actua appro} na her tha fi : 
S3. 000 000 of e apn! riation a Oriz a 1 a ar 
I'l I t 
|) Sta i t } 1 ‘ or S yf 
{ | i \ : Ih ) ty 
f lthe R R a { i rization of the 
a 1 fr San B R i { ( pleted 
R I'l Blof 
1 Y tf res f , roe hy | Hy ( ) r 
, i fi] | ' inds vhicl 
rT | i i { | { { i lit ta l Vil were 
I { i ‘ t \ i ucle { ‘ Cy =f \ t i I ment Wa 
OI t ho ed 
Tagua nderstandablyv, lool pon the agreement as a formal and binding 
‘ tment of ti United States Government It confidently expects that the 
Congress of the United States will honor this agreement by providing funds for its 
fulfillment Nicaragua is a country whose government and people are par 
ilarlv friendly to the [| States and who offer consistent and valuable 
ort for United States poliev in international matters of the greatest im 
portance The Department believes it would be most unfortunate if this 
country’s confidence in the fulfillment of an agreement made in good faith with 
the United States were to be frustrated The Department desires in this con- 
lie mn to commend to vour attention a memorandum on the Rama Road which 
W he Honorable Capus Waynick, former Ambassador of the 


you on Mareh 15, 1951 





| » Nicaragua, which was transmitted to 
specific language of section 5 of S. 2437, the Department desires 
to c wing comments and suggestions; 
] SectLo 5 ] 6 line 25: That the words ‘‘where practieabl 7 





ninimum width It is considered that the requir 
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ments of this paragraph as now written may be found impracticable and excessive, 
especially in urban and agricultural areas where the costs would be exorbitant 

2. Section 5 (4), page 7, line 17: That there be added as a final phrase to this 
subsection after the word ‘‘parties’’; the phrase ‘‘or any other treaty or inter 
national convention establishing similar reciprocal recognition.”’ ‘This is neces- 
sary in order to afford applicability of the Road Traffie Convention of 1949, an 
agreement of world-wide scope which eventually will supersede the Regional 
Convention for the Regulation of Inter-American Automotive Traffic 

3. Section 5 (b), page 7, line 24: That the words ‘‘and for a survey but not for 
the construction of a road from Rama to El Bluff” be inserted after the word 
“Rama” because the agreement with Nicaragua requires, in addition to construc 
tion of a road from San Benito to Rama, the survey but not the construction of a 
route from Rama to El Bluff. 

The Department has been informed by the Bureau of the Budget that there i 
no objection to the submission of this report. 


Sincerely your 


issistant S 

For t ‘ “~;/ Y Tat jis ate 

DEFENSE PRODUCTION “ADMINISTRATI 
Washingto | pe ] ! ) 
Hon. Dennis CHAVEZ 
United States Senat Washin jto I. ¢ 

DeAR SENATOR CuHavez: This is in reference t rom rela 

LO the allocation of controlled mate il for t I av co ict) rogral 


work 1n ¢co ecto! with the allocat Tt ro 1 t ( 
cla wit agencies To I ( mad quar rsa 1952 l qi ] 
raterial bmitted by these agencies wet nsidet 
by suppl Dur I mt md puat r of 1992 ! 
Va 37 | ( ) p for ru i ee] 160 p 
I SO p PI} } ( pp : 
‘ | re { stipp 1 ! ! 1 I 
I ! I ( il I est ce [ 1 
! ( I i ! Ol { i 
m4 eoment r provera | ; f 
Ca ippreciate difficult ic i ! ( 
“Vala } t | 1 l la 
I obiliza } , 
( | to i} { Q re té t 
1 ( Ad tr mothe l LV et 
Vil 1 il I I 1 pro i i 
*) enti 1 to e fact } ‘ } 
i t 1 tO lp} Lhe Wa ( 
of 1951. One of omplicat wetor ; 
{ e progra lates ‘ 1 req t I 
I e pat ir co ‘ naterials are ! xt 
Ie Virtually impr y iIncrea police sha 
rplate s eel 
During the second quarter, the amounts of materials allocated to the B 


of Public Roads have been increased and should permit a level of constru 


approaching that reached in calendar year 1950. In view of the essentiality 
the over-all highway construction program and in spite of the pressing needs 
other programs fo: ‘controlled materials. increased quantities of ste¢ inclu 
structural shapes and plate, have been allocated to the Bureau of Pul Road 
for highway construction The steel allocations to the Bureau of Publ Roa 
have been increased by 50,000 tons of carbon steel, including 19,000 tons of 


] 1 


tural steel and 10,000 tons of plate steel for the second quarter. i 
the few programs, other than the direct military programs, that has been 
any increases in the allocation of these critically short materials 


Che amounts of materials allocated to the Bureau of Publie Roads, 
the claimant ageney for all highway construction projects, during the first I 
ter of 1952, was based on maintaining a level of construction comparable 
reached in 1949 It was realized that tl level was below the level of constr 
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tion reached during the calendar years 1950 and 1951. However, in view of 
the pressing demands for structural and plate steel for other essential programs 
such as the direct military programs, petroleum expansion program, and power 
expansion program, it was felt that the first quarter level would be sufficient to 
provide for the most urgent needs of the program. It was calculated that through 
proper distribution of the materials to the individual projects and by the applica- 
tion of drastic conservation measures in the use of controlled materials, it would 
be possible to meet the most urgent road construction and repair projects and 
provide for the construction of a limited number of access roads in defense areas. 

A self-certification program for public roads is being developed whereby all 
highway construction projects utilizing limited quantities of materials will be 
permitted to proceed on a self-certification basis. This program should be of 
considerable help and assistance to the Bureau of Public Roads in that it will 
materially reduce the number of projects which would have to be processed by 
that office. As a result, this will permit better utilization of personnel in the 
screening of material requirements for the projects. 

It is extremely difficult to give you any forecast as to what might develop in 
the third and fourth Qua riers of 1952 on the allocation of materials for hi rhway 
constzuctior No material alleviation is expected in the structural steel or plate 
steel areas before the end of the current calendar vear. The increased demands 
of the militarv for their command construction program and the possible material 
demands of the expanded Atomie Energy Commission prosram will require 


substantial quantities of materials during these quarters. In such an event, 
even less Matevial may be available for allocation to the various claimant avencies 
for cons*ruction programs during the third and fourth quarters as a result of 
this impact However, it should be realized that as many of the highway 


pro,ects that ave now under construction are brought to completion materials 


will be released for other ureently needed projec Ss essential to the hiehway 


svstem of this countrv. It is our sinceve hope that it will be possible to maintain 
the present levels of allocation to the Bureau of Public Roads during the third 
and fourth quarters 

You may be assured, in any event, that the vital need for highwavs will be 


recosnized in the programing operyation and that, so far as possible, their needs 
will be met by the allocation of materials from available supplies. 
Sincerely yours, 


Rapa S. Triaa, Deputy Administrator. 


DEPARTMENT OF THE ARMY, 
Washington, February 19, 1952. 
Hon. DENNIs. CHAVEZ, 
Chairman, Commuttee on Public Works, 
United States Senate 
Dear SENATOR CHAVEz: Reference is made to vour request to the Secretary of 
Defense for the views of the Department of Defense with respect to S. 24387, 
Kighty-second Congress, a bill to amend and supplement the Federal-Aid Road 
Act approved July 11, 1916 (39 Stat. 355), as amended and supplemented, to 
authorize appropriations for continuing the construction of highways, and for 
other purposes. The Secretary of Defense has delegated to the Department of 
the Army the responsibility for expressing the views of the Department of Defense 


there yn. 


In general, the purpose of S. 2437 is as stated in its title. Comments on this 
bill are confirmed to sections 1, 6, and 9, which are the items of immediate interest 
to the Department of Defense While there is no objection to the remaining 


sections, no comments are made in connection therewith. 

Section | of 8S. 2437 authorizes to be appropriated the sum of $600,000,000 for 
the fiscal vear ending June 30, 1954, and a like sum for fiseal vear ending June 30, 
1955, for the purpose of carrying out the provisions of the Federal-Aid Road Act 
of 1916 as amended and supplemented. It further provides that the sums so 
authorized to be appropriated for each fiseal vear shall be available for expendtiure 
is follows: (a) $270.000,000 for nroiects on the Federal-aid highwsy svstem: 
b) $180,000,000 for projects on the Federal-aid secondary highway system; and 
c) $150,000,000 for projects on the Federal-aid highway system in urban areas. 

The importance of the national system of interstate highways and its urban ex- 
tensions, which is a part of the designated Federal-aid highway system, to the 
national defense is dealt with in considerable detail in House Document No. 249, 
EKighty-first Congress, Highway Needs of the National Defense. The views of 


We. 
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the Secretary of Defense are set out in appendix III thereto. As indicated therein, 
the Department of Defense considers important to the national-defense improve- 
ment of the national system of interstate highways including its urban extensions 
to the highest practical uniform design standards. The Department of Defense 
favors legislation to continue the Federal-aid highway program and it is our under- 
standing that the President has recently recommended annual authorizations of 
$400,000,000 for this purpose. It is recognized that all public highways potent- 
ially contribute to the national defense, but it is principally for the purpose of 
correcting the major deficiencies in the national system of interstate highways and 
its urban extensions that the Department of Defense has an immediate interest in 
the provisions of section 1. 

Section 6 of S. 2437 would, for the purpose of section 9 of the Federal-Aid High- 
way Act of 1950, make available from moneys heretofore or hereafter appropriated 
therefor the sum of $15,000,000 as an emergency relief fund for the repair or re- 
construction of highways and bridges on the primary and secondary Federal-aid 
highway systems, which have been damaged by floods or other disasters. The 
Department of Defense is concerned with the movement of traffic important to 
the national defense and therefore is interested in the prompt construction and 
repair of highways and bridges damaged by floods and other disasters. Section 6 
of S. 2437 would be of potential benefit to the national defense in that it would au- 
thorize the expenditure of funds heretofore or hereafter appropriated for such 
cons‘ruction and repair, and accordingly is favored by the Denvartment of Defense. 

Section 9 of S. 2487 authorizes to be appropriated the additional sum of $159,- 
000,000 to remain available until expended, for the purpose of carrying out the 
provisions of section 6 of the Defense Highway Act of 1941 (55 Stat. 765), as 
amended, and section 12 of the Federal-Aid Highway Act of 1950 (64 Stat. 785). 
Section 6 of the Defense Highway Act of 1941, as amended, includes provisions 
for the construction, maintenance, and improvement of access roads to military 
and naval reservations, to defense industries and defense-industry sites, to sources 
of raw materials and for the replacing of existing highways and highway connec- 
tions that are shut off from general public use by necessary closures or restrictions 
at military and naval reservations and defense-industry sites. Seetion 12 of the 
Federal-Aid Highway Act of 1950 authorized to be appropriated funds for the pur- 
pose of carrying out the provisions of section 6 of the Defense Highway Act of 
1941 and provided that the roads authorized to be constructed under this section 
shall be certified to the Secretary of Commerce as important to the national de- 
fense by the Secretary of Defense or such other official as the President may desig- 
nate. Publie Law 177, Eightv-second Congress, amends section 12 of the Federal- 
\id Highway Act of 1950 by increasing the amount authorized to be appropriated 
and available for contract for the construction of access roads certified as essential 
to the national defense and by adding a proviso which states that not exceeding 


$5,000,000 of any funds appropriated under this authorization may be used by the 
Secretary of Commerce in areas certified to him by the Secretary of Defense as 
iInaneuver areas, for such reconstruction, maintenance, and repair work as may be 
necessary to keep the roads therein which have been or may be used for training 
of the Armed Forces in suitable condition for such training purposes, and for r 
pairing the damage caused to such roads by the operations of men and equipment 
in such training. In order to insure continued authorization for this added pro- 
viso, it is recommended that section 9 of S. 2437 be amended by inserting the 
words ‘‘as amended”’ immediately after the words ‘‘Act of 1950 (64 Stat. 785)” 
which appears on page 9, line 6, of the bill. 

ihe estimated cost of access road projects which have been certified to the 
Secretary of Commerce by the Secretary of Defense is approximately $18,000,000. 
More projects have not been acted upon only because of the difficulties in obtain- 


ng qualified personnel and making the necessary administrative adjustments for 





andling the increased workload connected with this access road program and other 
highways for national defense and highway utilization problems which have 


arisen since the énactment of Public Law 177, Fightv-second Congress on October 
16, 1951. It is Delieved that these difficulties have now been overcome in large 


part. Accordingly, it is estimated that the Department of Defense certifications 
to the Secretary of Commerce will be current by June 30, 1952, and that a 


projects certified by that date will cost approximately $40,000,000. While the 

no known way to determine accurately the amount of funds that will be required 
for access roads, it is believed that the appropriation of §$150,000.000 authorize 

v section 9 ot the bill will adequately provide for this requirement in the foresec 
able future. Subject to the amendment indicated above the Department of 
detense favors section 9. 
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The fiscal effect of the bill is to authorize the appropriation of funds in varying 
amounts to be applied to the different categories of public highways. In addition 
it makes available up to $15,000,000 of any money heretofore or hereafter appro- 
priated under the Federal Highway Act, as amended and supplemented, for ex- 
penditure as an emergency relief fund in accordance with section 9 of the Federal- 
Aid Highway Act of 1950 (64 Stat. 785) and authorizes an annual expenditure 
of $100,000 for the purpose of carrying out the action program of the President’s 
Highway Safety Conference 

‘This report has been coordinated among the Departments and Boards in the 
Department of Defense in accordance with procedures prescribed by the Secretary 
of Defense. 

The Bureau of the Budget advises that, while there is no objection to the sub- 
mission of this report, enactment at this time of section 9 of the bill would not be 
in accord with the program of the President, because no substantiation or justifi- 
cation has been submitted which would demonstrate the need for the additional 
authorization proposed in section 9 \ recommendation has therefore been made 
to the committee by the Bureau of the Budget that any further authorization for 
this purpose be considered separately, on its Own merits, at such time as the need 
for such an increase is more clearly established. 

Sincerely yours, 


FRANK PACE, Jr. Secretary of the Army. 


DEPARTMENT OF THE INTERIOR, 
OFFICE OF THE SECRETARY, 
Wasi ington, D. C., February 21, 1952. 
Hon. DENNIS CHAVEZ, 
Chairman, Committee o7 Publi Works, 
niied Stales senate, Was! wnigtion, D. Rvs 


My Dear Senator Cuavez: Reference is made to your request for a report 
on 8. 2437, a bill to amend and supplement the Federal-Aid Road Act approved 


July 11, 1916 (39 Stat. 355), as amended and supplemented, to authorize appro- 
priations for continuing the constr ction of highways, and for other purposes. 
This bill would a lorize appropriations for carrying out the provisions of the 


Federal-Aid Road Act of July 11, 1916 (39 Stat. 355), and certain other road 
. n | vears 1954 and 1955. The portions of the 





each of these fiscal vears; section 3 (b), which 
7,000,000 for national parkways in each 
3 (c), which would authorize the appropriation 
ation roads in each of these fiscal years. In 


ynstructi 4 during e fi 
bill that have a direct and major impact upon the work of the Department of 
e Interior are section 3 (a), which would authorize the appropriation of S16,- 


QOO 000 Tor national pa 
would authorize the 


ol ese Tis 


of $10,000,000 for Ir 


of S] 





addition, the work of the Departme nt would be facilitated in some particulars 
by the authorizations contained in section 2 with respect to forest highways and 
forest levelopment rr ads and trails, in section 6 with respect to MAtm roads 
through public and Indian lands, and in section 9 with r spect to defense access 
roads 

There is an important need for continuing and expanding the road programs 
dealt with in section 3 and those other provisions of 8. 2437 that affect natural 
resources. Public use of the National Park System has increased tremendously 


in recent vears, but road improvement work has not kept pace with this growth. 
In many areas it has been impossible even to maintain existing park roads in an 
adequate state of repair. The Indian reservations are served for the most part 
by low-grade roads and truck trails, that often become impassable, and that con- 
stitute a real obstacle to the development of a self-supporting Indian economy. 

Intensification of road construction and maintenance programs is essential for 
the protection, development and management of virtually all the lands under the 
jurisdiction of this Department, and for the full utilization of their resources in 
accordance with sound conservation principles. It has been the experience of 
this Department that, more than any other item, good roads contribute to the 
rapid and successful development of national parks and monuments, Indian reser- 
vations, and the public domain in general 

An adequate road program for these areas is also dictated by long-range fiscal 
considerations Io illustrate, the deferment during World War II of nearly all 
road work within the National Park System has resulted in a large number of the 
roads deterioriating to a point where extensive reconstruction will be nece ssary. 
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The cost of such reconstruction will materially exceed the cost of the maintenance 
work that would have prevented this deterioriation. The longer repairs are 
postponed, the greater will be the ultimate cost. On the Indian reservations 
numerous situations exist where local governments are prepared to take over from 
the Federal Government the obligation of maintaining the roads once these have 
been put in a condition that will not impose prohibitive maintenance burdens. 
Such transfers will result in permanent savings to the Federal Treasury, but can- 
not be effected until substantial investments have been made in improving the 
roads to present-day standards. 

Most important of all, the lack of good roads within important areas of Indian 





and public lands effectually prevents utilization of resources that would vield 
ubstantial revenues to the Indians and to the United States, respective 
Examples of areas where this condition exists to a verv marked degree are the 
Navajo and Hopi Indian reservations, and the public domain forests in western 
Oregon administered by this Department. 
Work on the national parkways authorized by the Congress has been progrt 
ta rate t slow to admit of maximum economies In CONSTrUuctio! +0 veal NT 
re will be required to complete these parkways at the present rat r 
the publie interest nthe national parkwa 
withstanding that only a tle more thar i 
| oO leads | rea tt Na ul Par 
I re ut i ~ ! 1? T ( 1 
{ parkway i It \ \ 
but will eontribut { il and ( i 
protectio r natural res ree ta ( 
i ver be ( 
pI SCO S. 2437 tl Depa 
t that the r) IpDpt{¢ ri { ¢ 
conta other laws, but do ) 
rred t S ) » sre wermane t ( ( i 
itio h ar { iter 0 ied the | 
ip} ted eA { O ¢ it al t da Sp i 
uti LISO ¢ ! ! ( ra could i I i 
particular the Navajo-Hopi Rehabilitation Act of April 19, 1950 (64 Stat. 44 
Ol - appropriation of 820,000,000 for a 10-vear road prove 
: the Navajo and Hopi R« rvations It ‘ nd tay O 
kepartment that the 810.000.0000 for Indian reservati Y { } 
- 137 ot int led to pre 1 r pl ipprop 
\ ma Ve i i l \ 1 
acl | rain 1 t ' i ) \pr i 140 
Wi ive hee advised the Bureau o Bud ) 
Pre } j yr) th hy i t are rofl ; 1 ir t R GKOO4 | = hat 
ui authorization for national pat roads would |} SLOO00 000 
516,000,000, and ne al lat AaAUbho! wion for nationa MarkWavs } 
S1L0.000,000 eu of 817,000,000 The annual author ation for Indian re 
ads would also be $10,000,000, the same as i ‘ provided S. 2437 
I Departme reco es that duri ( 1 na LAL ¢ ree rta 
ds and terials pr ide the ec tru or roa na ( 
justified for lor range development purpt It is the view of 3 
Department that the authorizations proposed in section 3 of H. R. 6094 ar 


nimum amounts required for a road program that takes into account these 


rhe Bureau of the Budget has advised that there is no objection to the submis- 
of this report to yvour committee. 
Sincerely yours, 
Mastin G. WHire, 


' eal ’ 
(cling Ags slant Necretary of the inte 


Senator HoLLanp. Senator Chavez, do you have an introductory 
statement on this bill? The committee will be delighted to have you 
present it at this time. 

Senator Cuavez. Thank you, Senator. I have a very short 
Statement. 

Senator Holland and members of the subcommittee, hearings are 
being opened this morning on an extension of the Federal aid to high- 
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ways. I should like to offer a few statements in support of Senate bill 
2437, which I introduced. 

I don’t suppose any of the witnesses you will hear today or later will 
be in complete agreement with Senate bill 2437. Rather, Senate 
bill 2437 represents a composite of the thinking of many experts in the 
field of highway construction and myself. It will be representative, 
at least, of the many ideas you will hear. 

I established the figure of $600 million for the primary, secondary, 
and urban systems, because I considered that to be a conservative 
figure. I feel that in 1954 and 1955, the years for which we are legis- 
lating, there will be rises in the costs of both materials and labor. The 
small additional amounts in Senate bill 2437 over and above those of 
the 1950 act will just about ng nsate for these increases and main- 
tain the $500 million level at which we are now operating. As a 
matter of fact, I believe a ae of $800 million could well be justified, 
as you will hear from representatives of the various States. 

There is another war upon us. I am quite sure our highway 
systems will be severely battered by this wartime traffic. We sus- 
tained huge losses in our highway plant during World War II. We 
haven’t recovered from that as yet. We are going downhill fast. 

I recognize the theory that in wartime we must shrink our expendi- 
tures and go for economy. ‘There will be witnesses who will go into 
that theory. ‘The highway systems are defense plants within them- 
selves, and I don’t know that it would be good economy to reduce this 
essential war expenditure 

Personally, I endorse Senate bill 2437. 

In 1950, the Subcommittee on Roads did a very excellent job on 
the Federal-Aid to Highways Act. I am satisfied that the chairman 
and members of the subcommittee will surpass that accomplishment 
this time. 

The question of steel for our highway system is of mounting concern 
to the highway departments of the States. I hope the subcommittee 
will explore this picture, if only briefly, during the course of the hear- 
ings, with a view to learning what the demand is, what supply is, and 
what the future in both might be. We shall need a complete over-all 
picture when this bill is taken to the floor of the Senate. 

Senate bill 2437 is a simple bill aside from contention over dollar 
amounts. ‘The committee can determine the amount of funds to be 
authorized—more, less, or what the bill calls for. The chairman of 
the committee feels time is of the essence. 

I shall be brief. But, within the next few days, I expect to make a 
few remarks to the Senate as a whole about steel, about highways, 
and about related programs, which will cover my views more com- 
pletely. I ask permission of the subcommittee now to be allowed to 
insert these remarks I shall make to the Senate in the record of these 
hearings at the conclusion of my remarks today. 

Senator HoLLanp. Without objection, the address of which you 
speak will be inserted in the record at the time it is delivered. 

(The address referred to follows:) 
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[From the Congressional Record, February 14, 1952] 
THE FEDERAL ROAD CONSTRUCTION PROGRAM 


Mr. Cuavez. Mr. President, only a short time ago Mr. Winston Churchill 
made a wonderful address before a joint meeting of both Houses of Congress. 
Senators will recall his statement that he did not come here to ask for gold: that 
he came to ask for steel. 

As chairman of the Committee on Public Works, I should like to state that the 
members of the committee are concerned with steel. It is with reference to that 
commodity that I desire to address myself briefly this afternoon. 

Mr. President, a few days ago while turning through the pages of Time maga- 
zine, | came across an advertisement by the Goodyear Co. This advertisement 
reads: . 


‘*Motor transportation is the lifeblood of America’s economy. The highways 


are its arteries—we cannot let them harden.”’ 
Everywhere, every day, more and more people are awakening to the sad fact 


that we don’t have the highway system we thought we had As this advertise 

ent in Time magazine so aptly puts it, ‘America is slogging along in 1952 on 
roads that were scarcely adequate for even 1935's traffic.” I do not believé 
anyone can argue that this Nation is not road starved. 

I do not know when we are ever going to catch up, or if we ever will. It may 
well be that we are behind because our national program has not been sufficiently 
strong. ‘To some degree, we have slipped because of the world emerzen:cies 
Our highway program virtually stopped in World War II. Immediately after the 
war, the highway departments had so slowed down for lack of manpower and 
materials that we were some 3 years restoring their potency. Now comes Korea 
Just as we were on the upswing once more, we find that the highway program has 
the brake on again. For how long I do not know, 

The time is rapidly coming when we shall have to develop a new and more 
bold national road-building program. I think Senators would be surprised to 
know that the Federal aid program of today amounts to only about 12 percent of 
the total money spent for roads, both State, county, and cits It is big business. 


There are about 375,000 persons directly engaged in road building at the State 
and national level. There are that many more involved at the county and munici- 
pality levels. 

This means that 800,000 people are actively engaged in transportation, con- 
struction, and maintenance. This is not surprising since highways and affiliated 
transportation interests, such as tourist stations, automobile companies, and so 
forth, represent one-seventh of the total national income. 

The budget transmitted to Congress on January 21 recommends a decrease 
in the amount of Federal aid. It means a lessening in Federal supervision and, 
therefore, a continual decline in any national road building effort 

The coming of the atomic age has added tremendously to the load on our 
highway system. The accepted answer to the threat of atomic attacks is dis- 

versal. We have the best military advice on that, and dispersal has already 
been put into action. New industries and expansions of existing industries 
ure being established in dispersal locations. Dispersal is a prime factor in the 
awarding of defense contracts. The dispersal trend is found everywhere i! 
population shifts. Dispersal industries and dispersal defense contracts have led 
10 a steady movement of workers from heavily populated cities to areas closer to 
their new places of work. Even where industries have not been moved, there is 
a gradual drift of people from the confines of large cities to the surrounding rural 
ringe where there is space enough to escape the direct effects of atomic blasts 
m the city. All of this has further strained our already over-taxed highways. 

We all know, from recent experiences this winter, what happens when ice and 
snow catch us unprepared. Our transportation routes become paralyzed and 
all of the vehicles upon which we depend to move ourselves, our food, our school 
children, our doctors, and all necessary daily activities are stalled, just as effectively 
as if the roads were completely torn up for the same period of time. This is 
simply a dramatic and instantaneous illustration of what is actually happening 
today to our highways on a little longer time scale. The deterioriation and break- 
ing up of the older roads, accelerated by such things as more defense movements 
and greater use because of dispersal activities, has so far outreached replacement 
and new road construction that we are approaching this same sort of paralysis 
much faster than many people think. 
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Ff Perhaps the answer to the problem is to designate more and more of our high- 


ways as access or defense roads and thereby secure better treatment in the defense 
picture when it comes to allocations of both funds and critical materials. If that 
is all that is needed to bring about an awakening to the fact that our highways are 
one of the few major factors without which our defense efforts would be doomed 
to utter failure, then [ am all for it. They say that our current program is one of 


butter and guns If we do not have adequate highways, we will not have either 
butter or guns , 

I believe that in defense planning we have dangerously neglected the military 
importance of American highways Hitler’s General Staff, in their war plans, 


planned the German highway system with great care in preparing for World 
War II. The Ger: 


id out across Germa 


General Staff, together with various government com- 








1y a system of mpagnificent four-lane highways 
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Although there were some improvements in steel allocations from the National 
his second quarter, the picture is still quite black. llo- 
-arcely half of the minimum requirements. The only spot 

of small projects. I understand that the 
ninistration is seriously considering a suggestion which 
was developed at the hearing of the Committee on Public Works last fall, that 





for small projects requiring 25 tons or less, contractors be allowed to se f-certify 
allocations, thus eliminating a great deal of red tape and uncertainty. I sincerely 
hope this suggestion will be adopted. 
Likewise, the regulations now require a producer who accepts a steel order to 
deliver the steel at some tin Previously, a steel allocation was good for only 
it was accepted At the present time, shipments 
of the original allotment can made in future calendar quarters 
The minimum requirements of steel for the calendar year 1952 are 1,761,000 
tons. At the present rate of allocations allowed by the Defense Production 





the calendar quarter in wh 
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Authority, we shall be lucky if we get one-half of that amount. For the first 
quarter of the present year, the minimum requirements were 367,000 tons, but the 
allocations totaled only 210,000 tons. For the second quarter, the minimum 
requirements are 475,000 tons, but the allocations probably will be 245,000 tons. 

Even these figures do not tell the whole story. The critical item in stee: re- 
quirements for highways is structural steel. The allocations for structural stee 
are running at a little less than one-third of the minimum requirements. This 
means that highway construction is going to be held back severely durit 
of the present year. 

Mr. President, I think I should point out that in 1950 we exported slightly 
more than 3,000,000 tons of steel. In the first 10 months.of 1951, we exported 
2,843,000 tons of steel. Just a few days ago we learned that Mr. Churel S 
recent conferences produced another 1,000,000 tons of steel for Great Britair 
In my opinion, our exports are not so important to us as are our own roads, our 
ighwavs, and our business firn If I did not make known what 


1 
information I have, I wouid be less than fair to the Senate, to the entire Congress 


/ 


schoo s, our | 


and to the people of the United States. 


Mr. Case, Mr. President, will the Senator from New Mexico vield to me? 

Mr. CuHavez. I yield 

Mr. Case. The distinguished chairman of the Committee on Publie Works 
bringing to the Senate some very interesting figures The Committee on Publis 
Works, of which the Subcommittes on Pubiie Roads has been holding hear 


gy Wem, as the chairmal 


during the past week, has been addressing itse!f to this pro 
ot the comm tee knows, for he has been meeting with the subeommittee 
I should like to ask the chairman of t] 


been developed in regard to the suggestion that the Ohio Turnpike Comn issi« 


he committee whether anv information has 


was looking into the possibility of obtaining some steel from Belgium or from some 
other European country, in view of the fact that the comission could not obtait 
sufficient steel allocations from the Authority here in the United States 

Mr. Cuavez. I have no direct information regarding the matter to which the 
Senator from South Dakota has referred. However, the highway departments of 
the various States are so far behind their programs in connection with the work of 
road construction, and they are so concerned with the problem, that I would n 
be at all surprised if efforts were being made to obtain steel from Belgium o1 


elsewhere. 


Mr. Case. In view of the matters being brought before e com! ee and i 
view of e commiuttes studies last summer and last fall in « ‘ \ t 
steel problem, in which studies the distinguished chairman of the committees 
plaved such an important part, would the Senator from Ne \lex ure » sa 
whether he feels that Congress should limit the exports of steel until more ad 
quate allocations are made for domestic needs? 

Mr. Cuavez. Toward the end of the last session I introduced in this body a 
joint resolution to the effect that no steel should be exported until it was developed 
that the necessary, reasonalb Cc don estic needs were met 

We have reeeived some reports in connection with that resolution, which now 
before our committee "| hose wl oO make the reports generally agree regarding the 
need for steel, but they also are generally adverse to the idea of meeting the 
reasonable domestic demands for steel In that connection I point out that the 
resolution does not cali for meeting all the domestic demands or requirements, but 
pecifically calls for meeting only the reasonable requirements 

In this connection, Mr. President, tet me cite several instances which I know 


can be duplicated in the case of every other State in the Union: In the city of 
Albuquerque, additions are being made to some bridges which were constructed 
approximately 25 or 30 years ago; the highway traffic has become so great that it 
is necessary that those additions be made, The monev for t} 
those additions has been spent, and the additions have been constructed. How- 
ever, because it is impossible to obtain a fe Ww tons of steel which are required in 
order to finish the approaches to the bridges, they cannot. be used. 

Another road unit has been under construction between Tucumeari and the 


e construction of 


little eitv of San Jon, near the Texas border. Because of the lack of a few tons 
of steel probably not more than 3, 6, or possibly 11 tons—the road could not be 
used. 


Mr. Case. Mr. President, the chairman of the Committee on Public Works 
is taking a very realistic view of the situation 

Earlier in his remarks he suggested that the Departm nt of Defense or some 
other agency be called upon to give the Committee on Public Works an estimate 


of the steel needs for highways for defense purposes, so that the committee could 
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have that information in connection with its deliberations regarding the pending 
estimates. The Senator’s suggestion is very much in ordar, Mr. President; and 
I hope it will be followed. 

Mr. Cuavez. I thank the Senator from South Dakota. 

Mr. President, any high-school student, even if he had not investigated this 
matter, if asked the question, ‘Do roads play a part in the national defense?” 
would reply, “Ves, indeed.”’ 

Certainly the construction of highways is as important to the national defense 
as is the manufacture of guns. Just imagine what would happen in the city of 
Washington if there were even a rumor that an attack by atomic bombs would soon 
occur —not to mention what,would happen in the event of an actual attack by atomic 
bombs or other bombs-—in view of the system of highwavs now existing, so fa 
the Capital City. 
succestion the 


some bills which 


as concerns facilitating the exit of large numbers of person 
Mr. Cass. Of course, Mr. President, I heartily agre 
nator from New Mexico has made, beeause there r 
have introduced, which call for the building of a ra wav around the citv 
of Washington or the building of some circumferential highways, in order to meet 
he situation the Senator from New Mexico has described. 

Mr CHAVEZ The same stacvement Cat be made with respect to the situation 
existing at Baltimore, Detroit, and almost every other citv in the United States. 

| should like to ask anyone who is conn .cted with the nationsl defense what 
he LHINKS would } ave been the ler eth of Wo ‘ld W ar I] ol course, We would have 





me 


















won that war eventually —if we had not had a system of highways n that 
event, undoubtedly we would not have won the war as quickly as we did. 

Mr. Cass. Tt is obvious that that is correct What the Senator from New 
Mexico has said is likewise true in regard to Chicago, Philadelphia, and many 
other cities which are in the same category. It was for that reason that I suggested 
that a plan calling for the construction of radial and circumferential highways be 


in rerard to other ci 


i 
The Senator from New Mexico has put his finger upon a point which must 


adopte: 











not be overlooked, namely, that in the past most of the wars have been conducted 
on te:ritorv not that of the United States Kvervone who is familiar with the 
business of modern warfare recomnizes that an aerial attack upon cities of the 
l ed States ‘finite and distinet possibility. So the highway problem, from 
thes andpoir of ele * becomes even more importa when we addre s ourselves 
Lo thre i ‘ of today ric 1reé 

\I CHAVI I do m Wal ( r the Sena Oo 
1m opposed to f dship with Gre Britain or with ar 
countries; 1am not. But I feel that the Members of t! 

Dil ( nection with the loeal maditior contro 
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we ave supposed to give to some oper coul y I am verv strong for Mr. 
(°} > ! . i) | | ? rh also ve v tT ‘or F for the roads of Pe 1 VIVAT li, Oreco i, New 
\lexico, and in al e other St: sand Territori: 

I renes \Ir. President hat in 1950 we exnorted slig¢ lv more than 3,000,000 
to of e] Ty he first 10 mor sof 1951. we exported 2.843.000 tons of steel. 
Onlv a few days ago we learned that Mr. Churchill’s recent conferences produced 
another million tons for Great Britain. To me, our exports are not so important 
as our own roads. our schools. our highways, our business firms If 1 did not 


} + f 


make known what information I have, I wou!d be less than fair 

I venture to say there is not a single Senator who has not heard from his State, 
not only in respect to roads, but in respect to the inability of their school systems 
to obtain sufficient steel to enable them to provide adequate school facilities for 
their children. I venture to say that there is not a Senator within the sound of 
my voice who has not heard from the health officials of his State, stating that 
they are unable to complete a badly needed hospital by reason of their inability 
to obtain steel. Nevertheless, we are expected to become enthusiastic, merely 
because Mr. Churchill says, “I want 1,000,000 tons more.”’ I wish we could give 
it to the British, but I have always been under the impression that charity begins 
at home; and I think it should. 

In the past Mr. Wilson, who heads the Defense Production Administration, has 
frequently made oversimplified statements, which lead to considerable misinfor- 
mation and misunderstanding. 
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Our arrangement with the United Kingdom ealls for supplying Britain with 
1,000,000 long tons of steel, or its equivalent, this year. This steel is for the 
maintenance of the British defense program. We have the option of supplving 
this 1,000,000 tons in the form of ore, in the form of scrap diverted from foreign 
sourees, in the form of pig iron diverted from foreign sources, in the form of 
ingots from conversion mills, or in finished steel. Our arrangement is that we 


l I 


will do that which has the least effect on our economy l am assured it was mad 
most clear to Mr. Churchill that we will not be able to supply anv portion of th 
1,000,000 long tons in the form of structural or plate steel Structural and plate 
steel are the items in most critical supply. In return we receive tin and aluminu 


both of which are essential in our economy, and without which business 

iffer. That is my understanding of the matter 

There is so much misinformation in regard to the steel situation, and so mar 
rumors, that I would like to get the facts on the record and straighten it 
One way to straight this matter out would be to conduct hearings on Senate 
Joint Resolution 11 


ey 
3. which is now he fore the Senate Committee or Inter tate 
and Foreign Commerce, and to which I called the attention of the Senator from 


South Dakota. Some of the Senators may recall that this joint resolution was 
ntroduced by me on October 29 last vear. That was the last day of the session. 
The joint resolution would prohibit the exporting of steel I told Senators then 
that I sought no immediate action on the bill, but preferred to leave it pending 
for their thought while at home I said on October 20 that I hoped the Senators 


would look into the steel picture as it affected their States, with respect to schools, 
hospitals, roads, and small business, and that after January 8 we could take up 
the measure. 

The joint resolution is very drastic. I did not expect it to be considered in its 
initial form. It is now, as I have said, pending before the Interstate and Foreign 
Commerce Committee, and through hearings w could de 
3,000,000 tons we are now exporting is going, and wher 
sought by Mr. Churchill will go. 

We are actually exporting 
nilitary program which is devouring this great national power, that is, stee I 





ine where the 


1.000.000 tons 





r less steel now than formerl It is our own huge 


lige that 40 percent of our steel production is used in military and direct 








related activities, such as chemical industrial expansion, and so forth 
I must be honest and admit that as a result of much discussion some improve 
t has been effected in the allocation of steel for roads. There was an increase 
+] emt of steel for pub roads in the second quarter It was one of ¢] 
ams, other than the direct military programs, which received an increa 
vei. The increase was about 50.000 tor over tl first iar , 
I have never found the National Production Authority guilty of being unfa 
I | ey thev have been ec viet 1 several times of « ! | t sa ft 
i l in fa ; h¢ at we tain no re i ( ( ( i 
( Fortuna indeed, for all of u 
genera I think that oOcallo of critical ma i I Ul ele 
1 secor schools for the first ha of this vear provide for a» " 
truction In eXet of 1! b n dollars ne yea | s mav he i t 
{ highest in history. With re pect to hospitals, eritical-materiais ailocations 
provide for operations at the rate of $900,000,000 per vear. This is also close 
toa high. These high levels of construction in highwavs, schools, and hospitals 
ut to give an erroneous impression Tt ant to lead to the belief among 
those who eontrol the materials that, sinee t! s new hig n constructior 
can very easily cut down to the level of former vear Well, we cannot, becaus 
we have been 15 vears awakening to our sad lack of facilities. 
We are just starting to bridge the gap. If we were to compare the annual 


lollar rate only, then there would be grounds for suspicion. But if we were 


to correlate the need in the absenee of facilities for the past two decades with 
the picture of 1952, then it would become clear that we are not building at a 
new high, we are just sprinting to try and catch up with what has already 
outdistanced us. 

I venture to predict there will not be an agency in the Government that will 
endorse the sentiment of Senate Joint Resolution 113, let alone endorse the 
resolution. That matters little, since we are entitled to honest differences of 
opinion. What we have to determine is who needs the steel, and for what purpose. 

Mr. President, I ask consent to insert in the Record the advertisement by the 
Goodyear Co. with respect to roads and to save time I also ask consent to insert 
in the Record at this time at the conclusion of these remarks some information 
with respect to schools and hospitals. 
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The PresipinG Orricer. Is there objection to the request? 
(There being no objection, the documents were ordered to be printed in the 
Record as follows:) 


{Advertisement by Goodyear in the Time magazine, issue dated January 28, 1952] 


Roadblock ahead—an everyday occurrence—every where. 

Cars with engines idling, burning up gas. Drivers fuming over wrecked 
schedules, missed appointments, ruined plans. Trucks standing still—delivery 
costs mounting. 

When the jam breaks, drivers speed ahead to make up lost time—a major 
cause of America’s frightful highway death toll. 

Who’s responsible for the strangling inadequacy of major traffic routes that’s 
slowing down our cars and trucks to bumper-to-bumper crawl? 

We're all responsible. 

Not because of the 42,000,000 cars we use traveling to work and play. Not 
because we need 9,000,000 trucks, large and small, to transport a major share of 
all commodities, including 90 percent of our food. 

We’re responsible because we haven’t moved, individually and as a Nation, to 
get enough roads built to handle the traffic. 

America is slogging along in 1952 on roads that were scarcely adequate for 
even 1935’s traffic. Today, we’ve 20,000,000 more vehicles than then—and 
millions more are in the offing. 

W hy has our road building falle n so woefully behind our needs? 

Is it because of the cost? No. Sufficient modern, multilane expressways, 
designed for heavy traffic, would cost only a part of the huge toll in wasted time, 
wasted gasoline, higher hauling costs and traffic-accident deaths that present 
conditions exact. 

Is it because of the laborinvolved? No. Modern road-construction machines, 
thrusting rapidly ahead on the giant pneumatic earth-mover tires that made 
them possible, can do the work of thousands of men and teams. 

There’s just one answer: we’re road-starved because we haven’t made a strong 
demand for a national road-building program. This is what America needs. 

A program designed to save you those extra, cramped hours spent inching along 
over crowded roads—to save you that gasoline you now must waste—to save 
you money in extra hauling costs run up by trucks that must move at snail’s pace. 

If you want it, you must demand it. 

So, remember: the most powerful voice will be your voice. If enough of us 
realize this, the resulting volume will do more than move mountains—it will 
build the roads we all need. 


ESTIMATES OF STEEL REQUIREMENTS FOR EDUCATIONAL AND HospPITAL 
CONSTRUCTION 


There is attached a table of estimates of carbon steel requirements for educa- 
tional and hospital construction based on standards widely accepted by profes- 
sional organizations and acknowledged authorities in the educational and health 
fields. It will be noted that estimates are shown separately for (1) hospitals 
and health facilities, (2) elementary and secondary schools, and (38) higher 
education. 

PART 1 


Part I of the table shows the estimated quantities of carbon steel required to 
support a building program sufficient to meet existing and projected needs. The 
levels of construction represented by these figures do not take into account 
problems of financing, the supply of materials, or other factors which tend to 
limit actual construction. 

The figures shown for the period 1952 to 1960 would make provision for new 
facilities, the improvement and enlargement of existing facilities, and the con- 
struc.ion required to meet the current backlog of unmet need. 

The steel tonnage requirements are based in part on experiences under the 
controlled materials plan and therefore reflect stringent conservation practices 
which probably will not be continued throughout the entire period covered by 
these projections. 
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PART Il 


Part II of the table shows the estimated quantities of carbon steel required to 
meet 1952 needs on all construction which would be put in place if adequate 
supplies of materials were at hand. These estimates relate only to that construc- 
tion for which financing is currently available. They do not reflect projects 
which may have been postponed by the sponsors because of the probability that 
materials would not be available 


PART IIl 


The estimates stated on the tonnage of carbon steel which is expected to be 
made available during the calendar year 1952 under the Controlled Materials 
Plan are based on allocations made for the first and second quarters of this vear 
It has been assumed that steel allocations in the third and fourth quarters w ( 
at the same rate as the allocations made for the second quarter 

GENERAL COMMENTS 

Detailed narrative interpretation of the table is attached In general 

iav be observed that the allocations of critical materials for elementary a 
secondary school construction in the first half of 1952 provide for a construct 
rate in excess Of $1,500,000,000 per vear, which is the second highest rate, 
the highest, in history In respect to hospital construction, the allocatio rf 
critical materials will permit operating at a rate of about $900,000,000 per year. 
This also is close to an all-time high in dollar volume of hospital and health facility 


construction. The factors which cause the marked discrepancy between the need 
for schools and hospitals in the United States and the actual construction program 
are principally factors resulting from the lack of funds in the local communities 


requiring these facilities. 


PART L. Estimated number of tons of carbon steel re iired to support a buildin ) 


program sufficient to meet needs 
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tal and health facilities 378, 250 

tary and secondary schools 528, 611 

er education 902 500 

Part II] inticepated carbon steel to be made avai e during calenda 

the controlled materi pian 

Hospital and health facilities 1999 000 

Klementary and secondary schools 1427, 000 

Higher education 69. S86 
ba n assum if t t 
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ELEMENTARY AND SECONDARY SCHOOL CONSTRUCTION 


In the 1943-44 school vear, the enrollment in the elementary and secondary 
schools of the United States totaled 26,115,426. For the 1951-52 year, the 
enroliment, according to best current estimates, is 30,636,000; and for the school 
vear, 1952-53, it will be 32,327,000. The best available estimate for the 1953-54 
vear is 33,861,000; and for 1954-55 it is 35,209,000; and for 1955-56 the figure is 
36,159,000. The 1959-60 enrollment will be approximately 37,138,000. 
he eprollment for 1952-53 will exceed by 1,691,000 that of 1951-52. Using 
a standard of 27 pupils per classroom (which is slightly above the 25-pupil rec- 
ommended standard) it is apparent that approximately 63,000 new classrooms 
are required to provide for this increase. However, this covers only a segment 
of the school housing problem. As the Citizens’ Federal Committee on Educa- 
tion stated in June 1951, ‘Over the past 20 years our whole school plant has been 
sadly neglected. New construction has lagged far behind tl 








€ 
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he need, and repair 
work has been held to a minimum Che situation was serious during the depres- 
sion, critical during the defense and war period, and is now alarming.”’ 

"he problem is one not merely of providing for an annual increase in enroll- 
, but also of cutting into a vast backlog of serious unmet school housing need 
and of providing replacement for facilities which are destroved or which menace 
the health and safety of the pupils. If this backlog is to be wiped out within a 
10-vear period, 30,000 classrooms, in addition to those required by normal popula- 
rrowth. must be constructed in 1952 and in each of the 9 subse juent vears. 
lition, approximately 20,000 classrooms must be constructed each year to 
replace facilities which are destroved or become unfit for use during the vear. 
, ‘ ; 113,009 new classrooms are needed during 1952 to 
1) meet the increase in enrollment, (2) provide for a reduction in the backlog of 





unmet need at an annual rate which will wipe out the backlog over a 10-year 
period d (3) provide for normal annual replacement of unsafe and otherwise 
obsolete facilities 


In determining the amount of steel required to construct the 113,000 classrooms, 
the estimate of 6 tons of carbon steel per classroom (including related administra- 
tive and service facilities) may be regarded as conservative, as it represents an 
average which can be attained only through application of stringent conservation 
measures. On the basis of the 6 tons average requirement per classroom unit, 
678,000 tons of carbon steel would be required to complete the 113,000 classrooms. 

These are the facts of the situation as determined by the qualified experts in the 
field and by citizen groups who are close to the problem. The program outlined 
is one which should be regarded as the minimum program required to carry for- 
ward during 1952 a plan for providing minimum adequate school housing to the 
school children of America within the next 10 years. 

This minimum pregram will not be accomplished under present circumstances. 
In some areas in which need is greatest there is lacking the financial capacity to 





provide adequate school housing. In others efforts to raise money for adequate 
schools will fail for other reasons. Then we do not know whether the materials 
available in the future. It is estimated that 88,000 classrooms would be 

: 


built in 1952 if no materials shortages existed. This represents construction which 

li 1 and for which financing is available. Approximately 528,000 tons of 
carbon steel would be required to carry on this construction. Because of the steel 
shortage, however, it is estimated that about 427,000 tons of steel will be available 


for elementary and secondary school projects during the year. This will mean 


that sufficient steel will be available to authorize the projects planned by school 


districts which face serious overcrowding problems or which need structures to 
replace facilities damaged or destroyed by fire and other disaster. It will not 
permit, however, the construction of many new schools for the purpose of improv- 
ing and broadening instructions and other purposes, such as consolidation of rural 
schools and the building of gymnasiums and auditoriums. 

The attached table indicates the estimated carbon steel requirements for ele- 
mentary and secondary school construction for 1952 and each of the nine subse- 
quent years. While it is not possible to estimate requirements for the subsequent 
vears with the same precision as those for 1952, the figures, nevertheless, reflect 
fairly good estimates of need based upon present knowledge of population growth 
and of backlog of unmet need and obsolescence. 





HOSPITALS AND RELATED FACILITIES 


The rate of hospital and health facility construction has lagged far behind in- 
i tior ly from increased population, improved 
standards of hospital care, and continual progress in the fields of medicine and 
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public health. The estimates on steel consumption have been based on widely 
accepted estimates of health facility deficiencies, including 230,000 gen¢ ral hos- 
pital beds, 327.000 mental hospital beds, 54.000 tuberculosis hospital beds, 257.000 
chronic-disease hospital beds, and 1,300 health centers 

The unit eost entailed in constructing these facilities has } 


een established as 
follows: 


General bed 316, 000 
Mental bed 


6, OOO 

Tuberculosis hed 8. 000 
Chronic disease bed 7. 500 
Health center 100, 000 
Use of carbon steel in the constructioy of hospitals and hy alth facilities is estj 


mated at 330 tons per million dollars of construction 

If the existing deficiencies were to be made up equally over the %-vear-period, 
1952 to 1960. approximately 500,000 tons of carbon steel wo ild be required eacl 
year. Of this amount more than 82,000 tons is required merely 


for maintenance: 
of present hospital and health facilit 


ies 
If the re are further, unanticipated increases in population, our needs ll become 
even greater For every Increase in population of 1,000 the follow i: facil are 
needed: 5 general beds: 5 m« ital beds: onc half tuberculosis bed; 2 chro disea 
hed one-thirtieth health center 
The current rate of hospital construction is barely adequate to maintain pri t 
hospital and health facilities, to replace obsolescent ay d unsafe structure and to 
build the host essential of proposed hew facilities “—7 wide gap bet ee! needs 
and current construction is not attributable primaril to lac if critical iterials, 
but rather to the problem of financing within th. individual communities Crit 
cal material allotments have been sufficient to cover most pital and health 
facilities Which the local communities rere ready to Start buildine although i } 


some Instances projects have had to be de ferred from one quarter to the next 


HIGHER Epws ATION 


It is more difficult to estimate college and ur iversitv e) 
than elementary and s ‘condary school population, 


Nation, the distributioy 


i 


i t rod It} f 
since the ec nomic health Ot 


1 of the population in relation to college faciliti 


he necessity for armament and mobilization are factors difficult of predictior 
On the basis, howe er, of the best projections available. enrollment yw il) ine reg 
luring the period 1951 to LO60 Particularly so in the later vears of the di cad a 
nany of the children born during the last years of World War II will be « ri 
ur eolle yes. It can be e imated conservatively that Steel rec ul ents il} 
mount to an annual average of approximately 270,000 tons a ring period 


1952 through 1960 
The construction IN progress or authorized under present allotments for high 
ducation is at a rate below that required to maintain established standards and 


to replace facilities which are no longer usable because of disaster, condemnatio 


or obsolescence 

Senator Cuavez. Now. Senator Holland, I hand you an amendment 
to Senate bill 2437 which I have had drafted, but which ] did not in- 
troduce in the Senate. |] wonder if it can be considered by the com- 
inittee during the hearings on this bill. 

While Commissioner MacDonald and the State highway officials 
are here, I hope you will have them comment on it, so that some sort 
of a record may be had. 

This amendment Proposes to make full use of the amounts author- 
ized and appropriated for road building. Where a State will not or 
Cannot utilize all of the fixed apportionment I see no reason why those 
funds should be allowed to lapse. Therefore, this amendment would 
apportion those funds which ‘ny one or more States fail to use back 
among those who have used their funds. That is all the amendment 
does. Except that. in this redistribution, the funds would go entirely 
lo secondary roads. 

A similar law was in effect some years ago, so this is not a brand-nex 
idea. But. it is worth considerin 


Yo 
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Senator HoLtitanp. Without objection, the proposed amendment 
will be copied into the record at this point. 
(The proposed amendment is as follows:) 


, oO 
‘ 454 


, 82d Cong., 2d 3s.] 

Amendments intended to be proposed by Mr. Chavez to the bill (S. 2437) to amend 
and supplement the Fede ral- — Road Act approved July 11, 1916 (39 Stat. 
355), as amended and supplemented, to authorize appropriations for continuing 


uction of highways, and for other purposes, viz: 


On page 3, line 4, strike out the words ‘‘shall lapse’’ and insert in lieu thereof 
vords “shall be reapportioned among the States with respect to which there 
ire no such unexpended balances at the end of such period and shall be added to 
1 Ss apportio 1 to such States for projects on the Federal aid secondary 

hway svstem for the fiscal vear in which such reapportionment is made. 

0) ge Y, betwer lines 8 and 9, insert a new section as follows: 

Ss 0) he Federal Aid Highway Act of 1948 and t he Federal Aid Highway 
Act of 1950 are each amended bv striking out the words ‘shall lapse’ where they 
last paragraph of the first section and inserting in lieu there f the 
s ‘shall be reapport ol! ed among the States with respect to whict l ther e are 


xpended balances at the end of such period and shall be added to the 
apportioned to such States for projects on the Federal-aid secondary 
a \ 1 f ‘al vear in which such reapportionment is made’.”’ 
On page 9, renumber sections 10, 11, and 12 as sections 11, 12, and 13, respec- 





Senator HoLLtanp. Senator Chavez, do I understand that this 
amendment proposes that amounts unused by the several States 
should be reapportioned among States that have used up their appor- 
tionment in full and shall be added to the secondary highway systems 
of those States? 


Senator Cuavez. That is right. Instead of lapsing and going back 
the general fund, States that can use them at that particular time 
take advantage of that additional fund. 
| am informed that we had such a law or that an amendment such 
as that was included in past laws. 
Senator HoLLanp. Your amendment would apply to unused Fed- 
apportionments for both primary aid systems, secondary systems, 
irban systems? 
Senator Cuavez. No; it would apply only to the secondary moneys, 
t instead of going back to the general fund, they could be used by 
States as arranged for by the Public Roads Bureau. Those 
= : t might need that class money could use it. 


cuage, instead of going back to the General Treasury, 
States could use it, not in the discretion of, but under the 

9 ns of the Bureau of Public Roads 
~ Hottanp. | understand that these reapportioned funds 
to be used on the secondary aid systems of the States to 


~ } Lanp. But I am not clear as to whether or not these 
s should come simply from apportionments from the 
0 systems or whether the y should come from appor- 


systems 
5 | have been advised by members of the staff 
| would want to get the comments. 
n offering the amendment I think it is 
| would like to get Mr. MacDonald’s comments 
: ‘ther officials on the proposed amendment 


ras, vou introduce this proposed 
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Senator CHavez. That is right. 

That is all I have. 

Senator Hotutanp. Thank you, Senator Chavez. 

I request that Mr. MacDonald, Commissioner of Public Roads, 
appear first in this hearing in order to give the facts which are basic 
to the consideration of the whole question of the Federal-aid program, 
and I will ask him to testify at this time, if he will, please. 

Please state your name for the record. 


STATEMENT OF THOMAS H. MacDONALD, COMMISSIONER, 
BUREAU OF PUBLIC ROADS; ACCOMPANIED BY C. D. CURTISS, 
DEPUTY COMMISSIONER, PUBLIC ROADS; AND R. W. KRUSER, 
ASSISTANT TO THE DEPUTY COMMISSIONER OF PUBLIC ROADS 


Mr. MacDonatp. Thomas H. MacDonald, Commissioner of 
Public Roads 

Mr. Chairman, Senator Chavez, we have prepared a statement 
that is not directed to any specific measure, but to the various measures 
that have been introduced in both the House and the Senate and the 
position of the Bureau, conforming to the position of the Administra- 
tion, is expressed on S. 2437 by the letter signed by secretary Sawyer 
which has been incorporated in the proceedings. 

The statement which we have prepared is in two parts. The first 
part presents the statistical record of the status of the Fedevral-aid 
funds in the various categories in which they are used. 

Our Federal-aid highway system now consists of 235,000 miles, 
of which the primary system of 219,000 miles is in rural areas. The 
secondary system has grown to 429,000-odd miles. Together the 
Federal-aid primary and Federal-aid secondary systems comprise 
21.6 percent of the rural road mileage, but serve about 80 percent of 
the traffic of the nation. 

Senator HoLtuanp. That is the primary aid and the secondary aid 
systems? 

Mr. MacDonaup. Yes,sir. The eombined mileage consistsof about 
21.6 percent of the total rural road mileage 

The urban system now extends to 15,799 miles. 

Highway traffic in the United States on the over-all basis is ap- 
proximately divided 50-50 between the traffic in the urban districts 
and the traffic on rural roads. The arterial systems within the cities, 
when they are fully developed, will carry 20 percent or more of the 
traffic within the urban areas. The Federal-aid systems in the rural 
areas Will carry about 80 percent of the rural traffic. 

I ask the judgment of the committee whether vou desire to incorpo- 
rate this statement in the hearing, siace it does include the tables and 
records of the present status of all Federal-aid funds. 

Senator Hotianp. Mr. MacDonald, | notice this is a mimeo- 
graphed, bound volume, this statement to which you refer. Can 
you furnish, to the Senate, enough copies of that so that, if each 
Senator at the time of consideration of this bill on the floor desired 
a copy, he could have a copy just as he could have a copy of the 
printed report? 

Mr. MacDonatp. Yes, sir. Weeceandothet. [raise this question, 
because it does not seem to me necessary to print it twice and the 
House has incorporated this statement in the records of the hearing 
that the Public Works Committee is holding now. 

Senator HoLLaNpb. Is,the House including in the records the graphs? 
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Mr. MacDona.p. Yes, sir. It has been prepared on the same 
pattern we have used over several years in the hearings on Federal- 
aid highway legislation. 

Senator HoLtanp. Well, at this time, I simply direct that the 
document be filed, leaving to the subcommittee to determine later 
whether it should be included in the printed record. 

Mr. MacDonaup. Yes, sir. 

The statement of Mr. MacDonald is as follows:) 


STATEMENT OF THOMAS H. MacDONALD, COMMISSIONER, BUREAU 
OF PUBLIC ROADS, DEPARTMENT OF COMMERCE 


The budget message of the President for the fiscal year 1953 states the position 
of the administration regarding highway development and highway legislation 
for the immediate future as follows: 

‘The Nation’s highways require major improvement if they are to handle ade- 
quately the steadily increasing levels of motor vehicle traffic. Under the Federal- 
aid highway program, the Bureau of Public Roads in the Department of Com- 
merce provides grants-in-aid to assist State and local governments in the financing 

truction. Partly as a result of the steel shortage, this pro- 

gram will remain below the authorized annual! level of $500 million, with expend- 
itures estimated at $412 million in the fiscal vear 1952 and $400 million in 1953. 
hin this program, special emphasis is being placed on the interstate highway 


} s 


of needed highway cons 





a limited network of roads most essential to both civilian and defense 

traffic. 

ral-aid highway authorizations under existing legislation have been fully 
apportioned to the States, and this legislation should be extended in the present 


session of the Congress for an additional 2-year period. Although a need clearly 


exists for a high level of road improvement, State and local governments must 
continue to assume the primary responsibility for financing such construction. 
Under present circumstances, the Federal Government should concentrate its 
highway aid on those projects of national interest which are most urgently needed 
for defense and essential civilian transportation. A new authorization of $400 
t 


t} 





on annually—$100 million below the present authorization—should enable 
he Government to discharge this responsibility.” 
This statement of the Bureau of Public Roads, Department of Commerce, 


is submitted in full conformity with the principles stated in the quoted portions 
of the President’s budget message. 
The several bills under consideration are proposed to continue the Federal-aid 


highway program without major changes in the present plan of cooperation be- 
tween the States and the Federal Government. 

Chis statement is prepared in two parts as follows: 

Part 1. The current Federal-aid highway program. Statistical records of the 
highway improvements accomplished and under way, as national totals. Also, 
ages and finances involved in the individual States 





m 
Part 2. Highway transport in relation to the national economy and important 
factors affecting the highway improvement program. 
Part | 


THE CURRENT FEDERAL-AID HIGHWAY PROGRAM. STATISTICAL RECORDS OF THE 
HIGHWAY IMPROVEMENTS ACCOMPLISHED AND UNDER WAY, AS NATIONAL TOTALS. 
ALSO, MILEAGES AND FINANCES INVOLVED IN THE INDIVIDUAL STATES 


1. Federal-aid highway systems.—Federal-aid highway legislation provides for 
integrated Federal-aid primary, secondary and urban highway systems. Together 
these systems form a Nation-wide network carrying the major percentage of all 
highway traffic. 

L.l. The Federal-aid primary system.——Initial establishment of the Federal-aid 
highway system was authorized by the Federal-Aid Highway Act of 1921. 

The Federai-aid highway system now comprises 235,026 miles, of which the 
rural portion, or primary system, is 219,227 miles. The primary system includes 
only 7.3 percent of the total rural road mileage in the United States but serves 
over 60 percent of the total rural vehicle-miles of travel. 

1.2. The Federal-aid secondary system.—The objective of existing Federal 
legislation is to fix the pattern for a comprehensive road program through selection 
and improvement of a supplementary system of principal secondary and feeder 
roads including farm-to-market roads, rural free delivery mail routes, public 
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school bus routes, local rural roads, county roads, township roads, and roads of 
the county road class, supplementing the Federal-aid primary system so that 
together they will form an integrated network in which the two systems comple- 
ment each other as trunk line and feeder routes. 

The Federal-aid secondary system now includes 429,438 miles. The Federal-aid 
primary system and the Federal-aid secondary system together comprise 21.6 
percent of the Nation’s rural road mileage and serve over 80 percent of the 
Nation’s rural vehicle-miles of travel. 

1.3. The Federal-aid urban system.—The enlarged concept of Federal participa- 
tion in highway improvements written into the Highway Act of 1944, incorporates 
arterial routes within urban areas as necessarily an element of a comprehensive 
Federal-aid system Nation-wide. In compliance with the legislation the State 
highway departments are selecting Federal-aid urban systems, in cooperation 
with municipal authorities and the Bureau of Public Roads, of such extent and 
character as is considered appropriate for future improvement with Federal aid 
Systems having these characteristics provide service for transcity traffle and 
function as the primary transportation network within the urban areas. The 
Federal-aid urban system now includes 15,799 miles. 

The mileage of designated Federal-aid systems as of January 1, 1952, is show: 
by States in exhibit 1. 








EMxuisBit | Mileage of desiqnated Federal-aid systems Jan. 1, 1952 
Feder hic? 
i 
5 I tory (| 
| ? ] r 

_— ~ primary . is urt 

Mil VM \files \Viles 
Alabama 5, 093 4,881 212 10, 876 
Arizons 2, 521 » 441 Ri 2 O44 
Arkansa 178 I. i 
Colorad $, 037 ; 2 ] t 
Connecticut 1. 109 S] 9 14 
Delaware 528 (1 27 ! { 
Florida 4, 322 Olt 1] 10.4 
Georgia 7, 004 f 7¢ s { 
Idaho 3, 475 { } 
Illinois 10, 315 ) f { 
Indiana 4, 830 1, 268 (2 & 
lowa 9, 685 9, 344 {] 
Kansas 8, 374 S, 168 “Mf 2%, 927 
Kentucky 3, 883 3. OTE ")7 10. 792 
Louisiana 2, 677 2, 455 222 " 
M aine 1, 642 1, 564 78 2 265 
Maryland 1, 859 1, 662 l 5 
Massachusetts 9 070 1. O78 992 2 ] 
Michigan 6, 497 5, 999 {GR lt 
Minnesota 7,397 6, O40 157 14 9 
M ississippi 4, 597 1,435 162 ~ 
Missouri &, 206 8. OOS 228 13, QR¢ 
Montana 5, 871 R09 62 180 
Nebraska ‘ 5, 55] 5, 440 111 10, 224 
Nevada : 2,1 25 2,09 
New Hampshire 1, 065 124 1, 299 
New Jersey 1, 208 531 1. 911 
New Mexico 4,015 R3 4 287 
New York 9, 03: 1, 409 19. 376 
North Carolina 6, 927 349 11, 522 
North Dakota 3, 222 15 10. 468 
Ohio 6, 595 1, 036 12, 343 
Oklahoma 7, 185 232 10, 618 
Oregon 3, 746 164 4, 554 
Pennsylvania 6, 689 1, 233 10, 733 
Rhode Island 231 233 331 
South Carolina 4, 284 209 10, 251 
South Dakota 4, 202 79 11, 686 
rennessee 4,819 219 8. 240 
lexas 15, 38. 609 29 764 
Utah 2,19 72 2 901 
Vermont 1, 180 5S 1, 786 
Virginia 4,877 270 16, 618 
Washington 3, 24 182 6, 7¢ 
West Virginia 2, 188 228 11, 002 
Wisconsin 5. 679 )7 13.819 
W yoming 3, 401 44 1,833 
District of Columbia 146 57 
Hawaii A388 510 28 579 
Puerto Rico 570 434 136 1, 021 


Total 235, 026 219, 227 15, 799 429. 438 
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2. Program progress under existing authorizations.—Progress of the program 


financed from existing authorizations is shown graphically in exhibit 2, for the 
country as a whole. 

All authorized Federal-aid highway funds have been made available to the 
States. The most recent apportionment was made on November 14, 1951, cover- 
ing the $500 million authorized by the Federal-Aid Highway Act of 1950 for the 
fiscal year 1953. The funds were apportioned prior to the end of the calendar 
year to assist those States in position to program the new funds. 


EXHIBIT 2 


FEDERAL-AID HIGHWAY FUNDS 


eee aia ole SUMMARY —PRIMARY, SECONDARY, AND URBAN MILLION DOLLARS 
2000 2000 
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3. A progran Programs have been approved covering about 70 per- 
cent of e funds apportioned for the fiseal vear 1952. This average percentage 
} | ‘ } a 
Lon it reflect the extent to which some States are already programing the 195. 
i as apportion November 
> 


Programs approved during the calendar year 195i were equal to an authoriza- 


The unprogramed balance available on January 1, 1952, was $628,222,129, 
including the funds apportioned last November for the fiseal vear 1953. Distri- 
9 


bution of this unprogramed balance by States is shown In exhibit 3. 
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Exuipsir 3. 





projects financed from funds made avail: 


been approved to January 1, 1952, prov 
highways, including nearly 16,000 bridge 

Plans approved during the calendar y 
of approximately $460 million. 

5. A Projects for W 
about 87 percent of the 1951 funds Fe 
the calendar year 1951 were equal to 
million. 

As of January 1, 
proved for another 4,698 miles not yet 
11,949 miles were programed for constru 
of 29,042 miles. Details of the current 


Dar l of contracts 


'nprogramed balances of Federal-aid highway funds, as of Jan. 1, 1952 
Unpros i bal if Federal-aid high fund if J 1,19 


an authorization of approximately 


1952, 12,395 miles were 
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State Primary Secondary Urban Total 
Alabama $9, 791, 359 $5, 545, 002 $3. 570, 418 $18. 906. 839 
Arizona 3, 268, 796 2, 224, Oi 85, 676 6, 278, 538 
Arkansa § 7R3, 891 ARS (M 1, 223 - s ; 4 
California 7, 060, 691 7, O70, 388 10, 196, 399 24, 327,478 
Colorad 152,14 2, 712, 763 244, 48: 1, 109, 389 
Connect 1 &S5. SAN 1. QR wy) §. 506, 20 164, U 
le r S00, 172 1, 30 1, 042. & 2 
1 1,2 W)2 2,318, 954 a ‘ iu 2 
Gq 6 ; ie 4. 1s { ® HH0, &9 l ( 
1 2 864, 69 1 397 146, 678 638, 944 
Illir & OO. OR 14. &Y } l ROS } 
It 6, 109, 42¢ 9,4 ix, S 22, 595, 30 
low 4, 63S 4 ’ y , , 
Kat ono 1 4 S } 
Ke 4, 439 F " ) 298 ) 
I 679.2 9 r RQ 3g 
Meir 0 2 14 +, YS 
M my 0 g mK ) 48 
M > “22 GOR | ) ) 
M ( 5. 0 ‘ 
NM * ; Pmt 
M 6. 5 { s 
M 00. 48 1049 
M 174 . ’ 82 
Not oO ) - R ) f 
N ’ ) “ 
New H } ) & #48 609 ) s 1 
Now Af , ) 
New ¥ RY.9 817, 892 ) ' ? 
North C ; ‘ ‘ gS ) 419 9 
North Dakot HO2. 7S ' tsi vy 6,9 
O} Ko 4 ~ 2 ® 
Oklal R314 849 699 ) Q } 
Ore ) ' l ‘ 
r ) 0 ¢ 
Rhode I rn 88 . 
( . g 
r 1 O4 { s RS 8 
Ns4 s 

9 KOA 
y ) 9 QR 
\ ’ { g 
M 68 » TRA g ) 
West \ 4 . . 8 
W ( Q {24 
M 689 } } 18 
H R94. 18 1. 933.8 . 
1) ( } ; ss ) ~ ~ 
P { { gg 

1. Approved plar Experience over the vears has shown approximat ( 
fiscal year’s funds not vet covered by approved plans when a new apportionmer 
was made, and that was the situation ilst November By January 1, 1952, a 
the funds apportioned for the fiseal years through 1951 plus a small increment of 
1952 funds were covered by projects for which plans had been approved The 


ible since the war for which plans have 


110.465 miles of 


ti ) 
iction of 


ide for constr 


ear 1951 were equal to an authorization 


hich eontracts have been awarded cover 
awarded during 


leral funds for contracts 


under construction, plans had been 


under construction, and an additional 
ction, comprising a total active program 


rogram are shown by States in exhibit 4. 


ap- 
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e 
Exuisit 4.— Mileage of active Federal-aid projects, as of Jan. 1, 1952 


Mileage 


State : 
| 1 nder con- Plans Programed| Total 











struction ipproved 
- ilinintcasninas Nastia eats ‘ i ati aaniaitinala 
Alabama ‘ 369. 6 98. 9 348.7 | 817.2 
Arizo 120. 5 3 43.8 | 164.6 
Arkansas 322. 2 2263. 4 328. 0 876.6 
California 260. 2 13.8 91.0 365.0 
( yrado 201.7 43.6 88. 2 | 333. 5 
Cinmieadtina) 15.3 5.1 11.7 | 32.1 
De ware 19.6 18.3 16.7 54.6 
Florida 297.6 162. 1 218. 1 677.8 
418.8 117.2 319.0 | 855. 0 
84.8 36.2 333] 454.1 
87.7 141.6 207.3 036. 6 
191.6 70.5 144.6 406.7 
ARS. 9 183.8 307.8 1,077.5 
596.8 340.8 1, 152.8 2, 090. 4 
124. 5 203. 4 229. 6 557. 5 
rt 131.5 9.6 76.7 287.8 
a 71.0 8. 32.6 112.2 
i 25.0 3.4 22. 0 50.4 
is sett MO. 7 6.8 18.6 76.1 
Michigan 247.9 141.0 385. 3 774.2 
Minnesota 690.3 133. 2 827.8 1,651.3 
Mi 447.5 80. 4 330. 4 858. 3 
M 620.8 236.0 680. 3 1, 537.1 
Montana 222. 3 59. 9 S61. 1 643.3 
Nebraska 502. 4 120.3 534.3 1, 157.0 
Nevada 133. 1 14.6 | 113.4 261 
New I ipshire 44.0 3.5 a 51.7 
New Jersey 18. f 1.2 16.7 39.5 
New Meaico 196.3 69. 2 362. 5 
New York 296 122. 1 570.9 
N Car 3 367. f 60. 4 966. 9 
Nor Da : 638 44s l 2, 133.6 
oO 243.7 9] 504.9 
OK : 163.2 74.1 $24.4 
4 1] Su 248 l 
27.2 232.3 
0 ‘ inh. 
2 s00. 6 67 we 
‘ { > R 62.7 1, 232. § 
g 19 01.8 60 
} i 13.4 | $ 
4 86. 2 187. ( 
\ 1 61.8 10! 
» my 244 
\ { ) ) 
{ { 1 
14. 
l iss 20, ( 
6. Cor 71 st of construction put in place (Federal funds 
( pport I fer the fiscal years through 1950 plus a small 
rtion of the 1951 fund rhe Federal fund total for construction put in place 
rit he calendar year 51 was equal to an authorization of approximately 
$490 .F 
Over 98,500 miles of Federa 1 improvements have been opened to traffic 
ce the end of World War II, of which 93,000 miles were financed from fund 
made available since the end of the war. Projects completed during the calendar 
vear 1951 totaled 16,897 miles, ineluding 2,478 bridges. Details of projects 


completed during the calendar year 1951 are shown by States in exhibit 5. 
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Exuipit 5.—Federal-aid projects completed during the calendar year 1951 financed 
from postwar funds 





Number of railway Numt 5 
) 
highway rad ee : 
Number CTOSSII BET UCAS 
Scate Mil f ra epara- 
brid ( 
: : ret 
Fl Pro- ' 
’ 1 
it 1 { 1 tru — 
Alabama 439.5 Q4 1 
Arizona 131.2 f 9 ' 
: shane 418.7 
California 307.3 " 
( rado 307. 7 2 
( necti t FF l } 1 
iwaf}r 't) t l 1 
t ia $62. 1 6s 4 1 
T 1 (40.6 l 94 
07. | x 
I 29) 18 18 
It : 112.1 ) 
lowa 503.1 Q2 \ 
Kansa: 955. 7 ) 1 ) 
Kentucky 332. 1 
I ina 2/4. 2 2 
‘ 10 12 ‘ 4 
Kv Wy 7 2 
2t 2s j 1 
7 0 2s ‘ 
934. 6 28 2 4 
i xv ; 2 9 
lisse 10s. 4 & i 
Montana 291.9 2 4 
Nebraska 2 } ; 
Nevada y 1 , 
ew Hampshire 1 ) 
w Jersey » 
vy Mexico 209 3 
v York O58 2 “ 
th Carolina i s 
1) ‘ 1, 04 
ny ‘ 
, ™m at 
: 
1 ie 
‘ 1 
Da \ 
\ ~ 
: 
' 
6.8 
7. Payments to Stat Payments to Stat include all funds apportioned for 
cal vears through 1948 and about 76 percent of the 1950 fiscal vear 
’ : 7 : 
Federal-aid expenditures during the calendar vear 1951 totaled $413.4 mi . 
: * - a . > ’ j } . ¥ Yy 
cluding $14 million of prewar Federal-aid funds. The details of expend es 
r ; } > » TOF . } ? + tad 1? «hit + 
he calendar year 1951 are shown by States in exhibit 6. 





Che shortage of steel and other critical materials has very seriously affect 
ye phases of the Federal-aid program. At the present time there are many 
ghway improvement projects being delayed, particularly the included brids 

lt terms of payments to States for work done, however, there has been no reduc- 


tion in the over-all program and presently there is every indication that payments 
» States will continue at least at the level of the past year. The outlook for 
continuation of the present rate of payment systems from the high rates of plan 


approvals and contract awards during 1950 and 1951, when these preliminary 
phases of the work were proceeding at annual rates of $450 to $500 million. 
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Exnuisit 6.—Federal-aid expenditures during the calendar year 1951 











Federal-aid Prewar 
State highway Federal aid Total 
funds funds 
Alabama $5, 803, 001 $284, 497 $6, O87, 498 
Arizina 12, 135 40, 606 5, 552, 741 
Arkansas 849, 217 22,134 5, 871, 351 
( rnia 19,0 57 19, 277, 056 
( 7,327, 848 7, 361, 448 
' 1. 048 3, 968, 394 
Li 13,478 2, 393, 478 
I 11, 946, 528 2,010, 998 
G ) 117. 598 9, 900, 942 
Id { 1. 367 4,601, 237 
I}) 1,483,379 147 19, 527, 326 
I 61 4 | 579. 35, 
I { { 8, THD 
kK { 2 115, 90: 
} 4 RX] 681, 6290 
I & { 28, 447 
M 8 2 128, 164 
M 842. 8] 18 
rv 869 BTR 631. 318 
M 2 295, 66 
N 7s s SOO 
NY , $7. 287 
M 4.4 136, 538 
N 14 160, O91 
. 1, 482 131, 84 
N } ISS 43, S56 
N I ‘4 117, 35¢ 
N 6. 185. 387 161. 66 
N 102, 9?0 .70, 629 
N RT S14 875, 92 
N 1, S38, 529 836, 450 
; : 6, 249. 80 102, 034 
>) yl ROOD ODOT 
( 1,02 78 
( 1,382 71,04 
} « 1 47.602 
800, 4 97,324 
ee 12" 154 
1 OF 7, 704 
60. 430 
i i ’ | 27,350 
T 616. 932 4,051 1 
\ 10 \ 24 4, 143 
\ l x 8, 115, SS4 
VW 1 Z is 10S 
\ 7, 68 3, 414, 037 
W x 49 ) RY 422 
\\V & DOS 4 1, 671 
H s 1, 998, 433 
) 2 675, 7 
] 2 l { 1, 878, 101 
] 72 4,024, 384 4 H 
8. Lag in reimbursements to States—Payments for work put in place on Federal- 
aid projects are made by the State highway departments to the construction 
( ra r on the basis of monthly estimates. There is an average lag of about 


+} } 


4 months between accomplishment of the work and the submission of vouchers by 
the States claiming the Federal pro rata share of the cost. 

Progress payments reimbursing the States are made promptly on receipt of their 
laims. In the case of final vouchers a complete engineering review and fiscal 
audit is made before payment. As of January 1, 1952, an estimated total of 
$170 million of Federal aid had been earned but had not been paid. 

9. The national system of interstate highways.—Section 7 of the Federal-Aid 
Highway Act of 1944 provided for designation of the national system of interstate 
highways, not exceeding 40,000 miles in extent. Currently the system comprises 


37,800 miles of highways of highest importance to the national interest in peace 


; 
or war. This trunk-line highway net connects all of the largest cities and most 


of the larger ones. On its rural sections it carries 20 percent of all rural traffic, 
and the proportion of all city traffic carried on its urban sections will approach this 
ratio when the system is selected and improved. 


( 


» 
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In the Federal-Aid Highway Act of 1948, section 2, the Commissioner of Public 
Roads was directed to cooperate with the State highway departments, the Secre- 
tary of Defense, and the National Security Resources Board in a study on the 
status of improvement of the national system of interstate highways, and to 
submit a report to reflect conditions and deficiencies. In accordance with this 
direction a report was prepared and submitted by the President to the Congress 
under date of June 30, 1949, and published as House Document 249 under the title 
‘‘Highway Needs of the National Defense.” 

The main deficiencies of the system when the report was prepared were: bridges 

having design loads of less than H-15 at 677 locations; bridges entirely too 
narrow at 6,670 of the 10,050 rural bridge locations; bridges having inadequate 
vertical clearance at 71 locations; railroad grade crossings needing elimination at 
760 places; pavements in rural areas older than 20 vears on 4,360 miles; pavements 
in rural areas narrower than 20 feet on 6,109 miles: restricted sight distances in 
rural areas on 7,324 miles; and shoulders narrower than 4 feet on 6,273 
l'o overcome the main deficiencies the following work was required: construction 
of 4.893 bridges; improvement in some degree of 5,925 bridges: relocation and 
construction of 11,891 miles; complete reconstruction of 14,283 miles; and 
provement, mostly widening, of 8,687 miles. 
' The report estimated the cost of correcting deficiencies on the national svstem 
of interstate highways to be $11,266,000,000, on the basis of prices prevailing in 
1948. Of this amount, $5,973,000,000 was for rural sections and $5,293,000,000 
was for sections of the system within urban areas of 5,000 or more population 

There have been no special funds authorized for improvement of the interstate 
system but the States have advanced the rate of improvement of the highways 
constituting the system. 

Since the end of World War II, plans have been approved (to January 1, 1952 
for 6,186 miles of interstate system improvements, including 2,000 bridges over 
20-foot span. These totals are comprised of 5,750 miles and 1,433 bridges 
financed from Federal-aid primary funds and 436 miles and 567 bridges financed 
from Federal-aid urban funds. The total cost of this work is $1,064,000,000, of 
which $539 million are Federal funds. These Federal funds represent about one- 
third of the total Federal funds for all primary and urban projects for which plans 
have been approved since 1945. 

Up to July 1950, when the reexamination of highway programs was requested 
by the President, about 24 percent of the primary funds and 46 percent of the 
urban funds were allotted for projects on the interstate system. On projects for 
which plans have been approved since July 1950, about 34 percent of the primary 
funds have been allotted for interstate system projects. The ratio of urban funds 
allotted to interstate system projects has remained substantially unchanged. 

Exhibit 7 shows by States the use of primary and urban funds on the interstate 
system to January 1, 1952. 
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Part 2 


HIGHWAY TRANSPORT IN RELATION TO THE NATIONAL ECONOMY AND IMPORTANT 
FACTORS AFFECTING THE HIGHWAY IMPROVEMENT PROGRAM 


1. Price trends and effects of increased costs.—Price increases are having a very 
serious effect upon the volume of improvements that can be financed from current 
Federal-aid authorizations. 

Prices paid for highway work increased steadily after the end of the war in 1945 
to a peak reached during the last quarter of the calendar year 1948. A period of 
| ning prices followed, lasting through the second quarter of the calendar year 

Since mid-1950 the price trend has again been upward, reaching an all-time 

gh during the last quarter of 1951. 

he fourth quarter 1951 price index figure is 166.7 percent of the 1925-29 base 

Iixpressed in terms of more recent bases, the fourth quarter index figure 
“ent of the 1945 base and 232.8 percent of the prewar 1940 base. High- 
available w ha ess than half (43 percent) the purchasing power, 
‘fund le immediately prior to World War II. 
onstruction since 1922 are shown in exhibit 8. 


EXHIBIT 8 


PRICE TRENDS IN HIGHWAY CONSTRUCTION 


AVERAGES FOR 1925 TO 1929 TAKEN AS BASE 


For projects awarded to contract since 1945, the effect of mounting costs 
measured against 1945 prices amounts to more than one full fiscal year authoriza- 
tion. The actual increase in cost during this period was $560 million in rederal 
funds, or 25 percent of the contract cost. 

The cost trend for fiscal year apportionments placed under contract since 1945 
and the total to January 1, 1952, are shown in exhibit 9. 
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EXHIBIT 9 


FEDERAL-AID FUNDS AWARDED TO CONTRACT 


ACTUAL AMOUNTS COMPARED WITH AMOUNTS ADJUSTED TO 1945 PRICE BASE 


INDEX 100.0 


1946 FUNOS 


1947 FUNDS 
$487, 500,000 


500,000 


\ 


-+— 1945 +} 1946 — +. 


$ 485,000,000 


C7952 FUNDS 


+ 


FUNOS 
$433,125,000 


195! 


APPORTIONMENTS 
\ 
. 

me . 


fe 


1950 FUNDS 
$433,125, 


i 
| 


TOTAL 


1948 FUNDS 
$481,250,000 


1948 APPORTIONMENT 


ADJUSTED TO $359,000,000 
INFLATION COST ! 22,250,000 
TOTAL 481,250,000 
WERk (eee 


¢ 


«® 
— saeis 


| 1947 APPORTIONMENT 
ADJUSTED TO 349,000,000 72 
INFLATION COST 138,500,000 28 
TOTAL 487,500,000 100 
INDEX 139.7 


1946 APPORTIONMENT ¥ 


ADJUSTED TO $416,800,000 65 
INFLATION COST 71,000,000 's 


TOTAL 487,500,000 100 
INDEX 117.0 


1947+. 1948 —+14— 1949 —+« 
CALENDAR YEAR 


1950 


coal ; 


ADJUSTED TO 
INFLATION COST 


TOTAL 


A 


4 


1951 —_+>+. 


hee 


“> 1953 FUNDS 
$481, 250,000 


Leaked 


) TOTAL CONTRACTS~6% YRS TO JAN |, 1952 ANNUAL AVERAGE 


— $',706,000,00¢ 7S $273,000,000 
$60,000,000 25 90,000 ,O00 


2,266,000,000 oo 363,000,000 


INDEX 328 


4 


$560,000,000 


: 


— --- * 


INDEX (466 


1950 APPORTIONMENT 


ADVUSTED TO %326,000,000 
INFLATION COST 107,125,000 


433,128,000 


| 





1952 —».-— !953 1954 


96246 O- 52 





FEDERAL FUND APPORTIONMENTS — MILLION DOLLARS 
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2. Federal share of total highway construction and maintenance expenditures, 1950 
and 1951.—Higher levels of expenditures for highways by State and local govern- 
ments, coupled with Federal fund participation that is remaining about constant, 
have served to reduce the Federal share of total highway construction and main- 
tenance expenditures during recent years. 

he ratio of Federal contributions to total highway construction and mainte- 
nance expenditures was 11.9 percent in 1950 and 10.7 percent in 1951. Expressed 
in terms of construction only, the Federal share was 19.1 percent in 1950 and 16.7 
percent in 1951. 

Details on the Federal share of total estimated highway construction and mair 
tenance expenditures during 1950 and 1951 are shown in exhibit 10. 


EXHIBIT LO. Federal share of total estimate d highway construction and n aintenance 
expenditures—Calendar years 1950 and 1951 


. . 95 

Classification 1950 1951 
preliminary) 

Federal-aid construction 

Federal funds $424, 000, 000 $424, 000, 000 
State funds 415, 000, 000 411. 000. 000 
rotal 839, 000, 000 835. 000. 000 
Federal construction (forests, et« 31, 000, 000 25, 000, 000 
State construction, other than Federal-aid 821, 000, 000 1, 060, 000, 000 
Local construction 696, 000, O00 764, 000, 000 
rotal construction 2, 387, 000, 000 2, 684, 000, 000 
Federal funds as percent of total construction 19.1 16.7 
State and local maintenance $1, 435. 000. 000 $1, 520, 000. 000 
Total construction and maintenance $3, 822, 000, 000 $4, 204, 000, 000 
Federal funds as percent of total construction and maintenance 11.9 10.7 
3. Highway transporta‘ion in the national economy.—Highway transportation 
has become a part of our way of life. Industry, business, and social life have 
become geared to the motor vehicle. \s the national economy expands, highway 


travel grows with it. 

Exhibit 11 shows an index of highway travel, rural and urban, from 1920 to 
1950, plotted with the vear 1940 as 100. The same chart shows the index of the 
gross national product, also plotted with the vear 1940 representing 100. 

In the twenties traffic volume increased much more rapidly than the economy 
expanded, increasing nearly five times while production rose by one-third. It was 
during this period that the automobile was gaining acceptance and road-building 
programs were accelerated under the Federal Highway Act. During the early 
thirties both traffic and production suffered, but by the time the country emerged 
from the depression highway travel had become a full-fledged force in the economy. 

Since the early 1930's with the exception of the war vears when travel was 
arbitrarily restricted, traffic volume and the Nation’s economy have moved 
teadily upward together. Both have more than doubled in two decades 

If it is to be expected that the country’s production will continue upward and 
the economy continue its steady expansion, it is reasonable to expect highway 
travel to show a consistent growth, and to expect highway needs to increase 
accordingly. In fact it is not unreasonable to question whether this necessary 
economic growth of the Nation can continue without adequate highway trans- 
portation. 
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4, Mileage of Federal-aid highway projects completed, calendar years 1946-51.— 
The mileages of Federal-aid primary, secondary, and urban highway projects 
completed each year 1946-51 are as follows: 


! 








: : : _ 
Calendar year Primary | Secondary Urban | Total 

ee — —_ ere aera | | ———_|—___ 
1946 heoces 5 pekoautne wade camel 2, 232.6 | 2. 393.3 14.2 4, 640, 1 
1947 pease jal 5, 427.6 9, 939. 4 45.2 15, 412.2 
1948 ‘ ; wool 7,477.8 14, 048. 6 199. 0 21, 725. 4 
1949 | 13, 363. 1 302. 1 19, 834.0 
1050 . | 14, 146.3 205.9 19, 915.3 
1951 ba | 11,312.7 215.4 17. 000.7 
Total | - 32,342.5 | 65, 203.4 | 981.8 98, 527.7 


The mileage of projects completed annually dropped 4,725 hetween the produc- 
tion for the calendar years 1948 and 1951. The serious implication of the down- 
ward trend in the annual rate of rehabilitation is illustrated by the growing obso- 
lescence of the highway plant. 

5. Highway obsolescence and accumulated deficiencies.—On January 1, 1952, the 
surface-type classification of the Federal-aid primary system in rural areas was as 
follows: 


Miles 

High-type surfaces amis 7 . ‘ ; s 107, 000 
Intermec is.te-tvpe surfdces___ : .--. 84,000 
Low-tyye surfaces * ; sowicnins Leg 
Graded and drained, and unimproved : . sai ae 7, 700 
Bridges, ferries, etc ‘ - 300 
Designated, not classified : ne 3, 000 

20tel.. «.- peice adacalitiong ee 


The history of development of this system reflects the attempt to meet demands 
for service brought about by increases—increeses in number of motor velicles, 
increases in speed of travel, increases in sizes and weights, and increases in the 

sage of the individual vehicle. The program to meet these increeses has been 
one of large Cimension. It bas extended to all areas, effected all our people, and 
is now &n inseparable component of the Nation’s economy both in times of peace 
and war. 

In the early years of road building, the task was one of getting out of the mud by 

nproving as much mileage as possible. Exhibits 12, 18, and 14 are graphic 

rtrayals of what actually happened in this regard on the Federal-aid primary 
vstem. What is most significant is that the construction program has neces- 
irily continued after the mileage was initially improved. 

This large replacement program has been brought about for the most part as 

result of (1) deterioration caused by natural forces and the pounding of traffic, 

1 (2) obsolescence caused by crowding too many modern day vehicles on the 

rly alined and narrow roadways of the initial improvements. 

If these past rates of replacing worn out and obsolete roads continue, 48,000 

s or 45 percent of the present total of 107,000 miles of high-type surfaces on 

Federal-aid primary system would be resurfaced by January 1, 1962. By 

same date 58,000 miles or 69 percent of the present total of 84,000 miles of 
ermediate-type surfaces would be rebuilt. Similar data for low-type surfaced 
ileage show that practically the entire 17,000 miles would be replaced by January 

1962. 

The foregoing portray the considerable extent of the rebuilding program that 
vould result by continuing past highway practices and policies. Such a program, 
ven though apparently large, would be inadequate since these past annual incre- 
ents of improved mileages have fallen far short of keeping pace with the growth 
actual requirements. 


f 


\ tremendous backlog of highway needs has been accumulating As of today, 
arly two-thirds of all Federal-aid system mileage is below tolerable standards 
of adequacy and should have early improvement. This estimate is from individual 


eports by each State, compiled by the American Association of State Highway 
Verification of the extent of such needs is being obtained by a highway 
ifficiency rating plan which the Bureau and the State highway departments are 
irrently putting into effect. Under this rating system the structural condition 
safety, and service of each section of a route are rated numerically on the basis of 


Officials. 


i 
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a field inspection and a comparison with design standards. Sections which 
constitute a fully adequate transportation facility are rated 100. Deficiencies in 
condition, safety, or service serve to reduce the rating of the particular section 
on which they exist. 

EXHIBiT 12 


CONSTRUCTION OF HIGHWAYS 
IS A CONTINUING PROGRAM 
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Financial support is needed to overcome highway deficiencies, and here lies the 
erux of the problem. Because of limited funds for construction, some States have 
been deferring many miles of needed improvements in favor of utilizing available 
moneys on a limited mileage of the most essential projects; other States have 
been spreading their money on a large mileage of minor improvements. In either 
case total highway needs are not being met. 

here is a valid argument that the highway program shall be well-considered 
and well-planned to meet essential needs during a period of national emergency 
to conserve critical materials, manpower, and funds. It must be realized, how- 
ever, that the present rate of reconstruction on the Federal-aid systems is far 
below the rate required to meet critical highway needs within a 15-year period 

It is true that existing roads and streets can, from a structural standpoint, be 
kept in service by a constantly increasing expenditure for intensive and extra- 
ordinary maintenance. It is true in many cases that minor capital improvements, 
substantially less than those of desirable construction standards, will raise the 
sufficiency temporarily. But, with fast increasing traffic, such patch-work prac- 
tices will not overcome basic structural and functional deficiencies of the highway 
plant and will only result in increasingly more expenditure of materials and man 
power with each passing year in a losing fight to stem the rising volume of high- 
way needs. 

6. Motor-vehicle traffic and registration trends.— Motor-vehicle travel in 1951 
amounted to about 485 billion vehicle-miles. This is almost half a trillion—a new 
figure in highway statistics. It is more than double the travel of 1935. The in- 
crease in travel in the 2-year period from 1949 to 1951 was about 61 billion vehicle- 
miles, which is substantially more than the total travel in 1921. 

The increase of truck traffic has been even greater than that of traffic as a whole. 
In the period from 1935 to 1951, when motor-vehicle travel doubled, truck vehicle- 
miles on rural roads almost tripled. In this same period, the load carried by trueks 
on rural roads, measured in ton-miles, increased about fivefold, reaching a figure 
of over 150 billion ton-miles in 1951. 

The reason for the more rapid rise in ton-mileage than in truck vehicle-mileage 
is the trend toward heavy loads. This is brought about principally through th 
greater use of combinations, which accounted for little more than 40 percent of 
the total ton-mileage in 1935, and about 70 percent in 1951 


e 


Motor-vehicle registrations also have increased tremendously. Registrations 
in 1951 are estimated at 52,217,000, about double the registrations in 1935 
Exhibit 15 shows the trends in motor-vehicle registration and vehicle-miles of 


travel, both based on 1040 equals 100. 


ExHiIsitT 15 


MOTOR VEHICLE TRAVEL AND REGISTRATIONS 
1940 +100 
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Until the beginning of the war in 1941, motor-vehicle travel increased somewhat 
faster than registration. In other words the average mileage per car increased 
from year to year. During the war, with gasoline rationing and other restrictions, 
there was a sharp drop in vehicle-miles of travel and a much smaller drop in 
motor-vehicle registration. 

Immediately after the war, upon the discontinuance of gasoline rationing, travel 
shot upward and the vehicle-mile curve crossed the registration curve. By 1946 
travel was wel] above that of 1941, while 1946 registrations were still below those 
of the prewar year. 

In 1951 the two index curves coincided, the increase from 1940 being 61 percent 

both 1n the case of registrations and vehicle-miles of travel. Except for abnormal 
conditions such as those brought about by the war, automobile registrations and 
vehicle-miles of travel are now increasing at about the same rate. 
7. Increase in motor-vehicle accidents, 1945 to 1950.—Motor-vehicle accidents 
take an increasingly heavy toll in lives and property damage each year. Following 
is a summary of motor-vehicle accident data compiled by the National Safety 
Council for the years 1945 to 1950, inclusive. 

1. Number of accidents: Increased 51 percent, from 5.5 million in 1945 to 
8.3 million in 1950. 

2. Number of nonfatal injuries: Increased 20 percent, from 1 million in 
1945 to 1.2 million in 1950. 

3. Number of deaths: Increased 25 percent, from 28,076 in 1945 to 35,000 
in 1950. The preliminary estimate for 1951 is 37,500 deaths, an increase of 
one-third since 1945. 

4. Propertv damage: Increased 92 percent, from $650,000,000 in 1945 to 
$1,250,000,000 in 1950. 

Motor-vehicle accident data for each of the calendar years 1945 through 1950 
are shown in exhibit 16. 


Exurpit 16.—Motor-vehicle accidents, 1945-50 





| | 
7 e Number ee 
ale Number of ons Number of Property 
Calendar year eal nonfatal ere pi 
; accidents deaths damage 
uries i 
= eon — inne . — asia siesta iarindagpieetbsigninnitatiniace 
$5 5 500, 000 | 1, 000, 000 28. 076 | $650, 000, 000 
194 6, 150, 000 | 1, 200, 000 | 33,411 | 900, 000, 000 
8, 400, 000 | 1, 150, 000 32, 697 1, 100, 000, 000 
MR &, 200. 000 1. 100, 000 32, 259 1, 100, 000, 000 
194 7, 600, 000 1. 100, 000 1, 500 1, 100, 000, 000 
8, 300, 000 1, 200, 000 25 (WM) 1. 250. 000. 000 
237 50 
S \ Ss ( AY Fa 
Alt y Na 1 Oo \ ] 
8. Comparison of State highway-user taxes and motor-vehicle insurance premiums, 
1951 ach vear highway users pay about as much for motor-vehicle 
rance as they pav to the States in highway-user taxes 
State highwavy-user taxes consist of motor-fuel, motor-vehicle, and motor-carrier 
xes During 1945 receipts from these taxes amounted to $1,251,000,000. Dur- 
he same vear motor-vehicle insurance premiums totaled $830,000.000, or 
t 66 percent of State motor-vehicle tax receipts By 1950 receipts from State 
vav-user taxes had increased 109 percent over 1945. to $2.615,000,000. Dur- 
g the same period motor-vehicle insurance premiums increased 212 percent, to 


$2,590,000,000 In 1950 the ratio of motor-vehicle insurance premiums to State 
highwav-user taxes was 99 percent. 

Following is a summary of State highway-user taxes and motor vehicie insurance 
premiums for each vear 1945 to 1950: 
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Receipts from State imposts on highway users 


{In millions] 





Motor fuel | Motor vehicle} Motor carrier Total Miser webct 
tax receipts | tax receipts | tax receipts , . oer = 
premiums ! 


Year 


1945 $784 | $440 27 $1, 251 $830 
1946 1, 065 | 521 | 30 | 1, 616 1, 236 
1947 1, 206 612 | 34 | 1, 852 | 1,652 
1948 | 1, 350 718 | 37 | 2,105 | 2, 032 
1949 1,475 795 | 38 2, 308 2,414 
1950 1, 667 904 44 2,615 2, 590 


1 Source: Insurance yearbooks: The Spectator and Best’s Reports. 


Increases in motor fuel usage together with increases in tax rates resulted in 
an increase of 113 percent in State motor fuel tax receipts during the period 
1945 to 1950. Motor vehicle tax receipts increased 105 percent during this period, 
and motor carrier tax receipts increased 63 percent. 

The average State gasoline tax rate has increased only about 0.65 cent per 
gallon, or 15.8 percent, since 1945. In 1945 the average State gasoline tax rate 
was 4.10 cents per gallon. The average rate in 1951 was 4.75 cents per gallon. 

During the period since 1945 there have been increases in State gasoline tax 
rates in 31 States and the District of Columbia. In 16 States the gasoline tax rate 
is the same now as in 1945. One State has a lower gasoline tax rate now than in 
1945. 

State gasoline tax rates in effect as of December 31, 1951, are shown in exhibit 17. 

Motor vehicle insurance premiums have increased 212 percent since 1945. 
There have been several increases in passenge rmotor vehiclei nsurance rates since 
the end of the war. The last increase, during the latter part of 1951, was an 18 
percent increase for bodily injury and property damage combined. Total Nation- 
wide increases in rates over the 1946 level averaged about 50 percent at the end 
of 1951. 

To a considerable extent these increased costs for motor vehicle insurance may 
be ascribed to the higher price levels, But among the various causes or reasons 
recorded for justification of these increases in insurance rates is the fact that 
improvement of our highways has not kept up with the growth of highway 
transportation. 


ExuHipBit 17 State gasoline tax rates, as of Dec. 31, 1951 

Tax rate, | Tar rate, 

gator ’ ‘ 
\labama 6.0} Nevada 1.5 
\rizona 5.0} New Hampshire 5. 0 
Arkansas 6.5| New Jersey 3.0 
California 1.5) New Mexico 6. 0 
{ olorado 6. 0 New York t. O 
Connecticut 1.0} North Carolina 400 
Delaware 5.0) North Dakota a. 9 
Florida 7.0} Ohio tO 
Georgia 6.0) Oklahoma 6.5 
Idaho 6. 0} Oregon 6. 0 
[llinois 4.0} Pennsylvania . 5. 0 
Indiana 1. 0} Rhode Island 0 
lowa t. 0} South Carolina 7.0 
Kansas 5.0! South Dakota 5. 0 
Ke ntucky 7. 0} Tennessee 7.0 
Louisiana 9. 0) Texas t. O 
Maine 6.0} Utah 5. 0 
Maryland 5. 0} Vermont 5. 0 
Massachusetts 1.3) Virginia 6. 0 
Michigan 1.5) Washington 6.5 
Minnesots 5. 0| West Virginia 5. 0 
Mississippi 7. 0} Wisconsin 4.0 
Missouri 2.0) Wvoming 5. O 
Montana 6. 0} District of Columbia t. O 


Nebraska 5. O 
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9. Federal-aid contracts.—Nearly all highway contracts are “‘small business. 

For 5,501 Federal-aid highway contracts awarded during 1950, amounting to 
nearly $814 million in total cost, 27 percent were for less than $25,000 and 43 
percent were for less than $50,000 each. Sixty-three percent were for less than 
$100,000, and 85 percent were less for than $250,000 each. Only 5 percent were 
for $500,000 or more each, and only 102 contracts or about 2 percent were for 
$1,000,000 or more each. 

The 5,501 contracts during 1950 were awarded to a total of 2,204 contractors, 
including 455 contractors who had not previously bid on Federal-aid projects. 

Data for Federal-aid contracts awarded during the calendar year 1950 are 
shown by size groups in exhibit 18. 


Exuipit 18.—Size of Federal-aid contracts awarded during the calendar year 1950 
. 7 / 


Percentage distribution of 
number of contracts 


Size group Number Total cost iad 

Group Cumulative 

$0 to $24,999 1.465 $22, 267, 990 27 27 
$25,000 to $49,999 907 33, 315, 077 16 43 
$50,000 to $99,999 1, 092 SO, 014, 955 20 63 
$100,000 to $249,999 1, 223 193, 911, 617 22 8&5 
$250,000 to $499,999 §22 177, 233, 164 10 95 
$500,000 to $999,999 190 128, 061, 102 3 US 
$1,000,000 and over 102 178, 992, 400 2 100 
lotal 5, 501 813, 796, 305 100 P. 


10. Criteria for approval of Federal-aid highway construction projects and allot- 
ts of steel—The criteria used for approval of Federal-aid highway construction 
projects and allotments of steel are: 
General criteria established by National Production Authority for all 
construction projects 
1. The project is construction for the account of the Department of Defense, 
the Atomic Energy Commission, or the National Advisory Committee for 
Aeronautics 
2. The project furthers the defense effort by providing facilities of certain 


me? 


° The project 1s esse! tial to maintenance of pub lie health, safety, or 


ellar 
\dditional specifie criteria, applicable to highway projects: 
1. The project is a legally certified access road project, 


9 Phe project is a section of a route on the interstate highway system, 
or rural, or 

3. The project is a section of a route which is inadequate and unsafe for 
the traffic volume and which cannot be a in service without excessive 


costs including highway maintenance, vehicle depreciation, and vehicle oper- 
ation over a 10-year period This requirement loes not preclude a relocation 
and realinement if necessary to provide adequate rights-of-way for more 
efficient operation. 


Mr. MacDonacp. It is not necessary to occupy the time of the 
committee to read the text, but rather to pick out a few of the ideas 
and items that are of the most importance. 

The continuity of the Fede - aid highway program is perhaps the 
most important element that Congress ought to consider. It is be- 
coming more and more sana that we do not complete a nation- 
wide system of roads. It is not possible. With the growth of high- 
way traffic, we et lagging very seriously behind in the effort to provide 
even current facilities that are anywhere near adequate. Our evi- 
dence is the. oer the very serious upturn in the number of accidents 
which are resulting, which we will touch ~ y further. 

All of the funds that have been provided by preceding legislation 
have been allocated to the States. 





-_ 
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Senator HoLutaNnp. Do you have any figures in this statement show- 
ing the use of the appropriated funds by the several States as to 
whether the *y have all been used? 

Mr. MacDona.tp. We will run hurriedly through that, Senator, 
now. 

On page 7 of the statement the approved payments during the 
calendar year, 1951, amounted to an authorization of approximately 
$470 million. 

On January 1 we had an unprogramed balance of $628 million, 
$500 million of which was apportioned to the States November 14 
last. ‘That is the fund with which we will be working during the cur- 
rent year. That is, all prior funds had been programed except $128 
million up to the allocation of funds on the 14th of November. 

Senator HoLuaNpb. Is there any chart in this statement that shows 
where that $128 million or unprogramed funds lies? 

Mr. MacDona.p. The information is here, but it would require 
deductions between the apportionment to the States as of November 
14 and the table shown in exhibit 3. 

Perhaps you would like to have that inserted in the record to show 
the balance that existed on November 14. 

Senator HOLLAND. Balance of $128 million of unprogramed funds? 

Mr. MacDonatp. Yes, sir. 

Senator HoLLanp. Unprogramed from what period of time? 

Mr. MacDonatp. That includes all prior balances. 

Senator Ho.tuanp. All prior balances that had not lapsed? 

Mr. MacDonavp. There has been no lapsing. 

Senator HoLuanp. The $128 million unprogramed funds in 
November 1951 represents the entire unused 

Mr. MacDonatp. Unprogramed 

Senator HoLtLaAnp. Unprogramed amounts in the whole period 
Federal-aid programs? 

Mr. MacDonat.p. Yes, sir; that is correct. 

Senator Hoiitanp. Are there amounts that have not been used 
which were programed? 

Mr. MacDonatp. We will have to correct the figure of $128 million 
as of November 14, because a certain amount of that balance was 
programed between the 14th and the Ist of January, for which we 
show the balances here. We can show the existing balances plus the 
new apportionment as of November 14. 

Senator HoLtuanp. Were there any amounts that were programed 
that were not used so the appropriations have reverted? 

Mr. MacDona.p. There has been no reversion in any State. 

Senator Hottanp. Do you have any showing of programs 

Mr. MacDonatp. That is of the funds authorized since the war. 

Senator Hotuanp. Is there any showing of program funds which 
have not been used which will be available to the committee? 

Mr. MacDonatp. That would be the balance that was available 
on the 14th of November unprogramed at that time, but they are 
being taken up day by day. 

Senator HoLtanp. My question is whether or not funds have been 
programed and then later not used. 

Mr. MacDona.p. No, sir. The programs consist of individual 
projects, which may be modified, but the amount involved is trans- 
ferred to new projects as programs are modified. There is no loss due 
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to a programed project being withdrawn and another one substituted. 
The funds are allocated to the new project. 

Senator HoLutanp. There has been no loss of funds that have been 
programed due to nonuse? 

Mr. MacDona.p. No, sir. Up tothe present time, since the war, 
no State has suffered the loss of a single dollar. 

Senator Casn. Mr. Chairman, I wonder if Mr. MacDonald would 
state for the record just what he means by programing and how the 
work “program”’ is used here in his statement and in his charts. 

Mr. MacDona.p. On this chart is diagramed the processes of the 
whole Federal-aid procedure. 

At the left of the chart is the line on apportionment. This begins 
with the apportionment of 1948; that is, the amounts carried by the 
act of 1948. The next to the last apportionment, of 1952 fiscal year 
funds, was made in two installments because we were waiting for the 
Census Bureau to give us final results of the 1950 census. That ac- 
counts for the break in the line. Then on November 14, 1951, the 
final installment, the amount authorized for fiscal year 1953, was ap- 
portioned to the States. 

After an apportionment is made to the individual States, the first 
step is the programing of the funds. The submission of individual 
projects as they are scheduled to be constructed is proceeding at the 
rate shown on the line of programed projects. 

Senator Case. At that point, Mr. MacDonald, what is a program 
of funds? When do you put it in that stage? When you have ap- 
proved a project or whe ‘n the State has suggested that they want to 
put in their program? 

Mr. MacDonatp. The States submit a list of definite projects 
with estimated costs, types of improvement, location, with the general 
specifications of the projects. Each list usually covers a portion of 
their total allotment available. 

Senator Case. At that stage they have no commitment of funds 
as far as you are concerned? 

Mr. MacDona.tp. At that stage the programs are passed upon by 
our field engineers and sent to our Washington office and approved. 
We regard that approval as a commitment of funds, although the 
heen project agreement is not made with the States until after the 
specific plans have been approved and the construction contracts 
awarded by the States. 

Senator Case. I note in your exhibit 3 you have a substantial fund 
of $628 million as being unprogramed balance. Does that mean that 
the States have no idea how they are going to spend that money, or 
simply, it hasn’t reached the stage where your engineers have sub- 
mitted it to you? 

Mr. MacDona.p. It is only a question of time. The latest dis- 
tribution of funds was made November 14 and they have had only 
since that date to submit the programs. They will be coming in. 

Senator Cuavez. May I interrupt him at that point? 

Senator HoLianp. Yes, Senator Chavez. 

Senator CHavez. Mr e oe pay I am a little confused as to the 
unprogramed money you had in November and the listings that you 
have in exhibit 3, following page 7, that Senator Case is speaking about. 
What is the difference between what you discussed with Senator Hol- 
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land with reference to the $128 million and the $628 million that you 
referred to in exhibit 3? 

Mr. MacDonatp. The difference would be the programs approved 
between November 14 and the Ist of January. This table is made up 
as of the Ist of January. 

Senator Cuavez. That is right, but as of the 1st of January you 
had unprogramed balances of $628,222,129. 

Mr. MacDona.p. That is correct. 

Senator Cuavez. Why is there a delay in programing, are any par- 
ticular efforts made by the State to keep up with the salutary sugges- 
tions that you made that we should go ahead in an orderly manner? 

Mr. MacDona.p. We would not regard that as a very long delay. 
If you will note, the programs submitted during the year were at the 
rate of $470 million, so the States during last year maintained their 
programing at the rate they were authorized to proceed or substan- 
tially so. 

Senator Cuavez. So they could, within a year, program this $628 
million. 

Mr. MacDona.p. Yes, sir, they could program most of it—there 
would be some balance. 

Senator HoLLANpD. Let me ask you this question. Does the $628 
million of unprogramed funds consist of $128 million from the earlier 
years; that is, 1951 and earlier years, that.had not been programed, 
plus the $500,000,000 which makes up the full authorization for the 
year 19. 52? 

Mr. MacDonaxp. Yes; that is correct. 

Senator Case. And from this $628 million of unprogramed funds 
f November 14, there is reallv to be subtracted 

Mr. MacDonaup. $500 million. 

Senator Ho_ianp. No, there is really to be subtracted any amounts 
that were actually approved to be programed between November 14 
and January 1. Is that not correct? 

Mr. MacDona.p. They will have to be added. 

Senator HoLtutanp. Let me get at it a different way. 

As | understand, from your former testimony, November 14 there 
was an unprogramed balance of $128 million. 

Mr. MacDona.p. No, sir. It was something in excess of $128 
million because $128 million represents unprogramed balance of 
January 1. 

Senator Ho_LtaNnp. Then your earlier statement that that was the 
unprogramed balance of Novnitees 14 must be modified. 

Mr. MacDona.p. Yes, si 

Senator HoLLanp. Re nil, the $128 million represents that portion 
of the unprogramed balance of November 14 which remained unpro- 
gramed on January 1. 

Mr. MacDona.p. That is correct. The unprogramed balances of 
prior allocations on November 14 totaled $194,660,225, as shown in 
accompanying schedule. Between November 14, 1951, and January 1, 
1952, programs totaling $66 million plus were approved. 

Senator HoLtuanpb. All right. 

Mr. MacDonatp. We can make up the list by States as of 
November 14 if you desire. 

Senator Case. Mr. Chairman, at least for the reference of the com- 
mittee, 1 would like to see that. I would like to see what States, if 
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any, were lagging in their programing of funds available. It is obvious 
that the money that became available by apportionment as of the 
14th of November scarcely had had time to be reviewed and pro- 
gramed by the States between the 14th of November and the Ist of 
January, what with the holidays coming in and all of that. But I 
should like to see a table showing the status of the States’ several 
funds prior to that last apportionment. 

Senator HoLLanp. We will ask you to prepare that, Mr. Mac- 
Donald, for supplemental inclusion in the record. 

(The information requested follows:) 


Unprogramed balances of Federal-aid funds, as of Nov. 14, 1951 








State Primary Secondary Urban Total 

Alabama $5, 656, 367 $2, 389, 805 $1, 975, 788 $10, 021, 960 
Arizona 30, 100 118, 403 313, 475 461, 978 
Arkansas 161, 647 1, 048, 316 546, 727 1, 756, 690 
California 2,713, 852 3, 355, 436 6, 069, 288 
Colorad 1, 446, 18 356, 181 239, 946 2, 042, 312 
Connecticut 479, 051 1, 310, 024 1, 261, 657 3, O50, 732 
Delaware 483, 727 733, 895 708, 158 2, 015, 780 
Florida ‘ 699, 801 514, 748 2, 467, 248 3, 681, 797 
Georgia 2, 040, 800 152, 310 921, 210 3, 114, 320 
Idaho 287, 187 2, 528, 562 213, 672 | 3, 029, 421 
Illinois 760, 539 10, 154, 691 5, 429, 508 16, 344, 738 
Indiana. ..-. 817, 644 5, 922, 755 4, 073, 562 | 10, 813, 961 
lowa ; 320, 690 487, 230 269, 686 1, 077, 606 
Kansas , 324, 934 | 4, 091, 630 1, 042, 595 | 5, 459, 159 
Kentucky ; - 352, 611 105, O78 | 511, 729 | 969, 418 
Louisiana c 366, 138 | 511, 882 1, 443, 876 | 2, 321, 896 
Maine 88, 683 810, 094 647, 511 1, 546, 288 
Maryland _ 387, 042 2, 377, 368 1, 768, 590 | 4, 533, 000 
Massachusetts 278, 623 |...- 278, 623 
Mict 1 44, 760 995, 546 57 1, 612, 171 
Minnesota 949, 470 1, 764, 079 1, 4, 212, 760 
Mississippi 3, 431, 527 3, 610, 310 7 7, 420, 749 
Missouri 648, 141 5, 391, 334 2, 5 8, 565, 581 
Montana 525, 210 $, 284. 306 4.015. 456 
Nebraska 415, 516 3, 948, 370 », 343, 989 
Nevada 1, 502, 967 1, 125, 443 | 2, 631, 491 
New Hampshire 5M), 214 958, 501 1, 828, 697 
New Jersey 129, 662 734, 372 | 1, 296, 663 
New Mexico , 156, 19 552, 979 757, 454 
1, 263, 055 3, 611, 206 17, 22, 841, 991 
; 1, 094, 390 2, 410, 464 
551, 47€ 1, 109, 047 
1, 874, 069 7 9, 986, 328 

196, 508 R} 

461, O96 
1, 096, 708 2 
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32, 847, 068 83, 400, 887 78, 412, 270 194, 660, 225 





Senator Hotuanp. I would like to ask one additional question 
before you start. In programing for a specific year, for instance, for 
fiscal 1952, as you did on November 14, do you await the actual 
appropriation or do you begin programing simply upon the authoriza- 
tion that stands on the books? 

Mr. MacDonatp. We program on the basis of the authorization. 
That is in accord with the legislation, that the approval of the plans 
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which follow the programing constitutes a contract between the 
Federal Government and the States. 

Senator HoLuanp. If that is the case, why was it that you waited 

until November 14:rather than start it at the beginning of the fiscal 
vear? Was it because you were waiting on the census? 
“ Mr. MacDona.p. This allocation of November 14 was. the 
prorating of the authorization for fiscal year 1953. Each allocation 
is required to be made at least 6 months prior to the beginning of the 
fiscal year for which it is available. That means that the Ist of 
January or the 31st of December was the latest date and some of the 
States were ready to proceed with the programing for the new fiscal 
year. 

Senator HoLtuanp. Then eon were programing for fiscal 1953. 

Mr. MacDona.p. Yes, si 

Senator HoLLANb. R: ather — for 1952 

Mr. M A( Don ALD. Ye 3, 8 

Senator HoLLAND. You were dealing entirely with authorizations 
rather than with appropriations? 

Mr. MacDona.p. That is true; ves, sir. 

The appropriations and authorizations bear very little timing rela- 
tion with each other. There is a lag of about 2 vears between the 
time that the project is originally approved in a program and the 
time we actually pay out the money. We only request appropriations 
to cover the expected withdrawal from the Treasury during the fiscal 
year. 

Senator Case. Mr. Chairman. Mr MacDonald, your apportion- 
ments to the States are not governed by appropriations when it com 
to highway allocations; isn’t that correct? 

Mir. MacDona.p. That is correct. 

The apportionments to the States are governed by the language of 
the act which provides for the apportionment of the authorization on 
the factors set up by the Congress for each fund 

Senator HoLLANp. You may proceed. 

Mr. MacDonaxtp. The approval of plans has proceeded at the 
rate of $460 million in calendar vear 1951. Contracts were awarded 
‘thin the calendar vear 195] for $355 million, and the active pro- 
jects, as shown in exhibit 4, following page 9, the total active program, 
as of January 1, is 29,042 miles, consistmg of 12,395 miles under 
construction, 4,698 miles for which plans have been approved, and 
11,948 miles in the program status. 

Senator HoLtuanp. This is a combination of all three of the systems? 

Mr. MacDonacp. This is a combination of all three of the systems; 


yes, sir. 


» 


\\ 


During the year construction was put in place in the estimated 
amount of $420 million. 

Since the end of World War II there have been 98,500 miles of 
Federal-aid improvements opened to traffic of which 93,000 miles 
have been financed from the postwar highways funds, the balance 
from prewar balances. 

The projects completed during the calendar year 1951 include 
16,897 miles and 2,478 bridges financied foaas postwar funds. 

In exhibit 5, there is shown the breakdown of the projects which were 
completed cue the year. Expenditures during the calendar year 
1951 totaled $413.4 millions, including $14 million of prewar Federal 
funds, as shown in exhibit 6. 
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Senator Case. Mr. Chairman, in exhibit 5, following exhibit 4, 
following page 9, I note Mr. MacDonald has a heading, ‘‘Number of 
railway highway grade crossings,’ and that is separated into those 
eliminated and those protected. Are those projects which total 104 
eliminated and 250 protected, are those constructed out of the old 
highway grade crossing elimination funds? 

Mr. MacDona.p. There was a small balance of funds held over 
from prewar years, but in the new legislation the old railway grade 
crossing improvement funds were discontinued as such and authority 
incorporated to use up to 10 percent of the Federal-aid authorizations 
for this purpose, and the improvements shown in exhibit 5 have been 
paid for from the postwar funds. 

Senator Casr. Then these projects shown in exhibit 5 under 
“Highway grade crossings” have been paid for largely under a match- 
ing basis? As I recall the old elimination grade crossing fund was a 
larger Federal share. 

Mr. MacDona.p. The new legislation provided that not to exceed 
10 percent of the Federal-aid authorization may be used without 
States matching funds for railway-highway grade crossing improve- 
ments. Also the new legislation required the railroads to contribute 
10 percent to new projects; that is, where the old crossings at grade 
were closed, the railroads paid 10 percent, and they paid 10 percent 
of the cost of protecting crossings. 

Senator Casr. Do you require them to put up 10 percent also where 
you deal under the authorization in the 1950 act where it is matching 
between the State and the Federal Government? 

Mr. MacDonatp. Yes, sir. 

Senator Case. The railroads still put up 10 percent? 

Mr. MacDona.p. Yes, sir. 

Senator Caspr. Is that 10 percent applied to your total allocations 
or to each State’s allocation? 

Mr. MacDonatp. It is applied to each project. 

Senator Case. Is there any cash balance left in the old grade 
crossing elimination fund or is it all exhausted? 

Mr. MacDonatp. There isa small balance. I would like to supply 
that figure for the record. 

The information requested follows:) 

On February 1, 1952, the balance of prewar grade-crossing funds not covered by 


approved plans amounted to $752,388. Projects are programed to utilize this 


Senator Case. Not a significant amount? 

Mr. MacDona.p. No, sir 

Senator Casr. Apparently vou are encouraging grade-crossing elim- 
imation projects under the new act. 

Mr. MacDona.p. Yes, sir. We are encouraging them, and the 
program has been excellent, but recently, because of the shortages of 
steel we have been encouraging protection of dangerous crossings, 
as an interim improvement, to get more crossings under control, 
using flashing lights and short gate arms. 

Senator Case. What was the basis for the reason, or the justifica- 
tign, for the grade-crossing elimination program as it was originally 
set up? I mean the larger Federal interest. 

Mr. MacDonatp. When the committees of Congress were con- 
sidering the programs that could be carried on during the unemploy- 
ment period, that would result in the greatest good as well as afford 
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: _ employment, they devised the original Public Works appropriation of 
$400 million—— 
e Senator Case. What do you mean by the “greatest good’’? 
t Mr. MacDona.p. Permanent advantage to ‘the safe ty of the travel- 
ing public. 
Senator Casr. That was the word I was trying to get you to say. 
r Mr. Chairman, this line of questioning is because —— I 
: presented to the Senate an amendment which I proposed to suggest 
y for this bill at the appropriate place, which is founded upon a Federal 
3 interest in safety and in reducing the number of accidents. As I 
l understand it, the original grade crossing elimination program was 
justified on a Federal basis because of the tremendous Federal interest 
r in reducing highway accidents. I was trving to find out how much 
. there was in our existing program that went to that point as a founda- 
tion later for proposing the amendment which is identified as amend- 
ment B to 8. 2437, dated February 6, 1952, which I presented to the 
| Senate yesterday. We have copies before you. 
| I recognize this isn’t the place to bring it up. 


; Senator HoLtanp. Would you like to have it printed in the record 

at this time? 

Senator Case. I would appreciate that. 
Senator HoLtLtanp. That will be done. 
The proposed amendment follows: ) 

[S. 2437, 82d Cong., 2d sess.] 

(mendment intended to be proposed by Mr. Case to the bill (8.2437) to amend 
and supplement the Federal-Aid Road Act approved July 11, 1916 (39 Stat. 355), 
as amended and supplemented, to authorize appropriations for continuing the 
onstruction of highways, and for other purposes, viz: 

On page 9, in line 8 at the end of section 9, strike out the period and insert a 
m and the following: ‘Provided, That to facilitate the civil defense and to 
luce hazards to safety on congested highways, not more than 25 per centum of 
amounts appropriated under the authority of this section shall be available 
the construction or improvement of radial and circumferential highways, or 
nents thereof, in or adiacent to cities in excess of twenty thousan 1 populatior ; 
Mr. MacDona.p. Because of this important question that Senator 
Case has raised, we would like to place in the record at this point 
analysis of the complete program indicating the work that has 
en done in this field since 1945. It is an excellent showing that 
been made. I think it would be desirable to put it in the record. 
Senator HoLLaANp. At this time, I suggest you file it and the com- 
ttee, after seeing how voluminous it is, will decide. 
Mr. MacDonaxp. It is not voluminous. It is a tabulated state- 
nt. 
Senator HotiaNnp. Then, without objection, it will be placed in 
record. In connection with that, if the statement doesn’t already 
how it, will you show the unexpended balance in that fund? 
Mr. MacDonatp. Yes, sir 


Che information requested follows: ) 


(ny of the apportioned funds may be used for railway-highway improvements 
financed at the regular participating ratio for highway projects Not to exceed 


10 percent of the funds apportioned for any fiscal year may be used without 
State matching funds for the elimination of hazards at railway-highway crossings. 

Since October 1, 1945, about 9.2 percent of the Federal-aid funds allotted to 
projects for which plans have been approved was used for railway-highway 
improve ments. During this same period, railway-highway projects financed at 
greater than the regular participating ratio for highway projects accounted for 
bout 5.6 percent of the Federal funds. 











52 FEDERAL AID HIGHWAY ACT OF 19% 


9 


~ 


On February 1, 1952, the balance of postwar Federal-aid primary, secondary, 
and urban funds available for railway-highway improvements that could be 
financed without State matching funds, if the State highway departments elected 
to do so, was $195,757,573. 
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Federal-aid grade crossing projects under construction, as of Feb. 1, 1952 
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Senator Case. Mr. Chairman, in a release of some sort by the 


inicipal and Airport Division of the American Road Builders Asso- 
1951, Mr. MacDonald, Commissioner o 
United States Bureau of Public Roads is quoted as having said: 


I 


would not be surprised to see 5,000 more people killed on the roads than were 
ed last year, and last year more than 35,000 were killed. 

Did you make that statement, Mr MacDonald? 

Mir. MacDonavp. I think the 5,000 is rather larger than I had 
ticipated. We are estimating 2,500. 

In 1950 there were 35,000 fatalities from motor-vehicle accidents, 
d we are estimating 10,000 for 1952. The estimate now is 37,500 
1951 
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Senator Casz. The grade crossing elimination funds were started 
apparently on the premise, then, that a creat many accidents occurred 
at railroad crossings. Do you have any estimate for the number of 
lives saved by that program? 

Mr. MacDonaxp. We would have to make an estimate based on 
the rate of accidents. I think we could make a reasonable estimate. 
Of course, it is conjectural. One of the alarming characteristics of 
grade-crossing accidents is the number of people who are killed by 
driving into the sides of trains. It doesn’t seem possible. 

Senator Case. I recognize that as true. In fact, some years ago | 
suggested to the Interstate Commerce Commission that they place 
some of these light reflectors on trains, particularly on freight trains. 
Several accidents had come to my attention where a freight train had 

stopped at a crossing and at night, with lights only at the rear and front 
of the train, the ‘y present a dark object. If the light of the ear would 
strike the stalled freight train, it would reflect these reflectors. I did 
not get very far with that suggestion. I think there should be some- 
thing done so a freight train would be visible to an approaching car. 

Mr. MacDonatp. We recognize the inherent danger and a number 
of the railroads have volunteered to make a careful examination of all 
the crossings on their lines. They are doing that work now. They 
are examining the crossings that are unprotected and open. 

We have the idea that it may be possible to lessen danger at those 
crossings where electric current is available, by installing lighting at 
the crossings. That would be helpful in preventing accidents of that 
character. 

Senator Case. May I suggest that you also look at this possibility 
of putting reflectors on the sides of the freight cars. Then the ap- 
proaching automobile would carry its own electric ity. 

Mr. MacDona.p. A good idea. 

Senator Case. Mr. Chairman, one further question. In spite of 
what has been done by the grade-crossing elimination projects, 
apparently you feel that the number of people killed is on the increase 
and bound to increase. With that evidence that you stated, could you 
state the incidence of these accidents or the loc ale or where most of 
these accidents occur? Do you have any suggestions as to what 
might be done in the way of highway improvements, which would re- 
duce the rate of accident gross? 

Mr. MacDona.p. We can give the incidence of such accidents by 
States. There is some evidence of the type of localities in which the 
maximum accidents occur, but the records are not very good. We 
have a very inadequate reporting system for accidents, particularly 
the nonfatal accidents. We are attempting to build up a system of 
reporting, so that we will get more data of a precise character. ‘The 
reporting records are not very good, generally. I think we can show 
the incidence of fatal accidents, certainly, by States. 

Senator Case. Mr. Chairman, you have already kindly placed 
the record the amendment, but the reading of it at this point, since it 
is only a few lines, would point up what I am leading to. 

I would suggest at the end of the section which deals with defense 

highways, the access roads, to add: 
Provided, That to facilitate the civil defense and to reduce hazards to safety on 
congested highways, not more than 25 per centum of the amounts appropriated 
under the authority of this section shall be available for the construction or im- 
provement of radial and circumferential highways, or segments thereof, in or 
adjacent to cities in excess of twenty thousand population. 
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I might say, Mr. MacDonald, that 1 have been making some at- 
tempt to gather some data on the incidence of accidents to determine 
where the largest proportion of accidents occur. Historically, by our 
legislation it would appear that Congress and the President have 
thought that a disproportionate number of them occurred at grade 
crossings and consequently we have the grade-crossing elimination 
program. 

With the accidents increasing from 5,500,000 in 1945 to 8,300,000 in 
1950, according to your exhibit 16, it is evident that, in spite of elim- 
inating grade crossings, the accident rate is going up. The deaths, 
according to the same table, have increased from 28,076 in 1945 to 
35,000 in 1950, and you are anticipating 1951 will show a total of 37,500. 

In spite of the grade-crossing program, both the total number of 
accidents and fatalities are increasing. 

On the the ry oO r basis that the largest incidence of them were where 
highways were congested, I have suggested this amendment. 

I don’t want to interrupt the orderly procedure here to get into this 
very far, but, simply because we were talking about the orade-e limina- 
tion fund and there was a definite approach i in the safety program 
going from grade crossings to congested highways, | brought this in at 
this time. 

Senator HoLLtanp. Thank you. 

All right, Mr. MacDonald. 

Mr. MacDonavp. One of the reasons that our reports on the funds 
paid out are not always representative of work done during a given 
fiscal or calendar vear is that with a large program in progress, we 
have a lag between the time that the State pays the contractors for 
work done and the actual payment of the Federal share in reimburse- 
ment to the State. As of January 1, 1952, we had an estimate of 
$170 million of Federal-aid funds earned by work done for which 
reimbursement had not yet been requested. There is nearly a 4 
months’ lag, on the average, between the time the work is done and 
reimbursement of funds to the States, which makes our reporting ¢ 
little unrealistic as to the particular years. The amounts paid are 
always correct as to the year the payments were made. 

Senator HoLiaNnp. In other words, about one-third of the amount 
shown in the reporting for any fiscal or any calendar year would have 
been expended on projects completed and approved in the preceding 
fiscal or calendar year. 

Mr. MacDona.p. Yes, sir. It runs to a rather high percentage. 

The national system of interstate highways is, of course, the main 
system consisting of about 37,800 miles. At the present time that 
system carries about 20 percent of the rural traffic. We estimated 
deficiencies at 1948 prices to be in excess of $11 million about half in 
the rural districts and half in the urban areas. 

I wish, at this time, to pay particular tribute to the cooperation 
that we have received from the States in the improvement of this 
system. 

In July of 1950 the President asked that road projects be carefully 
reexamined and the funds available (and also later the materials came 
into short supply) be applied to perenne of greatest importance to 
the National need. We reexamined in cooperation with the State 
highway departments the programs that had been approved and about 
25 percent of the projects not yet advertised for bids were deferred. 
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At that time about 24 percent of the primary funds and 46 percent 
of the urban funds were for projects on the interstate system. 

Since July 1950, nearly 34 percent of primary funds have been allo- 
cated to the interstate system by the States, voluntarily, and the 
percent of urban funds has remained substantially unchanged. The 
table in exhibit 7 shows the details of the progress made on the im- 
provement of the interstate system through the cooperation of the 
State highway departments in voluntarily submitting projects for 
the improvement of 6,185 miles of the 37,800-mile system at a total 
estimated cost of $1,064 ,000,000. 

We feel that we have had very splendid response from the indi- 
vidual State highway departments in directing their efforts toward 
the improvement of this major system which serves the national 
interest in a degree that is not approached by any other mileage 
within the country. 

Senator HotLtanp. You refer to the Interstate System? 

Mr. MacDona.p. Yes, sir, the Interstate System. 

Senator Ho.tuanp. All right. 

Mr. MacDona.p. Unless there are some questions about the 
present status of the program, I would like to turn to part 2. 

Certain economic factors relating to highway transport are, we 
think, of tremendous importance in this highway program, and-indi- 
cate the fact that we have a never-ending task ahead of us. There is 
no way to visualize that a highway system can be completed. 

Senator Ho_Ltanp. Not unless the country stops growing and stops 
moving. 

Mr. MacDona.p. Yes, sir. 

Any more than we can say that we have a permanent suit of 
clothes. 

I am going to touch on the rate of wearing out of the highways 
and some of the reasons for it. 

One of the important factors that has been bothering us is the 
increased cost of everything. 

Beginning with our costs for 1945, we have had first a slow and 
then a somewhat steeper increased price index trend, so that, based 
on the 1945 prices, we have, as of the Ist of January 1951, lost an 
amount of new road construction equal to more than 1 year’s appro- 
tionment of Federal aid funds. The increased prices through the 
vears since 1945 have cost the road program $560 million, more than 
one full year’s apportionment of Federal aid funds. 

That is one of the problems with which we have been struggling. 

We received an additional shock because prior to the war, in 1940, 
our highway costs had reached the lowest point as compared with 
the 1940 base price, our highway funds now will buy less than half 
of what we were buying in 1940, about 43 percent. 

Senator Casr. Mr. Chairman. 

Does that mean we have a 43-percent dollar today in the road- 
construction field as compared with 1940? 

Mr. MacDonautp. As compared with 1940, that is the only 
inference I can get. 

Senator HoLLanp. Your comparison is in terms of construction of 
mileage, isn’t it? 

Mr. MacDonatp. No, sir. This is in terms of cost, contract 
prices. 
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Senator Casn. For like construction? 

Mr. MacDona.p. Yes, sir. 

These indexes—the fourth quarter of 1951 price index is 166.7 on our 
1925-29 base period. The 1951 fourth-quarter index is 232.8 percent 
of the 1940 base. That is the basis for the statement that we can buy 
less than half the highway construction now that the same amount 
would have bought during 1940. I think probably the 1940 prices 
were too low. So I think the 1929, 1925 to 1929 base period, with an 
index now of 166, is more realistic. 

Sentor Cast. Did you say 1929? 

Mr. MacDona.p. 1925 hyphen 1929, 5-year average. 

Senator Cast. Wasn’t the period from 1925 to 1929 regarded 
somewhat inflationary? Didn’t we have the collapse in 1929? 

Mr. MacDona.p. Yes, sir. But the road prices were not in- 
flationary at that time. 

Senator Case. Has there been any change in bids let within the 
last 6 months? 

Mr. MacDona.p. We are getting more bids within the last 2 
months than previously and we think that means the prices will ease 
off from the fourth-quarter 1951 level. 

Senator Case. I did notice, Mr. Chairman, in some bids that were 
announced by the Army engineers on some dirt work and some road 
work, access-road work, in connection with the Gavins Point Dam, 
within the past week, that they were consistently below the estimates 
of the Army engineers, and that involved preliminary dirt excavation 
and access roads. 

Have you noticed any similar trend; that is, bids in the last 45 days? 

Mr. MacDona.p. A slight easing of bids; yes, sir, within the last 
45 days, and we have notic ced a build- -up in the number of contractors 
who are bidding. That always is an indication of lower prices. The 
price levels for materials or any other price levels are not as important 
as the number of bidders on work. 

Senator Hotuanp. Let’s see if I can summarize vour statement 
about the shrinking of the purchasing power of the dollar. As I 
understand it, your highway dollar now or in the recent past, purchases 
only 43 percent of the purchases that could be made under the 1940 
base and 60 percent of what could have been purchased under the 
1925-29 base; is that correct? 

Mr. MacDonaup. That is correct. 

Senator HoLtuaNnp. | wanted to summarize that for the record. 

Mr. MacDona.p. That is correct. 

Senator HoLuanp. There is an inflation in this particular field as 
compared with 1940 prices which would reduce the purchasing price 
of the dollar to 43 cents, but as compared with 1925-29 prices, it would 
reduce the purchasing price of the dollar to 60 cents. 

Mr. MacDona.p. That is right. 

Senator Ho.Lianp. All right, sir. 

Mr. MacDona.p. In the table following page 18, Mr. Chairman, 
we have indicated the over-all expenditures for both construction 
and maintenance of highways and the relationship of Federal-aid 
expenditures to the over-all expenditures. You will note that in 
1950 the Federal funds were 11.9 percent of the over-all construction 
and maintenance costs; figured as a percentage of construction only, 
exclusive of maintenance, 19.1 percent. 
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In 1951 the Federal-fund percentage had decreased to 10.7 for the 
over-all expenditures and for construction only had decreased to 
16.7 percent. 

The total maintenance and construction program increased from 
$3.8 billion in 1951 to $4.2 billion in 1952. 

The important point in this tabulation, or one of the very important 
points, is the growth in the cost of State and local maintenance, an 
increase of $85 million between those 2 years. 

That points out the lag in the rehabilitation of the depreciated 
highways. The difference is peseney accounted for, of course, by 
higher costs between those 2 years, but the lag in the rehabilitation 
of roads has to be made up bs increased maintenance costs. It is 
really a question of carrying on a road program. 

(Discussion off the record.) 

Mr. MacDona.p. The relationship of the growth of highway 
transportation to the gross national product as illustrated in exhibit 
11, following page 20, should be noted. During the early years 
1920 to 1930, before we were supplied with highway transport to 
the extent we are now, we had a very r: apidly accele rated growth in 
the number of vehicles and the gross national product was not accel- 
erating at the same rate. Beginning in 1935, with the exception of 
the period of starvation of highway transport through the rationing 
of motor fuel, we have had a markedly close parallel in the percent- 
ages of increase between the gross national product and the number 
of vehicle miles of travel. The increase between 1935 and 1950 was 
almost precisely 100 percent in each one and between 1940 and 1950 
almost precisely 50 percent in each one. 

[t is the only factor that we have found that bears a close relation- 
ship to the increase in mileage of motor-vehicle travel. 

We have found no consistent relationship in the number of motor 
vehicles, density of ownership, or any other factor, but in the gross 
national product—in the actual production, measured in a constant 
dollar—we do find this close relationship. So I think that we not 
unwisely or unintelligently draw the conclusion that we are consuming 
transportation as a raw product or part of the materials that go into 
our production, and as production increases we are going to increase 
the use of highway transport. We ‘do not believe it is possible to get 
away from that conclusion. 

We believe that because of our accent now on defense transportation. 
We find that more and more of our plants are dependent upon motor 
transport for both the services of their employees and the hauling of 
the materials that are used in manufacture. 

The diagram that I am placing before you is a typical manufacturing 
plant engaged now in defense production, and the data are from the 
company’s personnel records. There are no estimates about this, 
these are operating figures, and you will note that about half of the 
employees come from within the urban limits of the city in which the 
plant is located and the other half come from the surrounding country, 
by automobiles, from as far as 80 miles away from the plant. 

That reflects the very characteristic pattern of the way these plants 
are obtaining labor now. We do not have the same drive to build 
new housing in the defense areas and we believe that 1t is because we 
are substituting this transportation of the worker from where he lives 
now toa his new place of employment. 
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I have only one of these diagrams, but we find the trucking of raw 
material in and the finished product out of the plant is taking place 
largely within a 300-mile radius. The total in-and-out tonnage over 
the highways amounts to 64 percent in this particular plant. 

These patterns on their present scale are new. During this period 
of intensive build-up of defense production the manufacturers are sub- 
contracting to the extent possible in place of extending ne w plants and 
building up a larger employment in the parent plant. They are sub- 
contracting all of the small parts and other elements of the finished 
product that they can to going concerns receiving them over the high- 
wavs and then assembling them. So keeping the highway system in 
a constant state of usefulness and at a high degree, at a state of effi- 
ciency, is just as important a part of our current defense production 
as is the manufacturers of machine tools or any other part of the 
material that goes into the actual product, 

(The diagram referred to is herewith inserted: ) 

Senator HoLtLtanp. To have a résumé in the record of these three 
statements you have made, your first statement relating to exhibit 11 
had to do with the close relationship between total-vehicle miles on all 
roads and streets—passenger and trucks—to the gross national 
product. Your point there was that total vehicle mileage bears a very 
direct and close relationship to the gross national product. Was 
that it? 

Mr. MacDonacp. That is correct; yes, sir. 

Senator HoLLANb. Your second statement was the reference to the 
dispersal re quiring passenger-ve ‘hicle travel of e mploye es im a typical 
defense manufacturing plant and related entirely to passenger travel. 

Mr. MacDonacp. That is correct. 

Senator Houianp. That is in the vicinity of approximately 80 
miles, an S0-mile radius of a typical defense plant; is that correct? 

Mr. MacDonavp. That is correct 

Senator HoLiuanp. And your statement related to truck traffic 
indicated a general trucking radius of 300 to 350 miles for both in- 
bound and out-bound traffic of materials and manufactured goods for a 
typical manufacturing enterprise. 

Mr. MacDona.p. Yes, sir. 

Senator Ho.Luanp. Was that a typical defense manufacturing 
enterprise? 

Mr. MacDonaup. Those are the same plants. The analysis of the 
passenger travel and the material or freight travel are from the same 
plant. 

Senator Hotuanp. From the same plant? 

Mr. MacDona.p. From the same plant, a typical and very highly 
sensitive defense plant—ves, sir. 

Senator Houuanpn. I think that makes a very interesting and 
informative picture. 

All right, sir. 

Are there any questions on anv aspect of this picture, Senator 
Hennings? 

Senator HenniNGs. No, sir. 

Senator Casr. No, sir. 

Mr. MacDonatp. Turning to page 21, you will note that since 1946 
we have built 98,000-plus miles of Federal-aid projects, but our 
largest mileage of projects built during these years came in 1948 with 
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21,725 miles, and we have dropped back to the 17,000 miles. We lost 
this last calendar year 4,725 miles of completed projects over 1948. 
That has been partially due to slow-down caused by the lack of 
material, particularly steel. 

Senator Case. Mr. Chairman. 

Senator HoLLanp. Senator Case. 

Senator Casr. Mr. MacDonald, are the turnpike projects a part 
of the primary system or are they undertaken separately by the 
States? 

Mr. MacDonatp. They are undertaken separately by the States 
and are not Federal-aid projects. None of the toll-turnpike projects 
are in the Federal-aid system and none are built as Federal-aid 
projects. 

Senator Casz. Your mentioning of steel brought to mind the fact 
that the other day there appeared in the newspapers, a story to the 
effect that the State of Ohio in attempting to prosecute its turnpike 
or toll highway as a connection to the Pennsylvania road, had run into 
this problem of steel. They were proposing to solve it by purchasing 
some steel from abroad, from some of the countries to whom we have 
been shipping steel. 

Have you any information on the availability of steel that can be 
purchased from some of the foreign countries? 

Mr. MacDona.p. Generally speaking, our investigation of steel 
that might be available from foreign countries has resulted in a nega- 
tive answer. We find that in general foreign steel is of the Bessemer 
process, high carbon steel, that we do not consider best for our use and 
do not use generally in our structures. 

Senator Case. Is it available, or do vou know? 

Mr. MacDonaup. We do not know. 

More particularly, it is rolled on metric dimensions, which do not 
fit into our design. 

Senator Case. Did you notice these press reports of the exploration 
by Ohio people of foreign steel? 

Mr. MacDona.p. Yes. There is some Belgian steel that is avail- 
able in reinforcing bars, but we have considered that of little advan- 
tage because we have not been seriously short of reinforcing bars for 
our work. We have been short in the structural shapes, and the for- 
eign market offers no relief for that situation. 

‘Senator Casr. Do you exercise any control whatsoever over the 
source of material that State highway commissions may use or their 
contractors in carrying out projects financed in part by Federal funds? 

Mr. MacDonatp. Yes, sir. The States have all established test- 
ing laboratories and submit reports on the quality of all materials that 
are used for Federal-aid projects. They are all built under standard 
specifications. 

Senator Case. But if they meet those specifications, do you exercise 
anv further control or veto power as to the source of their steel? 

Mr. MacDonatp. Of the steel? 

Senator Cassg. Yes. 

Mr. MacDona.p. No, sir. 

Senator Case. If a contractor being paid out of funds provided by 
Federal-aid allotments and the States under either a primary or 
secondary or urban allocation were using foreign steel, it would be of 
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no concern to you, provided it met the specifications, technically, for 
the steel? 

Mr. MacDona.p. I think, academically, the answer is that we 
would not be concerned. We haven’t had to meet that situation. 
If a contractor could get steel and finish his project, we certainly 
wouldn’t look too closely where he got it. Outside of some small 
amounts of reinforcing steel that has come into the port areas, we 
haven’t been confronted generally with the situation because we 
haven’t been disastrously short of reinforcing steel. 

Senator Casr. No; but you did say that the program had dropped 
from 19,915 miles in 1950 to 17,000 approximately in 1951 and that 
the reason you cited was a shortage in steel. 

Mr. MacDonavp. That is correct. But that shortage has been in 
structural steel, Mr. Case. 

Urban projects such as this example in the city of Houston requires 
three or four times as much structural steel as rural projects. Struc- 
tural steel is required to get better clearance in going over or under 
other highways or railway ‘grades, It was our urban program that was 
particularly hurt when structural shapes became in short supply. 
We have not had more than 30 percent of our requirements met by 
the allocations of structural shapes, but we have not been too pinched 
on the reinforcing bars. 

Senator Case, Have you made any representation to the allocating 
authorities about the need for and the importance of the allocation 
of steel for highway purposes? 

Mr. MacDonatp. Yes, sir. 

(Discussion off the record. ) 

Senator Case. Mr. Chairman, for the record, I should like to ask 
Mr. MacDonald this question. 

Do you have any knowledge of whether foreign steel brought to 
this country is subject to allocation the same as domestic steel? 

Mr. MacDona.p. I understand that it is but I do not have any 
precise information, because we have dealt only with the domestic 
steel and have had no occasion to obtain any rules or procedures of 
NPA or DPA as to foreign steels. 

There has been the suggestion a time or two that conversion to 
foreign steel might be necessary but we have rejected the idea. 

Senator Case. Mr. MacDonald, do you have any knowledge that 
foreign steel is available to importers in this country coming from 
countries who are receiving allocations of steel under the foreign aid 
program of the United States? 

Mr. MacDona.p. No; I do not. 

Senator Case. Mr. Chairman, I should like to ask the staff of the 
committee to make a little search of newspaper references of the past 
week or so in Ohio newspapers on the possibility of getting foreign 
steel. 

My recollection is one article particularly refers to the fact that 
they were willing to pay a substantial premium price for this foreign 
steel in order not to delay their turnpike construction project any 
further. I believe an editorial stated to the effect that it would be 
good business for Ohio to pay a premium, if necessary. 

Senator Hotuanp. | think they might get that information and | 
think also it would be helpful if the staff were to contact NPA or DPA 
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and see if there is a ruling or regulation that would be made available 
and which might help to explain the situation. 

Senator Case. I think that would be helpful. 

I have some material on highway problems in a release of the Road 
Association of December 4, which is headed, ‘‘Steel shortage hampers 
road construction,” and it has several pages dealing with that particu- 
lar problem. The point has been put forward that if they could get 
foreign steel they could push the highway program more rapidly, 
even if it were to cost more. 

Senator Houiianp. If the Senator will remember, this same com- 
mittee held hearings on steel for highway construction last fall. 

Senator Case. Yes; and I recall that the chairman was very active 
in that. 

Senator HoLttanp. We found it was true that there was a grave 
shortage of steel. The chairman had not heard of this foreign steel 
situation being discussed in direct connection with the bridge or road 
program, but he has in connection with other construction programs 
of recent date, and with relation to specific amounts of steel imported 
already from Belgium, and has been given information that the DPA 
or NPA or both have strictly and continuously held that foreign steel 
is entirely subject to their allocation. 

The chairman suggests that the subject mentioned by Senator 
Case be pursued by the staff in an effort to see what regulations 
on this subject there are and whether there is any difference between 
steel for highway and bridge construction and that for other projects, 
and make a report back for the file and if necessary to incorporate 
in the record. 

(The information referred to is shown on p. 285.) 

Mr. MacDonaup. Mr. Chairman, I would like to say, off the record 
if you please—— 

Senator HoLianp. Yes. 

(There was discussion off the record.) 

Senator HoLLanp. On the record. 

Mr. MacDonavp. As shown in exhibit 10, our total highway 
construction for 1951 totaled $2,684 ,000,000. 

Our record has consistently shown a delay of about $300 million 
worth of work due to failure to obtain steel as rapidly as needed. 
The diagram has shown more or less a straight line, running at about 
$300 million of delayed projects, but recently dropping. below that 
figure. 

Senator HoLLanp. You mean recently the amount of delayed 
projects has been less; in other words, that the picture has been 
improving? 

Mr. MacDona.p. The picture has been improving. 

The February 5 report showed a decrease in the number of delayed 
projects—Federal projects a decrease of 2.8 percent and State 
projects a decrease of 3.6 percent delayed for the preceding week. 

The total cost of projects delayed, including Federal, State, and 
local,.was $263 million. It is the lowest figure we have had recently. 

Mr. Chairman, I do not want to draw these statements out unduly, 
but there are two or three more things that are highly important. 

On page 22 you will note that the Federal aid primary system in 
rural areas is given as 219,000 miles. Of that 219,000 miles, 107,000 
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miles are rated as high-type surfaces and the remainder as inter- 
mediate and low-type surfaces. 

If you will turn to the first diagram following page 23——— 

Senator Hotuanp. Of exhibit 12? 
| Mr. MacDona.p. Exhibit 12; yes, sir. 

We have constructed about 162,000 miles of roads of the high type. 
We have now in service 107,000 miles. 
That means that we have, with the loss of the difference between 
162,000 and 107,000 miles or 55,000 miles, that we have received in 
this 30- -year period, service from these high-type roads that has been 
fully as long or longer as we could expect ‘them to last. We have lost 
55,000 miles and we still have 107,000 miles in service. 

Turning to the next sheet, the intermediate type is shown as having 
been constructed to the extent of about 190,000 miles. We have now 
only 84,000 miles of that type surface. 

When considering the wearing out of highways we must remember 
what a very large mileage we have of the intermediate and low types. 
In the low-type classification, over 190,000 miles have been built and 
we have about 17,000 miles in service now. 

Senator Caspr. Well, Mr. MacDonald, how much of the low-type 
roads have graduated into the intermediate type and how much of the 
intermediate type have graduated into the high type? 

Mt. MacDonaup. That has been a progression. I cannot answer 
that numerically, but there has been a progression; but we only have 
107,000 miles of high-type road now. 

Senator Casr. I know, but between the 17,000 miles presently in 

; service of low-type roads and the total of 180,000 or 190,000 of low 
é type that have been constructed, that would leave a gap of 160,000 
miles, at least. 

Now, part of that 160,000 must be represented by the 82,000 or 
83,000 of intermediate presently in use and the 107,000 of the high 
type in use. 

Mr. MacDona.p. That is unquestionably true, that there has been 
that progression, but this classification of types is as of January 1, 
1952. That is what we have now to use. 

Senator Case. But, the more intermediate or more high-type road 
that you build, the wider this gap is going to be on low type to the 
extent you build a better road on the right-of-way over a low-type 
road. 

Mr. MacDonatp. That is true. 

Senator HoLtanp. How much of that which is not now in service 
represents road that has been retired entirely because they have been 
rerouted or had to be abandoned, say in an over-flooded area or be- 
cause of power projects or flood-control projects, or have been aban- 
doned for some other reason and substituted for by a completely new 
road? 

Mr. MacDona.p. There is a small mileage of that character. We 
will attempt to put a definite figure in the record. It is not a large 
mileage. I think that this tabulation and the three diagrams indi- 
cate how the States and the Bureau of Roads have been struggling 
with the problem of trying to extend service highways so that thes 
can be continuously used, and have been driven to the use of the 
intermediate and low-type surfaces as expedients, due to the growth 
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of the use of the motor vehicle and the extension of services into 
every community of the United States. 

Senator Heiianp. It occurs to me that these particular figures 
need to be amplified considerably in order to be understandable, in 
particular, the one mentioned by Senator Case concerning the gradua- 
tion of inferior-type roads into the higher type of reconstruction and 
the other that I mentioned a while ago, the abandonment or reloca- 
tion of a road or substitution of some other road for the older one, and 


I ask that we be given a complete picture illustrative of these two 
graphs that you just discussed. 


Mr. MacDonatp. I would be very glad to do that, Mr. Chairman, 


because I feel that is the focal point of this policy, it is due to our 
ability to hold roads in service under traffic. 

Senator Ho.Luanp. In other words, it is a matter, it seems to me, of 
very grave concern to the Congress when they see a graph that shows 
that whereas 162,000 miles of high-type road have been constructed 
on the primary Federal-aid system, that only 107,000 of that 162,000 
is noW IN use or in service. 

Mr. MacDona.p. That is right. 


Senator HoLuanp. And I think it calls for explanation as to what 
has happened to that missing 55,000 miles of supposedly high-type 
primary-aid construction, and the figure gets even larger when you 
try to reconcile the three categories into one picture. 

Mr. MacDonatp. That is right. 

Senator HoLuanp. So if you will furnish us a complete showing on 


that I am sure that the committee would be glad to have it and 
include it in the records 


(The information requested is as follows:) 


Over 30 years of highway service have been secured since 1920, by (1) addition 
of new construction providing initial improvements, (2) resurfacing and recon- 
struction of previously improved mileage along the same general location, and 
(3) complete reconstruction, on entirely new location, of a minor mileage of 
prévious improvements. 

Exhibit 12 shows that about 162,000 miles have been constructed on the 
Federal-aid primary system, whereas about 107,000 miles are now in service. 
The difference of 55,000 miles represents rehabilitation necessary to keep the 
roads in service. 

Generally the rehabilitation work has not extended to complete rebuilding. 
The larger mileage has required resurfacing only, or reconstruction along the same 
general location. A relatively small portion of the rehabilitation work has 
involved complete reconstruction on entirely new location. 

There are many factors which bear upon the matter of what is done to a road 
when it becomes unserviceable due to deterioration or obsolescence. Waviness, 
roughness, or weak spots in the road surface tend to develop in spite of the best 
maintenance practices, and eventually some of the mileage reaches a point where 
the most practical solution is to place a new wearing course over the existing 
surface. On the average about 58 percent of all road surface replacements have 
been in this category. This ratio is about the same for both low types and 
high types. 

When the structural weaknesses are more severe or when steep grades, sharp 
curves, and narrow widths combine with such weaknesses to render a road un- 
serviceable for present day traffic, work of a more extensive nature is required. 
Where feasible and economical to do so, the road has been rebuilt along its same 
general location. About 30 percent of all road surface replacements have been 
in this category. 

There are other cases, amounting to about 12 percent of the total, where it has 
not been feasible to rebuild the road along the existing location and a new road 
had to be built on entirely new location. In about three-fourths of these latter 
instances the old road was continued in use as a local or feeder road, usually by the 
county or some other local unit of government; and in the small remaining number 





eemeilincane eet 9 bat 


ees 


ween Heist 


Sih el 


aoe aay ice AR 


phd LAA ADEE IIE ALE ELE TIDE AIT 








FEDERAL AID HIGHWAY ACT OF 1952 67 


of instances (3 percent of all mileage replaced) the old mileage was totally aban- 
oned. 

- Daring the process of rebuilding, many of the lower types have been converted 
to higher types. For example, when low types have been rebuilt they have been 
replaced by a higher type in nearly three cases out of four. The majority of the 
intermediate types have remained in the same general category when they were 
replaced, with only one-fifth of them having been changed to a substantially 
higher type. Most of the high types are rebuilt as high types when it becomes 
necessary to replace them due to deterioration or obsolescence. 

Service lives of the various road types vary substantially depending upon the 
many factors of design, location, and usage, and range from 5 years or less for 
lower types to better than 25 years for some of the higher types. Thus, for 
comparable mileages, much greater amounts of rebuilding are necessary to keep 
the lower types in service than is the case with the higher types. 

Mr. MacDonaup. Mr. Chairman, the idea is particularly preva- 
lent that the program is providing for new roads. Actually we have 
practically no Federal-aid projects that provide new roads as such. 
They are for rebuilding and rehabiliting of roads that are now in 
heavy service in order to keep them in service. That is precisely 
what these diagrams show. 

Senator Hotianp. Or the construction of substitute roads on 
preferred and generally shorter sites. 

Mr. MacDona.p. Yes, sir. 

I think it might be of interest to state that legislation was introduced 
in the Virginia Legislature recently prohibiting trucks from the 
Shirley Highway from Woodbridge to the point where Route 7 
intersects. 

Senator Case. Mr. Chairman, by way of getting a little light on 
this, when you say miles constructed in these graphs does that 
mean the total of your lettings for that type of road? 

Mr. MacDonatp. Yes. 

Senator Casz. A total of mileage lettings. 

Mr. MacDonavp. That is right. 

Senator Casx. So if you ree onstructed a road three times 10 years 
apart you have a total construction of 30 miles? 

Mr. MacDonatp. That is right. 

Coming back to the Shirley Highway, we have roughly calculated 
that to throw the 3,800 trucks daily using that highw ay, of which 
about 2,800 are through trucks, over the old road and the longer 
mileage would cost in additional time and gas and additional tires and 
other costs that would be involved, about $1,800,000 a year for the 
through trucks alone. 

That is not a precise figure, but it does give some indication of the 
fantastic amounts involved in the costs of operations over these 
heavily traveled roads. 

There are about 38,000 vehicles using that road per day now 
of which about 10 percent are trucks. The construction cost of 
the whole road was about $7 million. The additional cost not to use 
the new construction would be a very high percentage of the total 
first cost. 

The keeping of highways in service beyond their period of economic 
efficiency and service is a very expensive expedient and a drain on our 
resources. 

Just one other important thing. The vehicle accidents which- are 
tabulated in exhibit 16 have been pretty well discussed. I call your 
attention to the table on page 32 showing the constant increase in the 
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insurance rates. In 1950 we have a cost of insurance paid by motor- 
vehicle operators very nearly equal to the entire cost of the State 
taxes paid on gas and on licensing motor vehicles and motor-vehicle 
carriers. 

In other words, insuring a vehicle to operate on the highways is 
costing the automobile user as much as he pays in State highway user 
taxes. i 

Senator Case. Mr. Chairman, -will these graphs be printed in our 
report? 

Senator HoLuanp. Off the record. 

(Discussion off the record.) 


Senator Casr. At this point I should like to have page 30 and 
page 16 appear in the report at this point if possible in connection 
with Mr. MacDonald’s remark about motor-vehicle accidents. 

Senator HoLtuanp. Page 30 and exhibit 16? 

Senator Caspr. Yes. 

Senator HoLianp. Any objection? There being none, that will 
appear at this point regardless of whether the other portions are 
printed, 

(The documents referred to are as follows:) 


INCREASE IN Motor VEHICLE AccIDENTs, 1945 To 1950 


Motor vehicle accidents take an increasingly heavy toll in lives and property 
damage each year. Following is a summary of motor vehicle accident data com- 
piled by the National Safety Council for the years 1945-50, inclusive. 

1. Number of accidents —Increased 51 percent, from 5.5 million in 1945 to 8.3 
million in 1950. 

2. Number of nonfatal injurtes—Increased 20 percent, from 1 million in 1945 
to 1.2 million in 1950. 

3. Number of deaths —Increased 25 percent, from 28,076 in 1945 to 35,000 in 
1950. The preliminary estimate for 1951 is 37,500 deaths, an increase of one- 
third since 1945. 

1. Properiy damage.—Increased 92 percent, from $650,000,000 in 1945 to 
$1,250,000,000 in 1950. 

Motor vehicle accident data for each of the calendar vears 1945 through 1950 
are shown in exhibit 16. 


Exuirit 16.—Motor-vehicle accidents, 1945-50 ! 


Number of 













4 ; Number of ae, Number of Property 
Calendar year accidents nonfatal in- deaths damage 
juries 
1945. __. ‘ Sits. Ha 5, 500, 000 | 1, 000, 000 | 28,076 | $650, 000, 000 
1946 7 . ~ : 6, 150, 000 | 1, 200, 000 33,411 | 900, 000, 000 
1947 . dade iad nit & 8, 400, 000 | 1, 150, 000 32,697 | 1, 100,000, 000 
1948. __. Res see - 8, 200, 000 | 1, 100, 000 59 | 1, 100, 000, 006 
1949 : oa : 7, 600, 000 1, 100, 000 ” | 1, 100, 000, 000 
1950_ . diddinitedees ce ; 8, 300, 000 | 1, 200, 000 35, 000 | 1, 250, 000, 000 
1951 Ls ‘ SPATE et ( 2 37, 500 os 





Source: National Safety Council’s Accident Facts. 
2 Preliminary estimate by National Safety Council. 


Senator HoLuanp. Is there anything else? 


Mr. MacDonaup. Mr. Chairman, I have taken longer than I had 
expected to take. es 

Senator Hennings Mr. Chairman, before the Commissioner leaves 
I would like to say I had the pleasure of going out to Omaha where I 
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met the highway people and I am very well sold on the Commissioner. 
I had an opportunity to see at first hand, and I heard many expressions 
of esteem and admiration for our distinguished Commissioner from 
men coming from all over the country who were gathered there and 
who spoke so highly of him. He is the guiding light and I think he is 
held as being a man that knows what he is talking about and has the 
best interests of the road system of the country at heart. He knows 
more, I am sure, about many of these things than a good many of the 
experts who were there, and it has given me a great deal of satisfaction 
to see the way in which he is doing his work. 

Senator Case. Mr. Chairman, I think that the opinion which 
Senator Hennings says he found among the highway people of the 
country is shared by the Members of Congress who have seen Mr. 
MacDonald perform through a great many years. 

Senator HOLLAND. I| guess both of those statements are correct. 

Mi. MacDonap. Mr. Chairman, I re quest a word in this situation, 
if you please, sir. As I remarked the other day, I have through long 
years of service acquired a respect and admiration for the State high- 
way departments of this country. We have in the highway depart- 
ments an institution in each State that is domg a job that may not be 
fully appreciated. Generally people are interested in. particular im- 
provements. The spread of the impvovements fairly to the various 
sections of each State is a product oi the splendid cooperation and 
responsible administration of the good citizens that compose these 
highway departments of the States. That is the real answer, to me, 
sir. 

Senator Case. Mr. Chairman, before Mr. MacDonald leaves | 
should like to bring to the attention of the committee and to Mr. 
MacDonald the second amendment which I have presented to the 
Senate. It is in printed form, and I have the thought of presenting 
it to the committee for inclusion in the bill. 

That is the amendment identified as an amendment to S. 2437 
identified with the date 2-6—52-C. It is identical, except for the 
introductory words and the section references to a bill which T had 
previously introduced dealing with the building of a circumferential 
highway around the District of Columbia. We have already received 
six reports, | believe, in the committee from the various agencies of 
the Government, all favorable to the bill, which is identified as 5S. 2209. 

One letter is dated January 14, 1952, from Mr. John A. Remon, 
Chairman of the National Capital Park and Planning Commission, 
and one is from the Bureau of the Budget. 

There is another letter from Mr. Jess Larson, ‘Administrator, 
General Services Administration, dated January 16, 1952. 

I have another letter from the Secretary of Commerce, Mr. Charles 
Sawyer, dated January 29, 1952, and another letter signed by the 
Deputy Attorney General, Mr. A. Devitt Vanech, dated January 14, 
1952, and finally a letter signed by the Assistant Secretary of the 
Interior, Mr. Dale E. Doty, dated January 25, 1952. 

(The letters referred to above are as follows:) 
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EXecUTIVE OFFICE OF THE PRESIDENT, 
BUREAU OF THE BuDGET, 
Washington, D. C., February 20, 1962. 
Hon. Dennis CHAVEz, 
Chairman, Committee on Public Works, 
United States Senate, Washington 25, D. C. 


My Dear Senator Cuavez: This will acknowledge receipt of your letter of 
October 4, 1951, requesting the views of this office with respect to 8. 2209, a bill 
to provide for the construction of a circumferential highway in the vicinity of the 
District of Columbia, and for other purposes. < ; 

In reply, you are advised that this office has examined reports of the executive 
agencies principally affected by the proposal and is of the opinion that the position 
of those agencies in favor of the enactment of 8. 2209 is sound. This bill provides 
that the entire cost of the highway be financed by the Federal Government. We 
consider this provision reasonable, in view of the fact that the District of Columbia 
is the national capital and the highway is essential to its defense. Furthermore, 
it is a facility which will be a positive factor in connection with dispersal plans. 
This method of financing should not be considered as a precedent applying to the 
construction of similar projects in other localities. ' 

It is noted that the bill would authorize the appropriation of $30,000,000 for the 
execution of the project. This office understands that the cost of the proposed 
highway is currently estimated at approximately $36,000,000. In view of this 
fact, the committee may desire to increase the amount of the said authorization, 

5. 2209 also provides that $10,000,000 of the total authorization shall be avail- 
able for contract immediately upon passage of the bill. Present budget policy 
calls for the provision of obligational authority by direct appropriation as the 
need for such authority becomes clear, rather than by contract authorization 
available before firm estimates of requirements have been developed. Accordingly, 
it is recommended that the provision granting contract authority, which appears 

on page 6 of the bill, be deleted. 
Sincerely yours, 
F. J. Lawton, Director. 





NaAtlIonaL CapiTtaAL PARK AND PLANNING COMMISSION, 
Washington, D. C., January 14, 1952. 
Hon. Dennis CHAVEZ, 
Chairman, Committee on Public Works, 
United States Senate, Washington, D. C. 

My Dear Senator Cuavez: This is in reply to your letter of October 4, 1951, 
requesting from this Commission a report on S. 2209, a bill to provide for the 
construction of a circumferential highway in the vicinity of the District of Co- 
lumbia, and for other purposes. 

At its regular meeting on October 12, and following a discussion of the bill with 
representatives of the Maryland-National Capital Park and Planning Commis- 
sion, this Commission voted unanimously to endorse 8. 2209, but also to recom- 
mend to the Congress the amendment set forth below. 

In support of the main thesis of the bill the following factors can be enumerated: 

1. The proposal to build a cireumferential expressway around Washington, 
linking the Baltimore Parkway with the Shirley Highway, conforms in general 
to the regional proposals of this Commission’s comprehensive plan for Washington 
and its environs, as shown on the enclosed map. ; 

2. A requirement for bypassing the city to the north and west is included. The 
northern route will satisfy a greater number of existing and unmet needs than 
would a bypass to the east and south of the city. 

3. The bill’s avoidance of specifying, even broadly, the distance between the 
proposed expressway and the center of Washington seems the prudent course at 
this early stage. This Commission was somewhat alarmed by newspaper specula- 
tion, accompanying the intreduction of the bill, to the effect that the expressway 
might be 12 or even 15 miles from the center of Washington. It is to be hop od 
that the Secretary of Commerce will give due consideration to the large existing 
population and existing Federal employment centers that would be served by an 
expressway located 8 to 10 miles from the center of Washington. If a route 
within the District of Columbia should be found desirable, the right-of-way for 
the proposed Fort Drive is already available. _ ; : 

4. ‘Lhe proposal for Federal financing is realistic and virtually imperative to the 
accomplishment of the stated aims of the bill. ‘lhe Maryland and Virginia High- 
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way Departments would almost certainly not be in a position to finance*such a 
project in the foreseeable future, or even to make substantial contributions to it. 
Both agencies are hard-pressed to improve existing highways in the vicinity of 
Washington and to provide new radial routes for the commuter traffic. In addi- 
tion, it is wholly unlikely that the Maryland State Roads Commission would 
give serious thought to a Washington circumferential before providing a similar 
facility around Baltimore. The latter project, which is equally badly needed, 
would drain the Maryland Commission’s financial resources for years to come. 
5. The provision for controlled access, with control firmly lodged in the hands 
of the Secretary of Commerce, is considered essential. Built to lesser standards, 
the circumferential would scarcely justify so great an expenditure of Federal funds. 


PROPOSED AMENDMENT 


The Commission recommends the addition of the following language at the end 
of section 6 (p. 5, line 7): “Provided, That before determining the location of the 
circumferential highway, the Secretary of Commerce shall request the National 
Capital Park and Planning Commission to submit a report and recommendation 
as to the relationship of the proposed location to the comprehensive plan for the 
National Capital and its environs, and said Commission shall submit such report 
and recommendation within sixty days thereafter.”’ 

Although this amendment probably requires the Secretary to do nothing that 
he would not do anyway, under the consultation provision stated elsewhere in 
seetion 6 of the bill, the Commission’s request for its inclusion is founded on both 
principle and expediency. 

As a matter of principle, it seems obvious that a Federal facility of such great 
magnitude should be carefully adjusted and harmonized insofar as possible to 
existing and planed local conditions with a view to minimizing the impact. 

As a matter of expediency, it would appear desirable that the Congress give the 
local governments of the environs and their planning agencies some unequivocal 
assurance that they will have a voice in their own destiny. The simplest and most 
dignified way of doing this is to make full use of this Commission, which already 
serves as a focal point and central clearinghouse for the suburban planning agencies 
in their dealings with the Federal Government. 

Such a provision was written into the law authorizing the Secretary of Commerce 
to establish what is now known as the proposed Burke, Va., Airport (Public Law 
762, 8lst Cong.). The procedure worked very well in the airport case, and the 
Commission was able to minimize the opposition of the Fairfax County authorities 
through negotiation and mutual concessions. 

On the other hand, a similar amendment was requested but denied in the case 
of the recent bill for the dispersal of Federal employment centers. Committee 
members will recall the alarm that was voiced by suburban officials at the com- 
mittee hearings and in the newspapers. ‘The outcome was that all four Senators 
from Maryland and Virginia voted against the bill, thus supplying the margin that 
defeated the bill. 

It is earnestly believed that provision in 8S. 2209 of adequate planning consulta- 
tion, with time enough allowed for this Commission to review the proposed location 
of the highway with the local agencies, will encourage support of the bill by those 
local agencies. 

As a further perfecting amendment, let me suggest that the name ‘Northern 
Virginia Regional Planning Board” be corrected to read ‘‘Northern Virginia Re- 
gional Planning and Economic Development Commission,’’ which is the proper 
and legal title of that agency. 

I have been advised by the Bureau of the Budget that there is no objection to 
the presentation of this report to your Committee. 

Sincerely yours, 
Joun A. Remon, Chairman. 





GENERAL SERVICES ADMINISTRATION, 
Washington, D. C., January 16, 1952, 
Hon Dennis CHAVEZ, 
Chairman, Committee on Public Works, 
United States Senate, Washington, D. C. 

Dear SENATOR CHAVEZ: Reference is made to your letter of October 4, 1951, 
requesting a report by this Administration on 8. 2209, to provide for the con- 
struction of a circumferential highway in the vicinity of the District of Columbia, 
and for other purposes, 
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The bill would direct the Secretary of Commerce to provide for the planning, 
construction, improvement, maintenance, and operation of a circumferential 
highway in the vicinity of the District of Columbia extending from a point on 
the Baltimore-Washington Parkway in Maryland thence in a general northerly, 
westerly, and southerly direction to a point on the Shirley Highway in Virginia. 
Broad authority would be granted to the Secretary of Commerce to determine 
and control the location and the number of points at which access to the highway 
should be permitted, to regulate the use of the highway by various classes or 
types of vehicles or traffic, to enter into agreements with the States of Maryland 
and Virginia, or their subdivisions, and the District of Columbia in connection 
with the construction and administration of the highway facilities, and other- 
wise to take all necessary action to effectuate the project. The Secretary is ‘to 
consult in the broad planning of the highway with the: Commissioners of the 
District of Columbia, the National Capital Park and Planning Commission, the 
Maryland National Capital Park and Planning Commission, and the Northern 
Virginia Regional Planning Board, and is to coordinate designs, plans, and 
specifications with the Commissioners of the District of Columbia, the highway 
departments of Maryland and Virginia, and the National Park Service. A sum 
not in excess of $30,000,000 would be authorized to be appropriated to the 
Secretary of Commerce to carry out the provisions of the measure, of which 
$10,000,000 would be available for contract immediately upon enactment. 

The General Services Administration is strongly in favor of the passage, of 
S. 2209, whether viewed as peacetime or national defense legislation. Presént 
traffic congestion in the District of Columbia being notorious, this circumferential 
highway would be in aid of the free and accelerated circulation of traffle in and 
around the District, redound to the benefit of the Government by improvement 
of highway communication among Government agencies located in the District 
and its environs and thus contribute to the dispatch of Government business, 
and generally promote public convenience and safety. In the event of hostilities 
or enemy attack upon the seat of Government, the benefits indicated as afore- 
said as resulting from the existence of the highway would be enhanced, and, 
in addition, the facility would be vital as an alternate route for movement of 
troops, equipment, and supplies, and for relief, evacuation and other civil 
defense purposes. 

The General Services Administration therefore urges favorable report by your 
committee on 8. 2209 and early enactment thereof by the Congress. 

The Bureau of the Budget has advised that there is no objection to the sub- 
mission of this report to vour committee. 

Sincerely yours, 
Jess Larson, Administrator. 


DEPARTMENT OF COMMERCE, 
January 29, 1952. 
Hon. Dennis CHAVEZ, 
Chairman, Committee on Public Works, 
United States Senate 

Dear Mr. CHatrMan: This letter is in further reply to your request of October 
4, 1951, for the views of this Department concerning S. 2209, a bill to provide 
for the construction of a circumferential highway in the vicinity of the District 
of Columbia, and for other purposes. 

The bill would authorize and direct the Secretary of Commerce to provide for 
the planning, construction, and operation of a controlled-access circumferential 
highway connecting the Baltimore-Wasbington Parkway with the Shirley High- 
way. An authorization of $30,000,000 for these purposes is carried in the bill, 
$10,000,000 of which would be available immediately. 

We believe that the purpose of the bill and its objectives are highly desirable 
and in the public interest, and that action leading to their accomplishment is 
not only timely but long overdue. We are, therefore, in favor of the enactment 
of such legislation. It should be point out, however, that the actual cost of such 
a project would vary substantially according to location and no dependable esti- 
mate of such cost can be made until the location is determined and a construction 
survey has been made, authority for both of which would be comprehended within 
the provisions of the bill. The constantly increasing cost of labor and materials 
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that enter into construction indicates that the proposed authorization of 
$30,000,000 may be insufficient and that insofar as can be determined on the 
basis of information now available a more reasonable approximation of the cost 
of the project would be $36,000,000. 

However, at the present time, the highway planning study of the regional! 
highway planning committee for metropolitan Washington is being conducted to 
determine the need for additional highway and bridge facilities to relieve conges- 
tion in the metropolitan area. This survey should be of valuable assistance in 
determining the general benefits to be derived by the area from such a highway 
by the State of Maryland and Virginia, and by the District of Columbia, and, 
accordingly, should be of assistance to the Congress in determining what propor- 
tion, if any, of the cost should be borne by each of said States and the District of 
Columbia. The results of this survey, which should be available within about 60 
days, can be furnished to the appropriate committees of the Congress, if desired, 
at any hearings that may be held on the pending legislation. 

We are advised by the Bureau of the Budget that it would interpose no objection 
to the submission of this report. If we can be of further assistance in this matte: 
please call upon us. 

Sincerely yours, 
CHARLES Sawy!t R, Se retary of Commerce. 


DEPARTMENT OF JUSTICE, 
January 14, 1962. 
Hon. DENNIS CHAVEZ, 
Chairman, Committee on Public Works, 
United States Senate, Washington, D. C. 

My Dear Senator: This is in response to your request for the views of the 
Department of Justice relative to the bill (S. 2209) ‘‘To provide for the construc- 
tion of a circumferential highway in the vicinity of the District of Columbia, 
and for other purposes.”’ 

The bill would provide for the construction of a circumferential highway in the 
vicinity of the District of Columbia by authorizing the Secretary of Commerce 
to provide for the planning, construction, and other necessary details regarding 
the proposed highway from a point on the Baltimore-Washington Parkway in 
Maryland, thence in a general northerly, westerly, and southerly direction to a 
point on the Shirley Highway in Virginia. The highway is to be constructed so 
as to provide a suitable bypass of the Nation’s Capital between the arterial 
highways to and from the District of Columbia and to aid in prompt evacuation 
of the District for civil defense purposes. 

This Department is particularly interested in the language found in section 3, 
page 3, lines 3 through 7 of the bill, authorizing the Secretary of Commerce to 
acquire land and spend money for the project “prior to approval of title by the 
Attorney General (without regard to provisions of sees. 355, 1136, and 3709 of 
the Revised Statutes, as amended, and without regard to State, municipal, or 
local laws, ordinances, or regulations).’’ -Section 355 of the Revised Statutes 
requires that the Attorney General approve the title to land purchased by the 
United States before the expenditure of public money. The Department of 
Justice has consistently opposed language in bills directly waiving the provisions 
of section 355. However, in this case it appears that the language ‘‘without regard 
to provisions of sees. 355 * * * would relate to the preceding language 
authorizing occupancy and improvements prior to approval of title by the Attorney 
General. The implication would be that the Attorney General would not lose the 
right of approving the title ultimately, as he would if the language ‘‘without regard 
to * * * sees. 355 * * *’ were used exclusively without reference to any 
other language. Under these circumstances the Department of Justice finds no 
objection to the enactment of the bill but suggests that the intent of the language 
as interpreted herein be made clear in the legislative history of the bill. 

The Director of the Bureau of the Budget has advised that there is no objection 
to the submission of this report. 

Sincerely, 
A. Devirr VANECH, Deputy Attorney General. 
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DEPARTMENT OF THE INTERIOR, 
OFFICE OF THE SECRETARY, 
Washington, D. C., January 25, 1952. 
Hon. Dennis CHAVEz, 
Chairman, Committee on Public Works, 
United States Senate. 

My Dear Senator Cuavez: This will reply to your request of October 4, 1951, 
for a report on §. 2209, entitled ‘‘A bill to provide for the construction of a cireum- 
ferential highway in the vicinity of the District of Columbia, and for other pur- 
poses.” 

I recommend the enactment of 8. 2209, if amended as recommended to yonr 
committee by the National Capital Park and Planning Commission. 

This proposed legislation would authorize the construction of a circumferential 
highway in the vicinity of the District of Columbia to provide for free circulation 
of traffic, aid National Defense, improve facilities for access to and egress from the 
District of Columbia, relieve present traffic conditions, and promote pubiic safety. 

The Bureau of Public Roads, Department of Commerce, would have the 
primary responsibility for the planning, construction, and maintenance of the 
circumferential highway. When constructed, it would provide a controlled 
access facility in the vicinity of the Nation’s Capital for the interchange of traffic 
between the arterial highways to and from the District of Columbia and the 
various Federal establishments located in the vicinity of the District of Columbia 
and its outiying areas. 

The Secretary of Commerce would have the responsibility, under the provisions 
of the proposed legislation, for making the final decisions with regard to construc- 
tion, land acquisition, physical structures, the location and the number of points 
of access to such highway, and the use of the highway by various classes or types of 
vehicles or traffic. Moreover, the Secretary of Commerce, before making such 
decisions, would be required to consult, in the broad planning of the circumferential 
highway, with the Commissioners of the District of Columbia, the National 
Capital Park and Planning Commission, the Maryland National Capital Park and 
Pianning Commission, and the Northern Virginia Regional Planning Commission, 
He would also coordinate the designs, plans, and specifications for this highway 
with the Commissioners of the District of Columbia, the Highway Departments 
of the States of Maryland and Virginia, and the National Park Service. 

Section 3 of the bill would authorize the Secretary of Commerce to acquire 
by purchase, donation, condemnation, or otherwise, the necessary tand, rights-of- 
way, and interest in lands for the circumferential highway, including the control 
of access thereto. He also would be authorized to convey and exchange land or 
interests in land so acquired to and with the highway departments of the States 
of Maryland and Virginia or their political subdivisions in order that the under- 
taking authorized by the provisions of 8. 2209 would be carried out to the fullest 
extent possible in the interest of improving raffic, public safety, and the national 
defense. 

This Department has before it copies of the report submitted to your committee 
by the National Capital Park and Planning Commission recommending two 
amendments to S. 2209. The primary amendment recommended woud provide 
for the National Capital Park and Pianning Commission to submit a report and 
recommendation as to the relationship of the proposed location of the highway 
to the comprehensive pian for the National Capital and its environs. This 
Department is in agreement with the report submitted by the National Capital 
Park and Pianning Commission and recommends the enactment of 8S. 2209, when 
amended as recommended by that Commission. As the agency created by the 
Congress to map out “a comprehensive plan for Washington and its environs,”’ 
the Commission’s suggested amendment to section 6 of the bil! is deserving of 
careful consideration. 

I am advised by the Bureau of the Budget that there is no objection to the 
submission of this report to your committee. 

Sincerely yours, 


Dae E. Dory, 
Assistant Secretary of the Interior. 


Senator Casx. All of these letters are favorable to the bill and sup- 
port it and state that there is no budget objection to it and one of 
them says that the bill is not merely timely but overdue. 

In view of the fact that the bill presently under consideration does 
deal with some special highway projects, the Inter-American Highway 
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program and the Nicaraguan Highway program, it occurred to me 
that it would be appropriate to offer this as an amendment to the bill. 
I would like to invite Mr. MacDonald’s comments on the bill as 
a proposed amendment to the General Highway Act, either now or 
at the chairman’s pleasure. 
(The proposed amendment follows:) 


[S. 2437, 82d Cong., 2d sess.] 


Amendment interded to be proposed by Mr. Case to the bill (S. 2437) to amend and supplement the Fed} 
eral-Aid Roed Act approved. July 11, 1916 (39 Stat. 355), as amended and supplemented, to authorize 
appropriations for continuing the construction of highways, and for other purposes, viz: On page 9, line 
9, insert a new section as follows, and renumber the present section 10, section 11, and section 12 so asto 
read section 11, section 12, and section 13 


Sec. 10. (a) That to provide for free circulation of traffic, promote national 
defense, improve facilities for access to and egress from the District of Columbia, 
relieve traffic congestion, and to promote public safety, the Secretary of Com- 
merce is hereby authorized and directed to provide for the planning, construction, 
improvement, maintenance, and operation of a circumferential highway, which 
shall include bridges and other necessary appurtenances, in the vicinity of the 
District of Columbia extending from a point on the Baltimore-Washington Park- 
way in Maryland, thence in a general northerly, westerly and southerly direction 
to a point on the Shirley Highways in Virginia. 

(b) The highway shall be constructed, developed, operated, and administered 
as a controlled access facility to provide a protected, safe, and suitable bypass 
and circumferential highway route in the vicinity of the Nation’s Capital, permit 
interchange of traffic between the arterial |highways to and from the District of 
Columbia, permit prompt evacuation of the District of Columbia, for civil defense 
purposes, and to provide an adequate and efficient means of highway com- 
munication among the various Federal establishments located in the vicinity of 
the District of Columbia and it outlying areas. To avoid impairment of these 
purposes, the Secretary of Commerce shall determine and control the location and 
the number of points at which access to such highway shall be permitted, and 
shall regulate the use of the highway by various classes or types of vehicles or 
traffic. 

(c) The Secretary of Commerce is authorized to acquire by purchase, lease, 
exchange, donation, condemnation, or otherwise, such rights-of-way, lands, or 
intérests in lands, including the control of access thereto from adjoining lands, as 
may be required for the purposes of the Act, in accordance with the laws of the 
United States (including the Act of February 26, 1931, 46 Stat. 1421), and may 
enter upon and take possession thereof, and expend public funds for the project 
herein authorized, prior to approval of title by the Attorney General (without 
regard to provisions of sees. 355, 1136, and 3709 of the Revised Statutes, as 
amended, and without regard to State, municipal, or local laws, ordinances, or 
regulations). The costs incurred by the Secretary of Commerce in acquiring 
any such rights-of-way, lands, or interests in lands, including the control of 
access thereto from adjoiing lands, may include the cost of examination and 
abstract of title, certificate of title, appraisals, advertising, and any fees or other 
necessary costs incidental to such acquisition. The Secretary of Commerce is 
further authorized and directed when he shall determine that such action will 
be in the publie interest, to convey any lands or interest in lands, including the 
control of access thereto from adjoining lands, acquired by him in any State under 
the provisions of this section to the highway department of such State, or to such 
political subdivision thereof as its laws may provide, upon such conditions as 
may be agreed upon by the Secretary of Commerce and such highway department 
or political subdivision providing for the acceptance of same and for the mainte- 
nance, preservation, and use of the project as constructed thereon. 

(d) The Secretary of Commerce is authorized to accept on behalf of the United 
States from private owners, State and local governments, title to any lands, rights- 
of-way over lands, or other interests in lands as may be required for the purposes 
of this Act, and also to accept for such purposes the transfer of jurisdiction to the 
Department of Commerce of lands or interests in lands from any Federal agency 
or department, without reimbursement to such Federal agency or department 
having jurisdiction thereof, when such transfer is mutually agreed upon by the 
Secretary and such department or agency;. and such transfer of jurisdiction by 
any such department or agency of the Federal Government in possession of such 
lands is hereby authorized. 
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(e) The Secretary of Commerce is authorized to enter into agreements with 

the States of Maryland and Virginia, or their subdivisions, and the District of 
Columbia, for the construction, development, maintenance, and administration 
of the facilities authorized herein, including control of access thereto from adjoining 
lands, the use of the highway by various classes or types of vehicles or traffic, and 
for such other matters as the Secretary may deem necessary for carrying out the 
purposes of this Act. 

(f) The Secretary shall consult in broad planning of the circumferential high- 
way with the Commissioners of the District of Columbia, the National Capital 
Park and Planning Commission, the Maryland National Capital Park and Plan- 
ning Commission, and the Northern Virginia Regional Planning Board, and shall 
coordinate designs, plans, and specifictions with the Commissioners of the District 
of Columbia, the highway departments of the States of Maryland and Virginia 
and the National Park Service. 

(g) The Commissioners of the District of Columbia are authorized to route and 
reroute traffic on and close or cause to be closed, streets, highways, or roads, and 
to construct such connecting roads, streets, or approaches as may be necessary 
within the District of Columbia to provide adequate access and connections to 
the circumferential highway. 

(h) There is hereby authorized to be appropriated to the Secretary of Com- 
merce the sum of not to exceed $36,000,000 to carry out the provisions of this Act. 
Funds authorized and made available under this Act may be used to pay all or 
any part of the cost of constructing the project herein authorized, and the acquisi- 
tion of additional or new rights-of-way necessary for such project, including the 
control of access thereto, to the extent determined by the Secretary of Com- 
merce, may be included as part of the construction costs of such project. Appro- 
priations provided under this authority shall, when so specified therein, remain 
available until expended: Provided, That $10,000,000 of the sum authorized by 
this section shall be available for contract immediately upon passage of this Act. 

Senator HoLLANb. Off the record. 

(There was discussion off the record.) 

Senator HoLtitanp. The committee will rise until 2 o’clock. 

(Whereupon, at 12:15 p. m., the committee recessed to reconvene at 
2 p. m., of this same day.) 


AFTERNOON ‘SESSION 


Senator HoLLanpb. The hearing will resume. 
Mr. Tallamy is our next witness. 


STATEMENT OF BERTRAM D. TALLAMY, PRESIDENT, AMERICAN 
ASSOCIATION OF STATE HIGHWAY OFFICIALS 


Mr. Tattamy. Mr. Chairman and members of the committee, 
my name is Bertram D. Tallamy. I am president of the American 
Association of State Highway Officials, an organization which has 
maintained cordial and cooperative relationships with this committee 
and its predecessors for more than 35 years. I am also superintendent 
of public works of the State of New York, and chairman of the New 
York State Thruway Authority. It is in my capacity as head of the 


however, that I 


American Association of State Highway Officials, 
address my remarks to you today. 


Mr. Chairman, I have a pre pared statement of about two and a half 
pages. In the interest of conserving your item and still covering all 
the points, if you have no objection, I would like to read the statement. 

Senator HoLtianp. You may proceed, Mr. Tallamy. 
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Mr. Tatiamy. The association is composed of responsible highway 
officials of the 48 States, Hawaii, Puerto Rico, and the District of 
Columbia, with the cooperation of the United States Bureau of Public 
Roads. It is customary, as you know, for the association to present 
its views on highway requirements to the appropriate congressional 
committees whenever a new revision of the Federal-Aid Road Act is 
pending. 

As you may recall, 2 years ago the association recommended 
$810 million in Federal funds for each of the fiscal years 1952 and 1953 
for the four principal Federal-aid systems. After due consideration, 
the amount approved by Congress was $310 million short of that 
figure. In the judgment of the association, the sounder policy would 
have been to approve the full amount. During the succeeding 2- 
year period, the Nation’s highway system has fallen behind to the 
extent of another $620 million worth of work which could have been 
undertaken had the recommendations of the American Association of 
State Highway Officials been followed. In addition, the system 
suffered further losses due to obsolescence and price increases. 

The association met in Chicago on November 27, 1951. It adopted 
a seven-point national policy statement covering the apportionment of 
Federal-aid for the fiscal years ending June 30, 1954, and June 30, 
1955. 

We have the American Association’s policy statement here, and if 
[ have your permission I would like to insert it in the record. 

Senator HoLLanp. Without objection, it will be incorporated in the 
record. 

(The statement referred to is as follows:) 


NATIONAL PoLicy STATEMENT OF THE AMERICAN ASSOCIATION OF STATE HIGHWAY 
OrriciALs RELATING TO New FEpERAL-AID LEGISLATION FOR HIGHWAYs, AS 
APPROVED AT A MEETING OF THE CHIEF ADMINISTRATIVE OFFICERS OF THE 
ASSOCIATION CONVENING AT CuicaGco, ILL., NOVEMBER 27, 1951 


The chief administrative officers of the member departments of the American 
Association of State Highway Officials, pursuant to the call of the executive 
committee, met in Chicago, Ill., on November 27, 1951, at the Edgewater Beach 
Hotel for the purpose of considering the question of a national policy statement 
for the association for submission to the national Congress for their consideration 
in connection with new legislation for Federal aid for highways that should be 
considered by the Congress convening in January 1952. 

In accordance with the constitutional procedure of the association, the following 
national policy was approved: 

1. Four authorizations for regular Federal-aid funds on an annual basis: 


System Amount 1950 act 
; recommended | authorization 
Interstate $210, 000, 000 
Primary ; : See 270, 000, 000 $225, 000, 000 
Secondary 180, 000, 000 150, 000, 000 
Urban 4 150, 000, 000 125, 000, 000 
Total 810, 000, 000 | 500, 000, 000 











78 FEDERAL AID HIGHWAY ACT OF 1952 


2. That the Federal-aid primary, secondary, and urban allocations be distrib- 
uted among the States in accordance with the regular formulas and matching basis 
as provided in the Federal-Aid Highway Acts of 1944, 1948, and 1950 (these 
provisions are that all funds be matched on a 50-50 basis; the primary funds 
being apportioned on a formula of one-third population, one-third post-road 
mileage, and one-third area; secondary funds being apportioned on the formula 
of one-third rural population, one-third post-road mileage, and one-third area; 
the urban funds being apportioned on the basis of population of urban areas). 

3. That the interstate funds be apportioned on the basis of population of the 
States and that no State receive less than three-fourths of | percent, as was 
provided in the recommendations of this association to the Congress in 1950, 
and as was embodied in H. R. 7941 as passed by the House in 1950, and that the 
matching ratio be on a 50-50 basis. 

4. (a) For forest highways there should be authorized the sum of $32,000,000 
annually; (6) that for forest development roads and trails there should be author- 
ized $28,000,000 annually; (c) that for the construction, reconstruction, improve- 
ment, and maintenance of roads and trails, including necessary bridges in national 
parks, monuments, and other areas administered by the National Park Service, 
there should be authorized $16,000,000 annually; (d) that for the construction 
and maintenance of parkways to give access to national parks and national 
monuments, or to become connecting sections of a national parkway planning, 
there should be authorized $17,000,000 annually; (e) for the construction, im- 
provement, and maintenance of Indian reservation roads and bridges, and roads 
and bridges to provide access to Indian reservations and Indian lands, there should 
be authorized $10,000,000 annually; (f) and that for roads on unappropriated 
public lands, as delineated in the Federal-Aid Highway Act of 1950, there should 
be authorized $5,000,000 annually. 

5. That for that section of the present Federal-Aid Highway Act relating to 
emergency relief fund for national] disaster, as set forth in the Federal-Aid Highway 
Act of 1950, there should be authorized $15,000,000. 

That not more than 25 percent of the amount apportioned to each State 
for the primary and secondary systems may be switched from one system to the 
other, provided the State highway department makes such request and it is ap- 
proved by the commissioner of public roads as being in the public interest. 

That these recommendations should be applicable for the fiscal year ending 
June 30, 1954, and for the fiscal year ending June 30, 1955. 


Mr. Tattamy. The American Association of State Highway 
Officials has no basic disagreement with the mechanics of F ederal-aid 
as presently established. The variance is in the amount of Federal 
participation in meeting the Nation’s critical highway needs. In 
testimony presented to C ongress 2 years ago, the association esti- 
mated it would require $29 billion to bring the Federal-aid system of 
highways alone up to date. 

I might interpose here that the $29 billion represents the amount of 
money that would have had to have been spent at that time to rebuild 
and reconstruct the highways that were in need of rebuilding at that 
particular date. 

Senator HoLuanp. You mean both Federal and State funds? 

Mr. Tatuiamy. That is right, Federal and State funds. But it did 
not include any construction that would have to be taken into con- 
sideration during the period of actual construction. This year our 
association estimated $32 billion as shown in the accompanying table. 
You have a table attached there which shows State by State the results 
of a very careful survey made by our association as to the current 
highw ay needs on the Federal-aid systems alone. 

Senator Hottanp. Do you wish that table incorporated in the 
record? 

Mr. Tatuamy. I do, if I may. 

Senator HoLtLanp. Without objection it will be incorporated. 

(The table referred to is as follows:) 
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Federal-aid highway needs, 1951 —all Federal-aid systems— 


needed improvements 
as of Dec. 31, 1951 


[Compiled by American Association of State Highway Officials. Preliminary] 
































Federal-aid highway systems 
Primary Secondary Urban All systems 
State | Bi en 
Miles in | Miles in | Miles in (ar 
need 0 pt | need of . | need of i ; mm ; 
improve- Cost |improve- Cost improve- Cost _need of Total cost 
ment ment | ment | pov 
ment 
Thou- Thou- Thou- Thou- 
sands sands sands sands 
Alabama 1, 645 $127, 481 4,918 | $107,013 204 $69, 662 6, 767 $304, 156 
Arizona 1, 922 97, 55 2, 613 | 71, 151 55 23.714 | 4, 590 192, 419 
Arkansas 3, 036 233, 979 12,388 | 283, 164 27 57, 455 15, 551 574, 598 
California 4,837 | 1 6, 100 700, 527 675 |1,184,100 | 11,612 | 3, 146, 552 
Colorado 1, 483 2, 309 125, 160 113 70, 182 3, 905 368, 606 
Connecticut 376 287 70, 182 237 363, 935 900 647 713 
Delaware 412 1, 043 22, 915 | 35 34, 688 1,490 130, 137 
Florida 721 2, 319 87, 836 | 277 77, 843 3,317 : 
Georgia 3, 098 8,516 | 216, 791 326 171, 394 11, 940 
Idaho 1, 981 2, 279 54, 098 36 7,170 4, 246 
Illinois 4, 084 4, 037 83, 764 485 790, 573 8, 606 
Indiana 3,374 | 5,683 | 300, 425 284 61,056 | 9,341 
lowa 7, 735 18,882 | 208, 462 904 74, 130 27, 521 
Kansas 4, 040 ' 10,7 115, 73¢ 100 , 37 14, 687 
Kentucky 8, 048 | 7,428 272, 332 117 10, 593 | 
Louisiana 2, 038 4, 040 86, 540 163 6, 241 
Maine 953 745 30, 051 &2 1, 780 | 
Maryland 947 1, 579 144, 947 | 165 | 2,691 
Massachusetts 838 1,912 269, 501 665 3,415 
Michigan 3,3 8, 728 224, 381 286 12, 236 
Minnesota 4, 12, 216 245, 387 352 16, 708 
Mississippi 3, 6, 550 105, 265 130 10, 034 
Missouri 5, 13, 000 118, 000 63 18, 753 
Montana 4, 1,944 63, 368 20 6, 125 
Nebraska 3, 4,835 113, 550 74 8, 502 
Nevada e 1,172 26, 960 22 2, 3,035 
New Hampshire R65 64,011 108 a 1,851 
New Jersey iy 637 38, 214 243 8, 1,571 
New Mexico 3, 002 3,024 75, 819 RY 12, 420 6,115 
New York. 8,185 | 1, 10, 220 810,333 + 1,001 604, 169 19, 415 
North Carolina , 282 3, 382 80,175 218 89, 598 7, 882 
North Dakota. 2, 309 8, 726 121, 383 | 165 30, 900 11, 200 | 
Ohio 3,047 4,398 | 293, 636 362 | 463, 754 7, 807 
Oklaboma.. 4, 804 6, 880 173, 258 155 98, 880 11, 839 
Oregon. 3,311 288, 092 4, 246 149, 613 $1 52, 198 7,688 
Pennsylvania 7 4,107 879, 010 5, 018 310, 604 233 245, 685 9, ; 
Rhode Island 107 31, 330 77 7, 867 98 27, 900 
South Carolina. 3,310 113, 102 4, 651 63, 525 | 143 81, 629 
South Dakota_. 3, 747 247, 042 8, 195 135, 500 73 15, €93 
Tennessee 3, 867 617, 089 6, 570 195, 430 110 77,177 
‘Texas 12, 677 733, 380 13, 904 261, 9838 654 317, 952 
Utah 1,721 149, 200 1, 891 47, 000 131 52, 500 
Vermont 789 101, 058 756 40, 207 30 9, 735 ’ 
Virginia 3, 642 351, 581 10, 654 258, 278 233 109, 783 14, 529 | 
Washington 2,611 329, 855 4,016 159, 349 142 154, 614 6, 769 
West Virginia. .- 2, 149 453, 831 9, 399 516, 682 73 201, 830 11, 721 
Wisconsin 4, 225 342,774 10, 127 456, 037 178 110, 412 14, 530 | 
W yoming ; 2, 467 129, 149 891 16, 329 32 12, 347 3, 390 
District of Columbia ! 0 ie ; 15 3,412 50 212, 256 65 
Hawaii... 149 16, 980 175 23, 710 15 9,310 339 ! 
wens. sa. | 148, 696 (15, 266,235 | 264,886 8, 458, 900 10,714 |8, 282,110 | 424,206 |32, 007, 245 
! Data for 1949 estimate; 1951 data not reported. 
SUMMARY OF MILEAGES 
| Percentage 
Total | in need of 
approved | improve- 
ment 
Primary 219, 227 | 68 
Secondary. . i b 429, 438 | 62 
Urban : 15, 799 | 67 
a Nai al ae ith le la ct ae da a ‘ 664, 464 64 
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Mr. Tatuamy. In other words, during the 2-year period, we have 
fallen behind to the extent of $3 billion worth of construction in spite 
of the fact that during this period approximately $3 billion worth of 
work was actually accomplished on this system. In other words, total 
obsolescence in the 2-year interval amounted to $6 billion. We accom- 
plished $3 billion worth of work but wound up at the end of the 2-year 
period $3 billion behind the 1950 level of construction needs. Further- 
more, our surveys show that, while two-thirds of the mileage on the 
Federal-aid system needs replacement, only 40 percent of each year’s 
urgent requirements are actually accomplished. 

The association has maintained that the recommended $810 million 
is a minimum requirement. For instance, if it were decided to take 
care of just the most urgent highway needs by stretching the work 
over a 20-year period, it would require about $800 million of Federal- 
aid annually; and this makes no provision for the obsolescence that 
would occur every single year. When that fact is considered in the 
light of the life of a highway, which generally averages about 20 years, 
it is apparent that the $800 million figure is a bare minimum if we are 
to catch up eventually with our construction backlog and keep the 
Federal-aid systems in reasonable step with highway deterioration 
and increased traffic. Even at the recommended rate of Federal-aid, 
the States themselves would have to spend large sums of additional 
unmatched State money on the Federal systems. In this connection, 
I might point out here that the States and their governmental sub- 
divisions now spend about $8 on construction alone for ev ery $2 of 
Federal funds. 

The CHarrMAN. You are not speaking now of the Federal-aid 
system? 

Mr. Tatiamy. No; that is all of the systems, but I am speaking 
only of the construction. 

Furthermore, when maintenance and other costs are added to 
expenditures on the Federal systems, the ratio becomes $9 contributed 
by the State and its subdivisions to every dollar of Federal-aid. 

The only Federal-aid bill before this committee is S. 2437 which 
would provide a total of $600 million annually for all Federal-aid 
systems. This bill follows our recommendations generally but makes 
no authorization for the interstate system, whereas the American 
Association of State Highway Officials recommends $210 million for 
this important national network. This system consists of only 40,000 
miles of conventional highways, out of a total of about 640,000 miles 
on the Federal-aid system alone, but it carries 20 percent of our rural 
traffic. To express it another way, 6}5 percent of the Federal-aid road 
mileage carries 20 percent of our rural traffic. It produces even more 
than 20 percent of the Federal highway use revenues derived from 
traffic on the Federal-aid system because the interstate system carries 
a much higher percentage of the heavy truck traffic than the other 
systems. As a result of the importance and heavy use of this system, 
it quite generally is the one in greatest need of repair and reconstruc- 
tion toa ‘high standard. A substantial start on the long-range program 
of constructing this vital national highway network is deemed essential 
by the association. 

Senator HoLLanp. You mean construction or reconstruction? 

Mr. Tauuamy. Well, it is both construction and reconstruction, 
depending upon the location of the actual work. 

Senator Hotutanp. Most of it would be reconstruction, would it not? 
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Mr. Tautuamy. I think the greatest mileage would be reconstruction. 

Senator HoLLANb. You are speaking now of the 40,000 miles inter- 
state system alone? 

Mr. Tauuamy. |-am. 

I scarcely need point out to this committee that we have become 
utterly dependent on the motor vehicle for the smooth and efficient 
operation of our economy. The rise in truck transportation has been 
one of the most spectacular facts of our century and particularly of 
the postwar years. In 1945 there were 5,000,000 trucks on our high- 
ways. This year there are more than 9,000,000—an increase of 90 
percent. ‘Ton-miles of motor freight transportation in 1945 totaled 
55 billion; today the total is about 115 billion—an increase of 108 
percent in that short period. ‘Trucks carry 90 percent of all live 
poultry and 63 percent of all new automobiles. They transport fuel 
oil to 4,500,000 domestic consumers. Sixty-six percent of all freight 
tonnage and everything grown on our farms moves at one time or 
another over the Nation’s highways. 

New automobiles and trucks are being turned out much faster 
than the old ones are being retired. By 1950 we had 5,000,000 more 
motor vehicles on the highways than were predicted for 1960. Despite 
material shortages and cut-backs, another 3,800,000 new automobiles 
will be turned loose on the highways this year. We already have 
about 40,000,000 passenger cars, 9,000,000 trucks, and 200,000 busses 
in operation; and the prospect has been recognized by some of our 
largest rubber and automobile manufacturers in the form of a national 
advertising campaign devoted to the cause of better roads. 

Obviously the existing rate of Federal constributions falls far short 
of providing for a continuing, integrated program necessary to bring 
our highway plant up to midcentury requireme nts. It is not possible 
in the foreseeable future, or even in the lifetime of any of us here today, 
to accomplish this objective until there is a substantial lifting of our 
sights. The joint contribution of the State and Federal Governments 
toward the betterment of our approved Federal-aid system must be 
substantially increased in the years ahead if we are to progress beyond 
stopgap expedients and makeshift solutions to the highway problem. 
Construction and maintenance of an adequate road network requires 
a continuing, sustained effort, backed by predictable financial assis- 
tance from the Federal Government, as well as the State governments. 

As President of the American Association of State Highway Officials, 
I have tried to outline the general policy of the organization in regard 
to Federal-aid legislation now before this committee. Other me ambers 
of the association will deal with the proposed legislation in greater detail. 

In conclusion, 1 would like to express my appreciation to the 
committee for the opportunity you have granted us to express our 
views. I hope that vou will find them he pful i in your consideration of 
this important national problem. 

Mr. Chairman, I would like to point out that the recommendations 
of the association which have been inserted in the record indicate that 
we recommend that funds for the interstate system be matched in 
equal amounts byState money. In other words, that is on a 50-50 basis. 

The intent of this recommendation is that basically this shall be 
matched on a 50-50 basis, but subject to the sliding scale which 
presently prevails in our Federal-aid legislation and regarding the 
large publicly owned land States. In other words, there are some 
States where there is a very large block of United States owned land 
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where the actual matching moneys required by the State is somewhat 
reduced. It is the intent of the association to have that same formula 
prevail which is presently in effect. 

Senator Houtitanp. Now, Mr. Tallamy, looking at the exhibit 
attached to your statement, I note that you have compared the major 
items in the recommendations of your association with the amounts 
provided under existing law; that is, the 1950 law. 

Mr. Tatuamy. Yes. 

Senator Hoxtuanp. For the record I would like to question you 
briefly on those. I note that your association adds the amount of 
$210,000,000 a year for the interstate highway system, whereas the 
present act makes no authorization for that system standing by itself. 

Mr. Tatuiamy. It does not. 

Senator Hotianp. Of course, the interstate system comprises a part 
of the primary system; does it not? 

Mr. Tatiamy. Yes; it does. 

Senator HoLtianp. So that under your recommendations you would 
in effect favor the increase of the primary aid system from any author- 
ization it is given in the normal program or in the existing program by 
an amount of $210,000,000 a year which should apply solely to the 
interstate State highway portion of the primary aid system? 

Mr. Tautuamy. Yes; that is correct. 

I might point out that at the present time about 24 percent, I believe 
it is, of the primary money available for that system is actually being 
spent in the rural areas on the interstate system, and that about 46 
percent of the urban money is being spent in the interstate system right 
now. That shows the need for immediate construction of that vital 
basic national highway network. And with the $210,000,000 that 
would be made available, less money than would normally go to other 
primary-aid highways would be actually spent on the interstate 
system and thereby those other sections of the primary system would 
be substantially benefited, as well as the interstate system itself. 

Do I make that clear, sir? 

Senator HoLuanp. Yes. : 

The result, though, of making an additional grant to the interstate 
system would be particularly to augment the aid given to the primary- 
aid system and to a lesser extent to augment the aid given to the 
urban aid system? 

Mr. Tatuamy. That is correct. 

Senator HoLttanp. Now, I note that insofar as the aid given to the 
paimary, secondary, and urban system under your recommendations, 
if those three recommendations be taken standing by themselves as a 
group, you follow the same percentage of distribution which prevails 
under existing law? 

Mr. Tauuamy. That is correct. 

Senator HoLtianp. But the addition of any amount whatever to 
the interstate system would depart from the percentages now prevail- 
ing under existing law between primary, secondary and urban systems? 

Mr. Tatuamy. Yes. On the interstate system our association 
recommends that the funds be apportioned between the various States 
on a straight population basis. 

Senator HoLuanpb. Well, in the event the committee should feel that 
the total amount recommended by your association, $810,000,000 per 
year, is too great and should decide to recommend some lesser amount, 
it is the wish of your association to depart from the percentages of 
distribution now prevailing under present law and to have a larger 
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percentage of whatever is appropriated or authorized by way of 
Federal-aid, go to the primary and urban systems than now is allowed 
through the making of a special allowance for the interstate system, 
which would come out of any over-all amount that the committee 
would decide to recommend? 

Mr. Tauuamy. Our association made a careful consideration of all 
of the systems and needs and is in agreement with the distribution 
between the urban, primary and secondary systems which presently 

exist. It does feel, however, that funds should be added for the inter- 
state system, which so happens to be a part of the primary system. 
So in view of the consideration that we have given to that subject, I 
would say that it would not be the policy of the association to change 
the balance which presently exists between the primary, secondary 
and urban, but that it is highly in favor of creating funds for the 
interstate system. 

Senator HoLtanp. But, Mr. Tallamy, suppose the committee de- 
cided that under present conditions it would be entirely out of line 
with the economic conditions of our country to recommend 
$810,000,000, and suppose it decided to recommend just $600,000,000, 
which is the amount proposed by S. 2437. We note that the recom- 
mendations of your commission in the primary, secondary, and urban 
systems add up to exactly $600,000,000, which means that if the 
interstate system is to be brought into the picture at all under those 
conditions it would have to be done by disturbing the present ratios 
between primary, secondary, and urban systems. 

In other words, you cannot divide $600,000,000 so as to give the 
amount suggested by S. 2437 and work in any additional appropriation 
for interstate, and the only way interstate would be given a larger 
part in the picture would be by departing from the prevailing basis of 
distribution. 

Mr. Tautuamy. Well, I would say that our association would not 
favor changing the basic distribution. Our association, according to 
its present consideration and policy adopted at its last convention, is 
in favor of the distributions that are presently existing between pri- 
mary, urban, and secondary funds. IJ am quite certain that an in- 
terpretation of the action taken at our convention could not be made 
so that those systems could be disturbed and the difference added to 
the interstate system. 

In other words, I don’t believe that the association intended to 
recommend to your committee or to the Congress that the percentages 
which presently exist between the primary, urban, and secondary 
systems be disturbed so that funds could be added to the interstate. 

Senator HoLtanp. That is exactly what you do by this recom- 
mendation. 

Mr. Tattamy. No. We recommend that additional funds be 
authorized. 

Senator HoLLanp. Additional over what amount? 

Mr. Tauuamy. Interstate funds have never been thus far, made 
available. The association believes that funds should be made avail- 
able for the interstate system, but it doesn’t believe that funds should 
be taken from the primary, secondary, or urban categories to supply it. 

Senator HoLianp. Well, let’s see if I understand it. Do you mean 
that if the committee decides to recommend just $600,000,000 that we 
should confine ourselves to primary, secondary, and urban systems on 
the percentage bases prevailing under present law and should not add 
anything for the interstate system? Is that what you mean? 
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Mr. Tautamy. The bill before you now is in complete agreement 
with our recommendations for the three systems. So that if the bill 
that is before you now should pass, it would be in accordance with the 
recommendations of the association for those three principal systems, 
namely, the urban, the primary, and the secondary system 

Senator Hotuanp. In other words, if that bill is passed and the 
committee feels that the most it can recommend is $600,000,000, your 
association would not expect an added item for the interstate system 
to be provided? 

Mr. Tauuiamy. Not if only the $600,000,000 can be provided. 

Senator HoLianp. All right. Now, let’s suppose we go back to 
$500,000,000, which is the base of the present prevailing law. Suppose 
the committee should decide that under the conditions of the Nation 
that only $500,000,000 should be recommended. Then, your same 
statement just made would apply, would it not—you would expect that 
amount to be distributed among the primary, secondary and urban 
systems and the percentage bases applying under present law? 

Mr. Tauuamy. Yes: 

Senator Hotuanp. And without making the picture more complex 
by bringing in an added figure for interstate system that is to come out 
of the $500,000,000? 

Mr. Tauuamy. Yes. 

Senator HoLtLanp. Then if I understand your testimony and the 
position of your association, it is that unless materially larger amounts 
are to be authorized than those provided under present law that your 
association would rather have any amount authorized confine itself to 
the present three-way basis of distribution without adding the new fac- 
tor of interstate highwavs, and that you expect to have interstate high- 
ways added asa fourth factor only in the event more than $600,000, 000 
a year is recommended by the committee or approved by the Congress? 

Mr. Tatuamy. That is the only interpretation I can place on the 
action taken by our association at their last convention. 

Senator HoLLaNnp. Now, there is no intention in your recommenda- 
tions to provide that any amount authorized and appropriated for the 
interstate system would put that interstate system solely on that ap- 
propriation and exclude the mileage of the primary system, the urban 
system which is also on the interstate system, from participating in 
the regular primary aid and urban aid distribution? 

Mr. Tautamy. No, sir; it is not. 

Senator HoLttanp. Do you know how many of the States have 
formed special secondary road organizations under the provisions of 
the 1950 act? 

Mr. Tauuamy. I have no survey of that, but I am quite sure that 
they all have that are participating in the 1950 act. We have. 

Senator HoLianp. Off the record. 

(Discussion off the record.) 

Senator HoLttanp. Mr. Tallamy, do you or does your organization 
have a compilation covering the last 5 years, let us say, showing the 
amounts of collections of the State gasoline tax revenues and other 
State revenues devoted to road construction or maintenance in the 
several States? 

Mr. Tattamy. We have compilations of that nature. Whether 
they go back the full 5 years and are continuous, I am not sure. | 
would be very happy to furnish to your committee, though, such 
records as we have pertaining to that subject. 
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Senator Hotitanp. Well, I think the committee would be interested 
in knowing how the funds for construction and maintenance of roads 
in States have been continuing or increasing in amount overa period 
of several years. 1 would say 3, 4, or 5 years, three at least, and five 
if you can furnish it, because the committee and the Congress is 
confronted with the problem here of trying to dovetail the facts in the 
national economy with the facts in the State and local economies, and 
there is not any part of the public business in which it is more neces- 
sary for us to see the practical situation in the States than it is in the 
matter of their ability under their own fixed sources of revenue to 
build and maintain roads and highways. 

If you will supply that, we would be very glad to have it. 

Mr. Tauiamy. I will be very happy to, Mr. Chairman. 

(The information referred to is as follows:) 


Estimates of revenue contributed for highway and street purposes by Federal, State 
and local Governments in continental United States 1945-50 (excludes proceeds 
of highway bond issues) 

{In millions of dollars] 


Counties, local 








Federal State lraral roads agencies Urban places Total 
Pe : | For- | Prop- Prop-| 
Year —_ aul est, Total High- erty erty | 

| ;. | Park | } way im | Total} and |», 1 and mn Grand 

> . d- ? : , . s : . $ { 
— Serv- | ae | use Tolls | Othe Tl State| mis- | Polls Total) jijc. | Tolls Total | total 
eu i ;| ice. * revenue | cella- cella- | 

ae | oto. | | neous neous 

il | i, hiccaaccadiah . 3 ei RR 

i | 

1945 67 ll 78 1, 086 42 | 59 |1, 187 263 5 268 302 14 316 | 1,849 

1946... 159 9 168 1, 450 55 | 133 /|1, 638 304 | 7 311 303 20 323 | 2,440 

1947. . 304 19} 323 1,594 | 59 | 47 |1,700 347 8 355 412 21 433 | 2,811 

1948 384 18 402 1, 808 | 65 94 1,967 | 375 | 9 384 501 23 524 | 3,277 

1949 44 22 | 486 2,075 71 102 }2, 248 407 | ll 418 555 26 581 | 3,733 

1950 435 30 465 2, 270 72 68 |2,410 | 438 12 | 450 590 30 620 | 3,945 

' ! 

Estimates of expenditures for highway and street purposes by Federal, State and 
local governments in continental United States 1945-50 (excludes principal pay- 
ments on highway bond issues) 

{In millions of dollars] 
| State highways County and local rural roads 
Year Capi- | again. | Ad- | High- Capi- | Main- | Ad- 
tal ee minis- | way | Inter- Total tal te- minis- | Inter- Total 
out- | nance | {ta po- est ; out- | nance | tra- est ; 
lay eeiy tion lice lay tion 

1945 213 291 5 28 8 645 82 310 20 35 447 

1946 520 330 89 41 54) 1,084 161 381 24 32 598 

1947 SUR 378 132 4} 50 1, 54 | 254 27 31 31 743 

IVS 1, 14 468 104 63 52 1, 851 313 177 42 30 862 

1949 1, 378 192 115 70 71 S489 369 515 5] 28 963 

1950 1, 553 505 110 | 77 61 2, 306 393 551 5b 28 1, 028 

City and village streets Total 
j | Gr 
Year Capi- | xrain-| Ad Ade | woes 
tal j° te min Inter- Total min- ; Inter- Total , 
out otal istra- est ca istra- est ™ 
lay | Baace | tion tion 

1045 59 200 24 i4 327 1% 367 SO 99 28 13 1, 432 

1946 116 227 24 43 410 21 S18 938 | 137 4! 129 2, 063 

1947 217 262 38 40 | 557 34 | 1,403 | 1,067 201 46 121 2, 838 

1948 258 323 47 1 | 668 3y 1,774 1, 268 193 63 122 3, 420 

1949 337 352 5S 43 790 57 | 2,141 1, 359 224 70 128 3, 922 

1950 399 379 6S 4 | S90 46 | 2, 391 1, 435 234 | 77 133 4, 270 
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Senator HoLLanp. In your exhibit which is the statement of the 
national policy of the American Association of State Highway Officials, 
I note as item 6 therein you include this recommendation: 

That not more than 25 percent of the amount apportioned to each State for 
the primary and sonia! systems may be switched from one system to the 
ther, provided the State highway department makes such request and it is 
approved by the Commissioner of Public Roads as being in the public interest 

1 would like for you to comment on that recommendation and the 
thinking of your Association that lies behind it 

Mr. Tatvtamy. Well, there are quite a few States that feel this pro- 
vision is quite important. I will illustrate how it would work by 
refe rring to New York. 

In New York we proceed on the secondary system only upon the 
recommendations of the county involved. But sometimes the coun- 
ties urge us to use the secondary funds, this is not too frequently, but 
once in a while they urge us to use the funds upon the State system 
itself because a particular road in that particular county may be in 
such bad condition, yet carries such a small amount of traffic com- 
pared with other State highways which are in equally bad condition, 
it is quite a way down the list on our priority of State construction 
Consequently, the county will urge us to use secondary funds for that 
work, but we are unable to do so. 

Other States find the reverse—that they need additional funds for 
their secondary work and would like to be able to switch some of their 
primary funds over to it. So it was felt desirable to have some lati- 
tude in this to the extent of 25 percent, and also only upon the approval 
of the Commissioner of the Bureau of Public Roads. 

Senator HoLianp. Is there anyone in your association who ex- 
pressed the point of view that that kind of system might lend itself 
to a political pressure factor which might well exist either in favor of 
secondary system or in favor of the primary system in some particular 
project or projects? 

Mr. Tatuamy. Yes, Mr. Chairman; that was considered, and it was 
felt that that would be eliminated by the fact 1t would have to have 
the approval of the Commissioner of Public Roads 

Senator HoLLanp. Then your recommendation of that right to 
switch it coupled with the inclusion of a requirement that the Com 
missioner of Public Roads, Federal Commissioner, shall be required 
to approve any such switch before it can take place 

Mr. Tautamy. Yes, sir 

Senator HoLtanp. Have you anything to say for the record as to 
the views of your association with reference to the time of continuing 
availability for the expenditure of funds apportioned to any State 
after the close of the fiscal year for which those funds were authorized, 
after which time they should lapse? 

Mr. Tatuamy. We are in accord with the recommendations of the 
bill before you insofar as that is concerned. 

Senator HoLLtanpb. And that provides how much time? 

Mr. Tauzuamy. I believe it is 18 months. 

Senator HOLLAND. Eighteen months? 

Mr. Tautuamy. Yes. 

Senator HoLuanp. Is not that a reduction of the time allowed 
under the present law? 

Mr. Tatuamy. Yes, it is. 
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Senator HoLLaNp. What is the reason for that particular recom- 
mendation of your association? 

Mr. Tavtuamy. When the Federal aid was established after the last 
war we were confronted with a period of revitalizing, reconstructing 
the contracting organizations of the Nation, and in addition there 
was still scarcity of material and equipment. And we were in a 
rapidly rising market. In view of all of those things we felt it would 
be better to have some latitude then in placing our work under con- 
tract rather than to force it into the market and there »by stimulate a 
further rise in the construction market because of scarcity of material, 
equipment, and contracting organizations. But we have satisfied 
that now. There are plenty of contractors and contracting organi- 
zations ready to absorb this work and the other highway work that we 
have in our States and political subdivisions. So therefore we do not 
consider it necessary any more to continue that extended period. 

Senator Hotuanp. And you recommend that the period now be 
reduced to 18 months. That still doesn’t go back to the period that 
was provided before World War LI, does it? 

Mr. Tatuamy. | do not know what that period was. Yes, I have 
been informed it does not. 

Senator HoLLanp. My recollection is that was 1 vear at that time. 
[s that correct? 

Mr. Bassertr. Yes. 

Senator HoLLaANp. Now, you are familiar, are you not, with the 
amendment adopted by the first session of the Eighty-second Congress, 
that is last year, by which the emergency relief fund for the repair and 
reconstruction of Federal-aid highways in the event of a great disaster 
was increased from a lesser authorization to an authorization of 
$15,000,000? 

Mr. Tauuamy. Yes. 

Senator HOLLAND. Does your association feel that that amendment 
would continue to make sufficient funds available during the period 
of time covered by this proposed Federal-Aid Act? 

Mr. Tattamy. We recommend $15,000,000 for an emergency fund. 

Senator HoLuanp. Now, is it your recommendation that that 
amount be available in any 1 year or that that be the complete 
amount to be available from the time of the passage of the 1950 act 
to the time it is used up, or that it should be rewritten into this act 
to be available for the 2 years covered by this act? 

Mr. Tauuiamy. It is our recommendation that it be written in this 
act for the 2 vears covered by this act. 

Senator HoLLaNp. You understand if enacted, it would be enacted 
as an amendment of the 1950 act? 

Mr. Tauuamy. Yes, sir. 

Senator Ho.iianp. I note that the recommendations of your 
association make no reference to the various other projects which are 
contained in this act such as that for forest highways, forest roads and 
trails, Park Service roads, parkways, Indian roads, public land roads, 
and the two roads down in Latin America. 

Do you wish to make any statement at all on any of those projects 
at this time, or would you prefer to confine your statement to the 
matters which you have already mentioned? 

Mr. Tauuamy. Well, in paragraph 4—A of the policy statement 

we do make recommendations in relation to some of the items that 
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you mentioned. For instance, forest highways, there should be 
authorized the sum of $32,000,000; forest development roads and trails, 
528,000,000. 

Senator Hotuanp. I see. I had overlooked that section. Do you 
wish that section 4 be regarded as the recommendations of yow 
association bearing upon these additional objectives which I have 
just mentioned other than for the two Latin American projects? 

Mr. Tautuamy. Yes, and defense roads. We felt that we did not 
have enough information pertaining to the defense needs to make a 
recommendation, and, of course, the Latin American roads wer 
entirely out of our organization. 

Senator HoLLanp. You are familiar, are you not, with the amend- 
ment that was adopted last year whereby $45,000,000 was authorized 
for defense roads? 

Mr. Tauuamy. Yes, sir. 

Senator HoLtanp. With considerable contractual authority grant 
upon the passage of the act? 

Mr. Tauuamy. Yes, sir. 

Senator Hottanp. Do I understand your last statement to th 
effect that you were not familiar enough with the program to make 
additional recommendations to mean that you are not recommending 
now any specific chs ange of that amendment as passed last fall and as 
just described by me? 

Mr. Tautamy. Yes. We are not recommending any change in 
that because we do not have enough information as to the defens« 
needs for access roads to make an intelligent recommendation to you 
So we are merely passing that subject entirely without recommenda 
tion. 

Senator HoLLaNnp. You recognize the access road problem as con- 
stituting a different sort of a problem from the normal road needs of 
the Nation and which is what your association in general is most 
concerned with? 

Mr. Tauuamy. Yes, sir. 

Senator HoLuaNnp. Well, now, Mr. Tallamy, is there anything els: 
you would like to say informally? We are very glad to have yo 
appear and appreciate your testimony, and we would be glad to hea 
from you later if there is anything else. But at this time I suggest 
if you have any other observations we would be glad to have then 
in the record now. 

Mr. Tautuamy. I have none other, Mr. Chairman. The other me 
my associates, who follow will cover the other points. 

Senator HoLttanp. Thank you very much. 

Mr. Tauutamy. Thank you. 

Senator HoLtianp. Mr. F. R. White. 


STATEMENT OF F. R. WHITE, STATE HIGHWAY ENGINEER, IOWA 


Senator HoLLanp. You are Mr. F. R. White? 

Mr. Wuiter. Yes, sir. 

Senator HoLuanpb. State highway engineer of Lowa? 

Mr. Wuire. Yes, sir. 

Senator HoLuanp. And one of the executives of the America: 
Association of State Highway Officials? 

Mr. Wuire. I am a member of the executive committee; yes, sir 
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Senator Ho.Luanp. Please proceed in your own way to make your 
statement, Mr. White. 

Mr. Wuirer. Mr. Chairman, as introductory to my statement, | 
live at Ames, Iowa. 

Mr. Chairman, | have just two points to make. My statement will 
be very brief. 

First, | wish to support as a representative of the Lowa State 
Highway Commission and as a member of the executive committee of 
the American Association of State Highway Officials the recommenda- 
tion of the American Association of State Highway Officials that there 
be authorized the sum of $810,000,000 per year Federal-aid to the 
States for roads during the next biennium. 

The second point that I should like to emphasize—Mr. Tallamy in 
his statement just submitted to you filed with your committee a 
tabulation showing an estimated $32 billion of work construction and 
reconstruction work needed on the three Federal-aid systems 
Kederal-aid primary, Federal-aid secondary, and Federal-aid urban. 
Speaking for my own State, Mr. Chairman, I can assure you that that 
is an underestimate rather than an overestimate of the needed work 
necessary to bring these Federal-aid systems up to a condition ade- 
quate to the traffic they now carry. 

Mr. Tallamy suggested a 20-year period in which to do that work. 
That would be at the ave rage rate of $1,600,000,000 per year, and if 
the Federal Government paid 50 percent of that cost, then'the Fe deral 
Government contribution would be $800,000,000 per year, which is 
substantially what the American Association is recommending in its 
policy. 

I would like to suggest to you, Mr. Chairman, that a more realistic 
approach to that proble m would be that this $32 billion of work now 
needed on these Federal-aid systems should be accomplished in a 
period of 10 years. That would mean $3,200,000,000 of construction 
and reconstruction per year. In that event the $800,000,000 per vear, 
approximately, recommended by the American Association of State 
Highway Officials would amount to only 25 percent of the cost of this 
work. 

I think I might add to that, Mr. Chairman, I spent a good many 

‘ars in the highway work, and I say to you and to this committee 
wid the utmost sincerity that I do not believe that these old ae avs 
will hold together and carry this traffie for anything like 20 vears, or 
‘ven 10 years. 

I further say to you in all sincerity that in our State at least, if we 
xpected to continue to have a usable svstem of main highways, then 
ve cannot expect to do so with a 20-year period in which to do this 
work now estimated to be necessary, and I doubt if we can keep those 
main highways usable even if we contemplate a 10-vear period. 

One other point, Mr. Chairman, ais h I would like to make—the 
(American Association of State Highway Officials in connection with 
this recommendation for funds, $210,000,000 per vear, for the inter- 
state system recommended a 50-50 matching basis. I wish to 
interpret that recommendation by the American Association of State 
Highway Officials—and I am in a position to do so—to mean that we 
intended that that 50-50 matching basis would also include the sliding 
scale of matching which is now contained in the present Federal-aid 
road law for the Federal-aid primary system. 
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That question was raised in the House committee yesterday, Mr 
Chairman, and I should like to have the record show that we con 
templated that this 50-50 basis which we recommended would includ: 
a sliding scale of matching as now applies to the public-land State: 
with respect to the regular Federal-aid primary system. 

Now, I understand from that that Nevada, for example, which has 
the largest percentage of public land now matches Federal-aid in th: 
primary system in the ratio of about 89 percent Federal funds to 11 
percent State funds. I am not sure that that percentage is exactly 
right, but it illustrates. 

That concludes my statement. 

Senator Hotitanp. Mr. White, you heard Mr. Tallamy’s statement 
with reference to the fact that he regarded the action of your associa- 
tion in requesting a separate additional appropriation or authorizatior 
for the interstate system to mean that was requested to be granted 
over and beyond a $600,000,000 annual figure, but that if the auth 
orization was $600,000,000 or less, that he understood that the 
association did not expect an additional factor for the Interstat 
system to be injected, which would disturb the percentage of distribu 
tion that now prevails between the primary and secondary and urba1 
svstems. Is that also your understanding? 

Mr. Wuire. Yes, sir. 

Senator HoLtuanp. Well, I confess I do not exactly understand that 
approach, because if the interstate system is of as great importance 
as I believe it to be to the Nation as a whole, it seems to me that the 
recommendation might well have been that it participate more gen- 
erously in whatever was distributed and is permitted to it now as a 
mere part of the primary aid and urban system. 

Mr. Wurre. Mr. Chairman, possibly I could clear that up or confuse 
it more, whichever it may be. 

Senator HoLLtanp. Well, take a try at it. 

Mr. Wuirr. Which do you want me to try—to confuse it? 

Senator HoLLtanp. No; I want you to clear it up. 

Mr. Warre. All right. 

Senator HoLLanp. But I am not sure what the result is going to be 

Mr. Wurre. I do not know, either. 

You know, Mr. Chairman, the highway svstem of this Nation neve: 
did recover from World War II. If I might refer to my own State 
with which I have been associated quite a while, when we went into 
World War II it was with a good system of highways reasonably 
adequate to traffic. We came out of World War II with a system of 
highways which was badly battered. Construction work was shut 
down by Government order during World War II. We are not com 
plaining about that. Maintenance work was sorely handicapped by 
restrictions, lack of materials and all that sort of thing during World 
War Il. We are not complaining about that. 

We were willing, if need be, that our highway system in Iowa |} 
expended during World War II. I personally made that statement 
publicly. 

By and large our highway system was expended during World Wai 
Il. Wenever succeeded in recovering the damage, loss of equipment 
obsolescence, and that sort of thing which occurred during World 
War ll. Weare not complaining about that. It is merely a problem 
that we have to meet. 
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Now, then, the American Association of State Highway Officials 
2 years ago recommended $810,000,000 per vear Fede ral-aid to roads. 
We thought that was a very reasonable recommendation. The Con- 
gress did not, quite agree. 

Senator HoLianp. -That was only about twice as much as what had 
ever been done before: was it not? 

Mr. Wurre. About three-fifths more than had ever been done 
before. The 1944 act carried with it $500,000,000. 

We think that the $810,000,000 per year is a reasonable request, not 
in excess of the reasonable requirements. We think that the $600,- 
000,000 per year recommended by our association for the present three 
categories —Federal-aid primary, Federal- aid secondary, and Federal- 
aid urban—is a reasonable request and not in excess of reasonable 
requirements. 

We feel that the $210,000,000 per year in excess of that $600,000,- 
000 which we have recommended for the interstate system is a reason- 
able and proper request and not in excess of the reasonable require- 
ments. 

I can assure you, Mr. Chairman, that in my State those things are 
true. In other words, we think we ought to go up to the $600,000,000 
per year on the present basis of distribution—45 percent to the pri- 
mary system, 30 percent to the secondary system, and 25 percent to 
the urban system—and then we think we ought to go on from there 
with additional funds for the interstate system. 

I might add to that statement that we understand that under the 
present tax structure the Federal Government is collecting about $2 
billion per year from the road user. We think it is not unreasonable 
for those of us who have the day-by-day burden of trying to construct, 
maintain, and operate the highway system to ask the Federal Govern- 
ment to return to this road system $800,000,000 or a little over one- 
third of what the Government takes out of this system. 

Senator HoLLaNnp. You are not trying to apply the Hayden-Cart- 
wright law to the Federal Government itself which passed that law? 

Mr. Wuirr. No, Mr. Chairman, I am just trying to tell you and 
this committee that this $2 billion per year which the Federal Govern- 
ment is now collecting off of the road user becomes available to the 
Federal Government because of the plant. Our highway system, 
after all, is simply a plant. It is solely to develop highway transport 
The Federal Government is collecting ome $2 billion per year off of 
that plant. We are asking the Federal Government through this 
committee to return to that plant only a little over one-third of what 
that plant is earning for the Federal Government. 

Senator Ho.tuanp. All right, sir; thank you very much. 

Mr. Wuirer. Thank you, sir. 

Senator Hotuanp. Mr. Greer. 


STATEMENT OF D. C. GREER, STATE HIGHWAY ENGINEER, TEXAS 


Mr. Grerr. My name is D. C. Greer, State highway engineer, the 
State of Texas, and member of the legislative committee and executive 
committee of the American Association of State Highway Officials. 

Senator, with your permission, sir, my testimony will be brief and 
from notes rather than written text 
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I will try to the best of my, ability to keep from repeating that which 
has prev iously gone into the record, but merely to emphasize one or 
two points that y personally think are rather important and would be 
important in the minds of the committee as they study this legislation. 

I would also like to state that I know that the committee and 
certainly the chairman knows the answers as I will endeavor to try 
to give them to you, but maybe to remind you of those answers might 
be of some help in the solution of the problem. 

What I would propose to do in the few brief arguments I would give 
would be to emphasize the fact that some questions are arising maybe 
out among the people: Why continue Federal aid for roads? Why 
not the States and counties and local political subdivisions take back 
these responsibilities since the Federal Government has other and 
broader responsibilities before it today? Why not economize on this 
particular program of work at the present time? And can we build 
these things now under the conditions confronting us? 

First, it is not necessary to remind the chairman and members of 
the committee that this is indeed a privilege of your committee to deal 
with the problem such as highways and roads that is probably one of 
the most popular programs with the people of this country than any 
other particular factor. 1 say that for the reason that the automobile 
today certainly touches the lifeblood of every person in America. 

[ also call to your attention the fact that one out of seven employed 
people in the United States make their living from the automotive 
industry itself, that is, the filling stations, the garages, the automobile 
industry, building the highways, maintaining the highways, bus oper- 
ators, truck operators people like that. That constitutes about 
9,000,000 people in America today. 

So you are really touching the thing which means a great deal t 
the pocketbooks of a large percent of the American people when wé 

talk about the highway plant itself. 

There is no need to re peat to you the greater utilization. that is 
daily occurring in the highways of America by the automobile. 

[I would like to call to your attention a rather interesting exampl 
that came to our attention a short while ago, namely, relative to the 
carrying of the United States mails. It’s probably of interest to not 
that the original Bankhead Act on which Federal-aid to highways 
was granted was based upon the carrving of the United States mail 
Since that time, of course, the mail has been carried way out into 
rural areas, and in about 1845 along came the star-route pattern of 
carrying the mail. 

A recent utterance of the Assistant Postmaster General rather 
intrigued me in that he made a public statement to the effect that th 
United States mails were moving over about $100,000,000 worth of 
their mail-carrying expense into what they called the T routes o1 
truck routes. That is reasonably short-haul truck routes for thi 
earrying of mail. We call them automotive post offices somewhat 
down in our country as we see them beginning to roll over the high 
ways. 

That is just another example of the greater utilization of the high- 
way system of America and ties right back into the original concept 
of Federal aid for roads. 

We on the State level feel that the leadership is with the National 
Congress. We think Federal aid for roads should be continued. 





FEDERAL AID HIGHWAY ACT OF 5S 133 


We think the Congress and the Federal Government should continue 
to maintain that coordination between the States and the leadership 
which you have given which has meant so much, I think, to connect- 
ing up the road system of America as it is today. 

I would repeat just slightly the fact that the Federal contribution 
is probably not as large in the over-all road problem as some people 
assume that it is. Along that line I believe you asked a question of 
Mr. Tallamy who appeared before me, concerning the contributions 
by the States over a period of time. I happen to notice on page 32 
of Mr. McDonald’s report this morning a tabulation from 1945 to 
1950 which shows the receipts from State imposts on highway users. 

Now, that is not the total contribution of all types to road systems, 
but I call your attention to the fact that in that particular table, for 
instance, in 1945 the contribution from highway user tax was $f,- 
251,000,000. This was on State level. 1950 was $2,615,000,000. 

What I propose to show by that is that some of these statements 
that are made that maybe now is the time that the States and the 
localities should take back this load of roads and the Federal Govern- 
ment should be relieved of that responsibility—it would indicate 
that over the years—and I am sure the tabulation which Mr. Tallamy 
promised to place into the record will confirm this fact—that at least 
for the last 10 years the States and localities have been taking back 
and have been increasing the amount they are investing in the roads, 
whereas the Federal contribution has remained reasonably stagnant 
at a fixed level. 

The Federal contribution today, as has been stated before and was 
carried in Mr. MeDonald’s report in exhibit 10, following page 18, 
shows that the Federal contribution for 1951 to the total expenditure 
on roads throughout the United States was 10.7 percent. 

I would go a wee bit further and try to emphasize the fact that this 
is probably one of the few programs of the Federal Government which 
is within itself self-supporting. Previous speakers have pointed out 
to you that in 1952 we estimate that the Federal Government will 
collect from the highway users of America approximately $2 billion 
from the rolling vehicle. You could break that down into the gas- 
oline tax alone. The gasoline tax that you now levy on motor-vehick 
users throughout the country is 2 cents per gallon. We estimate that 
in 1952 you will bring about $800,000,000 into the Federal Treasury 
from the gasoline tax alone. 

You have by your leadership in the National Congress taught us 
in the States and our people what the gasoline tax means. You did 
have a provision, which I believe you mentioned a while ago, in one 
of your prior acts, and it is still in the acts of Congress, whereby a 
State who does not use its motor vehicle user taxes for roads is 
penalized. Our people have learned pretty well about that down 
there, in fact, to the extent that they have voted upon themselves 
constitutional amendments against diversions in over half of the 
States of the Union today. 

So when they go to the filling station to fill up their automobile 
with gasoline, they pay the State gasoline tax, and they are informed 
at that time that they are also paying a Federal gasoline tax of 2 
cents. They think, of course, that is going into the road system. 
We remind our people, of course, that it goes into the general revenues 
of the United States Government and does not come back directly 
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into the road business as it does from the State level imposts that we 
have on gasoline there 

| would call your attention to this fact, however, that not only is 
the program self-supporting, but it is making the Federal Govern- 
ment money. In order for that to continue to make the Federal 
Government money, you have got to keep the machine that is making 
he money for you in workable condition. 

As its parts wear out, you have to replace those parts. That is 
what | think we are trying to say to you here now—that you cannot 
afford to economize on any machine that is making you as much 
money as we think the highway machine is making you, in addition 
to all the other great advantages to the American people. 

You let the system go down and you will find there will be a direct 
effect on the take which the Federal Government gets from the 
gasoline tax. We know that on the State level on various roads, 
as we watch them operate in deteriorated condition, and the improved 
roads and their volume. 

We think that makes a fair case for the fact that this is probably not 
the program on which you would want to economize, which might 
in the long pull detract from your revenues 

That, sir, is my testimony. 

Senator HoLiaNnp. All right, sir; thank you 

Mr. Greer. Thank you. 

Senator HoLLanpb. Mr. Baldock 


STATEMENT OF R. H. BALDOCK, STATE HIGHWAY ENGINEER, 
OREGON 


Mr. Batpock. Mr. Chairman, first I want to thank you for the 
privilege that you have accorded members of our association to appeat 
before you and explain to you our views on the 1952 Road Act. 

Since the Second World War the Americen Association of State 
Highway Officials has pointed out to the Congress the growing defi 
ciencies in the highway system and their effect upon Americ - 
economy. Every 2 years we report to you, and each time we find i 
necessary to call attention to the fantastic growth in highway usage 
which is causing congestion, creating accidents, and “resulting in 
economic losses now rupning into billions of dollars annually. 

A long time ago we passed the saturation point, and the continued 
increase in traffic without making the i improvements needed is causing 
a serious threat to America’s entire economic system. We are now 
attempting to jam 52 million motor vehicles onto the roads in the 
United States built for half that number. Of this amount, nearly 
9 million are trucks, busses and pick-ups. It doesn’t seem possible to 
convince the Congress of the seriousness of the situation and of the 
obligation of the Congress to do something about it. 

Let us review briefly the problem of highways over the past 20 years 
Twenty years ago highway development was just about keeping pac: 
with the economic e xpansion of the country. 

When the strategic network of military highways was selected prio! 
to the Second World War, it was found that the roads that are the 
most vital to the peacetime economy are likewise the roads deemed 
most necessary in time of war. Unfortunately, during World War I] 
highways were regarded by many of the national authorities as expend 
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able, and the Nation has not yet been able to restore the highway 
deficiencies resulting from this mistaken concept. 

The report of the Joint Economic Committee of the Kighty-first 
Congress, prepared with the cooperation of the Bureau of Public 
Roads and the several State highway departments, entitled “Highways 
and the Nation’s Economy,” found that more than 9 million persons 
are employed directly or indirectly in highway transportation indus- 
tries, that many businesses depend solely upon the patronage of the 
motorist, and that almost all commodities are transported, in part at 
least, by motor vehicles. 

Fortune magazine of November 1949 stated: 

The $35 billion highway plant generates annual income in excess of $30 billion 
Today the highway plant needs renewal and enlargement. The bill will run into 
billions—relatively cheap billions, considering what is at stake. Road conditions 
enter into all business costs through their effect on freight charges and mobility 
of labor and customers. 

In fact, roads affect intimately the lives of all people. They are 
necessary in peace and vital in war. Highways facilitate and make 
possible the delivery of military equipment, matériel, and supplies 
by enabling the expeditious movement of materials from the farm, 
the mine, and the woods to the factories and the processing plants; 
and, second, by moving the goods from the factories to the shipping 
points. 

In the First World War, vital transport of this country nearly 
broke down because it was almost entirely supplied by rail. During 
the Second World War, much of the traffic moved over the highways, 
but the highways suffered greatly from the wartime impact and the 
wounds have not yet healed. Highways are, in effect, the Nation’s 
first line of defense, and the rebuilding of deficient highways and the 
maintenance of the present highway system is a most vital need of 
our present defense economy. 

Indeed, the pace of the global “cold war” has materially stepped 
up during the past 2 years, while the ‘‘police action’? in Korea has 
become a major conflict. War is basically a struggle to keep trans- 
portation lanes open and functioning efficiently on land, on sea, and 
in the air. 

Headlines point to the spectacular achievements of combat forces, 
but the vitally important work of military transport vehicles back of 
the front and the civilian and industrial transport of all sorts in the 
noncombatant areas in this country is generally forgotten. It is no 
exaggeration to say that the production front in this country is so 
dependent upon motor transportation that, if it fails or is seriously 
impaired, the industrial paralysis may be fatal. 

There is an inherent advantage in motor transportation over any 
other form of transportation yet devised. It has an outstanding 
physical flexibility due to the characteristics of the motor vehicle 
which can travel almost anywhere. There is a wide range of vehicles 
to fit a wide range of needs and a minimum number of transfers of 
freight, passengers, mail, or express at intermediate points, while 
topographical obstacles are overcome much more easily by motor 
vehicle than by rail transport. Service is provided to numerous 
points to which transportation cannot be provided economically by 
any other means. Motor transport is tied intimately into the busi- 
ness and social lives of all people in this country. 
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Two years ago the association recommended a $810 million 
Federal appropriation out of a take of $1.4 billion levied by the 
Federal Government on the road user. Despite the growth of th 
critical deficiencies and the growth of traffic in the last 2 years, th 
association, which is conservative, I assure you, again recommended 
$810 million, notwithstanding that the Federal take is now approxt- 
mately $2 billion annually. 

About $850 million of this tax, as near as we can estimate at this 
time, will represent the gas tax which is almost exactly equal to th 
amount the association recommends be authorized for Federal roads 
each year. 

I would also like to call your attention in the association’s recom. 
mendations to the moneys recommended for forest funds, forest- 
development roads, Indian roads, and the like. 1 think this is a very 
important feature in the recommendation and I would appreciate your 
consideration of it. 

In the meantime, bill H. R. 6094 has been introduced, and it is 
apparently favored by the Bureau of the Budget, which would reduc 
the authorization of funds to the States to $400 million. It would, 
moreover, make an additional authorization of $64 million to Centra! 
American roads. Thus it would deny the use of these funds, which 
have been secured from the road users of the United States, to cure 
the very critical deficiencies of roads within the United States. 

The President, in his message to the Congress, stresses the impor 
tance of the interstate system, yet this bill provides no money for 
this system. The defense effort of this country is directly tied to the 
immediate improvement of our road system, particularly the pri 
mary system, and the whole economy of the country is vitally affected 
by the increasing critical deficiencies in that system which are neg- 
lected year after year. It is difficult to understand such thinking. 

Mr. White has explained that there appeared to be some ambiguit) 
in the association’s recommendation with regard to interstate highw ays 
with reference to the matching requirements of the Western States 
which have public-land roads, and assured you that it was the opinion 
of the association that the sliding scale should be applicable to th 
interstate system as well as the other systems. ‘The interstate systen 
is a selected mileage of the most important primary Federal-aid road: 
of the United States and they carry approximately 20 percent of all th. 
rural traffic. 

We see large sums of money being given to nearly every country 01 
earth for nearly every purpose. The road user is taxed for much of 
this, yet cannot get a reasonable amount to rebuild the worn-out 
roads of the United States. 

At the present time the Federal-aid highways are wearing out mor 
than twice as fast as they are being repli aced by available State and 
Federal highway funds. 

Gentlemen, that is a very important statement. It is absolute! 
true and represents a condition that is becoming more critical all th 
time. 

Nearly two-thirds of the Federal-aid system of 664,000 miles 
now in need of betterment, the cost of which is estimated to be $: 
billions of dollars. $800 million of Federal funds, and a like amour 
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of State money, will do the job in 20 years. In the meantime, many 
more miles will wear out. Certainly this is a conservative estimate 
and indicates the absurdity of the $400 millions of Federal funds as 
set up in H. R. 6094. 

Recently, the national highway users, including General Motors 
and some of the tire companies, have begun to realize the importance 
of roads to their interest and to the whole national economy, and they 
have started to do something about it. I recommend that those of 
you who have not seen General Motors’ film, Let’s Get Out of the 
Muddle, do so. 

For some reason or other, roads are more or less taken for, granted, 
just like the air we breathe, and everyone figures that somehow the 
road officials of the country will “pull the rabbit out of the hat,”’ but, 
gentlemen, let me assure you that there is no rabbit in the hat. 

In fact, I don’t know whether there is hardly a hat left. 

Unless we do something for our road system and do it speedily, we 
face a national disaster. 

Some will say that we must hold down the expenditures on roads 
so as to move more money for the defense of the Nation. In other 
words, we cannot have both butter and guns. 

In reply, I will state that it is my humble opinion that roads are the 
foundation of both our peacetime and wartime economies, and that 
unless we can keep our road system in good shape, we may not have 
either butter or guns. 

Senator HoLianp. I notice there is some difference between the 
amounts recommended in the action taken by your association, and 
the amounts stated in this biil that we are considering for some of 
these objectives other than the three systems that are of first import- 
ance. I just wondered if you had any comment to make about any 
of those. 

You come from out West. For instance, on the forest highways, 
forest roads and trails, park service, parkways and Indian roads, 
public-lands roads, have you any comment to make on any of those? 

Mr. Baupock. No, sir. This bill carries the same authorizations as 
recommended by our association. 

Senator HotLtanp. That is, Senator Chavez’ bill carries the same 
amounts that your association recommends? 

Mr. Batpock. Yes, sir. 

Senator HoLiaNnp. I believe that others of the bills that are now 
pending carry varying amounts, but vou have no quarrel with Senator 
Chavez’ bill on its provisions as to these particular objectives? 

Mr. Baupock. No, sir. 

Senator Ho.ianp. In fact, about the only difference between 
Senator Chavez’ bill and the recommendations of the association, the 
only large difference is on the separate provision for the interstate 
highway system. 

Mr. Baxpock. That is true, sir. 

Senator HoLtLaNnp. All right, sir. Thank you. 

Mr. Ziegler, just have a seat and go ahead and testify in your own 
way, sir. 


96246—52——_10 
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STATEMENT OF C. M. ZIEGLER, COMMISSIONER OF HIGHWAYS, 
MICHIGAN 


Mr. Zieauer. Mr. Chairman, I had a little trouble here getting 
typists, but this is a copy of the testimony before the House com- 
mittee yesterday. We appreciate the opportunity to testify before 
you today. 

| want to sav that Michigan wholeheartedly supports the recom- 
mendation of the American Association of State Highway Officials in 
their request for consideration of additional revenue to be provided for 
a bill coyering the period for 1954 and 1955, 

I would like to comment on the interstate highway system as far as 
Michigan is concerned. It comprises a large mileage of our main 
troubled through arteries, but does not cover them all. Our Federal 
primary route does cover them all. 

If we have an allotment, as we have had in the past, we have to 
presume, as you realize, to divide that up in a somewhat equitable 
manner throughout the State, dependent upon the needs of the 
various areas. 

There is no question, however, that a first priority is given to the 
interstate routes, but we do not think it is sufficient. We would like 
to have an additional appropriation as recommended by the American 
Association covering specifically the interstate highways, and then 
they can be given much more attention than they have had in the past. 

I would like to comment, as proportionately analogous to other 
States, on some of Michigan’s highway problems. 

Our situation, from the factual results of a recent thorough and 
unbiased study of the highway needs of our State is the basis for the 
statements, some of the statements at least, that I make here. 

War restrictions prevented highway construction during those 4 
years when our highways were taking a terrific pounding from the 
war traffic. 

In the fifth year, or 1946, highways could not be built because 
necessary new equipment and materials could not be secured. 

Under gas and tire rationing the Michigan department experienced 
a loss in revenue, based on the year 1941, of some $45 million. This 
prevented our building up a reserve for postwar construction. The 
department spent all its revenue on more intensive maintenance to 
keep our State and Federal primary trunk lines usable to serve the 
heavy war traffic. 

During 1946 traffic had against increased to equal that of 1941. 
Since 1946 traffic has steadily increased to a total in 1951 of 45 percent 
over 1946. 


This terrific increase in traffic has overloaded and congested our 


highways adding to the cost of all transportation and to the hazards 
of vehicular operations on our highways. 

One thousand four hundred and sixty-four deaths occurred on Mich- 
igan highways in the year 1948; climbing up to 1,530 in 1950; and to 
1,667 in 1951. 

Our State’s average per year increase in revenue since 1946 has been 
about 18 percent. The unprecedented increase in traffic cannot be 
adequately, safely, and expeditiously taken care of, especially in the 
heavy defense production areas of the State. 
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Since 1941 all highway costs in Michigan have risen some 115 per- 
cent. Highway construction which cost us about $40,000 per mile in 
1941, is now costing us about $100,000 per mile. 

The great increase in traffic, and especially the 85-percent increase 
in truck traffic during this period beginning in 1947 is pounding our 
highways to pieces, and that has caused annual depreciation to rise 
sharply. 

All of the above has been instrumental in building up a present 
backlog of critically emergent construction of over $230 million. 

This serious backlog of emergency construction now exists mainly 
on our interstate Federal highway system and on our Federal primary 
routes. 

Michigan’s highways are now carrying better than 75 percent of 
all transportation of our State. Our industries do not nowadays 
stock large advance supplies of materials. They rely on day-to-day 
delivery of such supplies over our highways. 

Our ‘highways are today an integral part of the production lines of 
our factories, whether they are producing peacetime or defense 
production. When this part of the production line fails it not only 
immediately affects civilian and defense production, but also throws 
large volumes of men out of work. Overloaded and congested high- 
ways add greatly to the cost of highway transportation and to the 
cost of defense and civilian production. Our Michigan highways are 
an integral part of production and to economy of such production 

Stopped highway construction during the late war has put an 
enormous present load on all States. ‘Because of increased traffic 
and insufficient finances most States have been going further behind 
since the end of the war and not one State has as yet been able to 
properly restore all their highways to economically and adequately 
handle present-day traffic. 

All major cities in Michigan are highly industrialized. Federal 
data shows that, in the late war, our State produced one-eighth of the 
total national war production. With the terrific increase in traffic 
has come serious congestion in all our industrial cities. 

Detroit is especially bad, and that is the reason we immediately, 
after the war, with the cooperation of the city of Detroit, started 
construction of the Edsel Ford east and west and the John Lodge 
north and south expressways. ‘They are located to serve the greatest 
amount of industry possible. They are costing better than $6.5 
million per mile. They are worth every cent that is put in them. 

May I also inject here a statement that Michigan is cooperating 
closely with our municipalities and counties. Beginning with the 
effectiveness of the 1944 Highway Act, we have been sharing our 
Federal secondary funds with the counties. We have no township 
roads responsible to the township. They are all county roads, the 
rural highways off of the State lines. 

That participation has amounted to about 3 million a year. We 
have helped those local units take care of some of their problems as 
well. 

Now the State of Michigan has not been behind in helping to 
finance our needs. They have passed an increase in the gas tax from 
3 to 4% cents per gallon, and some increase on the heavyweight 
trucks Insofar as license pl ite fees are concerned, that is whe ‘re the 
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increase came in on the trucks. This will produce an additional rey 
enue of some $35 million per year. 

We are also cooperating with the city of Detroit and have recently 
sold a $80 million bond issue to increase the progress on its important 
expressways, the Edsel Ford and the John Lodge particularly because 
of the defense production program that is now before us. 

I have asked in over 100 gasoline stations throughout the State, 
both in the Upper and in the Lower Peninsula as to what the public 
were saying about this 1% cent increase in gasoline tax. That has 
been effective since June 1, 1951. 

There has not been one complaint that I could find. There is and 
has been a referendum petition circulated which is now up to the 
Supreme Court to eliminate the 1)4-cent gasoline tax increase. This 
petition, whether it will be successful or not I cannot say, but I do 
know there were two previous Michigan Supreme Court decisions in 
similar cases which said that the legislature acted entirely within 
their constitutional rights before, and it is assumed that that will b: 
the answer this time. 

There is no question about the need for additional finances to 
provide modern highways. Of first importance we believe are our 
interstate highway systems. I am speaking of those systems that 
connect all of our States, and it is the most important system either 
in time of war or in peacetime operations. 

Our Federal primary routes naturally are our next important ones 
Our State trunk line system in Michigan consisting of these inter- 
state routes, Federal primary and Federal sec ondary totals 9,300 
miles out of a total of 107,000 miles of public highways and city 
streets in the State and they are now carrying 65 percent of the total! 
traffic of Michigan. You can see win those large, through-trafli 
routes mean to the great bulk of the traveling public. 

If | may inject my thought into a question that was asked, I believe 
of Mr. Greer, and that is I would like to make the statement that so 
far as weight, length and width restrictions of trucks are concerned, | 
believe they should be left as the responsibility of the individual! 
State and I believe that all States working together in the organiza 
tion of the American Association of State Highway Officials will 
gradually at least or maybe faster than that, correlate these restric 
tions so that they become more reasonably uniform throughout th: 
United States. 

I do not believe there are too many States now that are out of lin 
with the weight restrictions, and the size, length and so forth that th: 
association recommends. 

[ very much appreciate the opportunity to be here before you today 

Senator Hottanp. Thank you very much, Mr. Ziegler. 

All right, gentlemen, that seems to complete the list for today 
We will resume at 10 in the morning, unless Mr. MacDonald has 
anything else he wishes to add this afternoon. 

Mr. MacDonatp. I do not think so, Mr. Chairman, thank you 

Senator HoLLanp. You want to go fishing, too, do yi “ae All right 

At 3:45 p. m., an adjournment was taken until Friday, February 
8, 1952, at 10 a. m 
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FRIDAY, FEBRUARY 8, 1952 


UNITED STATES SENATE, 
SUBCOMMITTEE ON Pus Lic RoapDs oF THE 
CoMMITTEE ON Pusiic Works, 
Washington, D. CO. 

The subcommittee met, pursuant to adjournment, at 10 a. m., in 
room 412, Senate Office Building, Senator Spessard IL. Holland 
chairman of the subcommittee) presiding. 

Present: Senators Holland (presiding) and Case. 

Also present: Frank Burnett, committee clerk; Eloise Porter, 
assistant clerk, and Ellsworth W. Bassett of the committee staff. 

Senator HoLtuanp. The committee will come to order. 

Senator Stennis, do you wish to make a statement in connection 
with this bill? 

Senator STENNIS. Yes. 

Senator Hottanp. Will you proceed. 


STATEMENT OF HON. JOHN C. STENNIS, A UNITED STATES 
SENATOR FROM THE STATE OF MISSISSIPPI 


Senator Stennis. Mr. Chairman, I wanted to come around vester- 
day to the opening of your hearings, but we had matters under dis- 
cussion down at the Armed Services Committee, which V5 continue 
again this morning. So I will be here briefly at this time, but I want 
to come back later. I want to make this point now with reference to 
the bill that vou have before vou. 

| understand there is a provision in this bill that permits the 
shifting of funds from the primary to the secondary system or from 
the secondary to the primary. We will not go into the wording of 

now, but that provision is in the bill. 

\s I recall, a similar provision was in'the bill as introduced 2 years 
ago, and the subcommittee, the full committee, and the Congress saw 
fit to strike it out and did eliminate it. It has been proposed from 
time to time but has never been adopted by the Congress. 

The provision is in the middle of page 2. 

Senator HoLLaANnp. The proviso starting on line 14 

Senator Srennis. | want to come back later with a statement 
prepared on that provision, but in the meantime I feel that the 
‘hairman would be interested in it, and would be interested in ques- 
tioning the representatives of the Bureau of the Budget and of the 
Bureau of Public Roads as to their position on it, and as to their 
reasons if they favor it; and if they do not favor it, their reasons why 
they do not. 
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Now I just feel this way about it, Mr. Chairman: We have prob- 
lem A, problem B, and problem C. That is primary, secondary, and 
urban systems. Now someone has to make a decision about the 
relative merits of those systems. Someone has to decide about where 
the line should be. I think, after all, after advising with all those 
that know best, Congress can make the wisest decision on it, and if 
certain exceptions have to be made, we can spell out those exceptions 
in the bills 

I understand in the case of a State like Virginia where, as the 
chairman knows, virtually all the roads are under the administration 
of the State highway department, that perhaps an exception should 
be made. But those matters could be spelled out in the bill itself 

[ say this as a general idea of trying to protect the secondary roads 
because I feel the ‘vy would be the ones to suffer generally from the 
shifting provision. 

Now the Senate bill carries the usual division. As the chairman 
doubtless already knows that division between primary and-secondary 
and urban highways | is 45 percent for the primary, 30 percent for the 
secondary and 25 percent for the urban. 

The House bil disturbs that division in this basis: The primary 
gets 50 percent, the secondary 25 percent, and the urban 25 percent 
| think that is a matter we might well consider here and I would want 
to be heard further on that later 

Senator HoLLANb. May I say to the Senator that there is still 
another provision, advanced yesterday by the National Association 
of Highway Officials which, in effect, might be regarded as making 
a change in that method of distribution in that it proposes to add in 
the event the appropriation exceeds, or the authorization exceeds, 
600 million a vear, an additional sum to be dedicated to the interstate 
system, which, as the Senator knows, is composed of mileage mostly 
on the primary-aid system, but some on the urban-aid system. 

Senator STENNIS. Yes. 

Senator HoLtuanp. And in the event it would be enacted, that 
would affect the distribution of the entire amount authorized between 
the three principal groups. So if the Senator is preparing to file a 
brief on the matter, which | certainly hope he will, and wee T am 
sure the subcommittee would welcome, I wanted him to have that 
information 

Senator STENNIS. Thank you. I appreciate the suggestion. 

[ just think that after all, gentlemen, that decision has to be mad: 
and after we get all the advice and counsel and facts before us, thi 
Congress can make that decision. It is our responsibility. There 
should not be any latitude in there exce pt to meet spec ial conditions 
and the V shoul | he Fi arge ly spe tled out 

I will come back if the committee sees fit. 

Senator HoLLanp. The committee will be happy to have you com: 
back 

The chairman of the subcommittee wishes to call your attention to 
the fact at this time that it was claimed by the advocates of his bill 
that undue use and harmful use of the provision you have mentioned 
would be eliminated, or tend to. be eliminated, by the fact that any 
shift whatever would have to be approved by the Commissioner of 
Public Roads. And as to = ther that safeguard would be adequat: 
or not would be, of course, a question for the Congress. 
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Senator STENNIS. Thank you very much, and | will not take further 
time now. 

Senator HoLLanp. Senator Ecton would you like to make a state- 
ment at this time? 


STATEMENT OF HON. ZALES N. ECTON, A UNITED STATES 
SENATOR FROM THE STATE OF MONTANA 


Mr. Chairman and members of the committee, the courtesy of your 
busy committee in allowing me to appear before you and present a 
brief statement regarding certain items contained in S. 2437, the 
Federal-Aid Highway Act of 1952, is deeply appreciated. 

Section 1 would authorize the appropriation of $600,000,000 for each 
of the fiscal vears 1954 and 1955 for the purpose of carrying out the 
provisions of the Federal-Aid Road Act approved July 11,1916. This 
sum would be $150,000,000 in excess of the authorization provided in 
the 1948 Highway Act (P ublic Law 834, SOth Cong.) and $100,000,000 
in excess of the authorization provided for in the 1950 Highway Act 
(Public Law 769, Sist Cong. 

If by the time appropriations are made for either of the fiscal years 
involved, it should develop that either materials or labor are in des- 
perate shortage and the entire authorization cannot be utilized, the 
Appropriation Committee then can decide whether the full authoriza- 
tion should be met with an appropriation. Furthermore, regardless 
of authorization, the amount appropriated would necessarily be sub- 
ject to a comparative reduction if a blanket percentage re ‘duction on 
all appropriations were deemed necessary by the Congress 

Section 2 would authorize an appropriation for forest highways otf 
$32,000,000, as contrasted to an authorization of $20,000,000 in each 
of the 1948 and 1950 Highway Acts. It is admitted that the full 
authorization is needed, but in view of the economic strain facing the 
Federal ‘Treasury and the fact that expenditures must be held to an 
absolute minimum, I suggest that the contemplated authorization bi 
reduced to a maximum of $25,000,000. This suggested reduction is 
made with great reluctance because I represent a State having many 
national forests and containing millions of acres of extremely moun- 
tainous country where construction and maintenance costs are all but 
prohibitive. I know these forest highway links are essential as a 
a part of our Federal-State highway system. 

Section 2 would authorize also an appropri: ition of $28,000,000 for 
forest development roads and trails, as contrasted to an authoriza- 
tion of $17,500,000 in both the 1948 and 1950 Highway Acts. Despite 
the urgent need for the full authorization, | am impelled for the same 
reasons to suggest that this be reduced to a maximum of $20,000,000. 

Section 3 (a) would authorize an appropriation for roads and trails 
in national parks of $16,000,000, as contrasted to an authorization of 
$10,000,000 in each of the 1948 and 1950 Highway Acts. Again, | 
reluctantly suggest that this be reduced to a maximum of $12,500,000. 

Section 3 (b) would authorize an appropriation for parkways of 
$17,000,000 as contrasted to an authorization of $10,000,000 in the 
1948 act and $13,000,000 in the 1950 act. Though this is not official, 
it is my understanding that a considerable part of original construction 
has been completed, and I respectfully suggest that perhaps an 
authorization not exceeding $13,000,000 might be advisable. 
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Section 3 (c) would authorize an appropriation for Indian roads of 
$10,000,000 as contrasted to an authorization of $6,000,000 in each of 
the 1948 and 1950 Highway Acts. I understand that at least one of 
the reasons for asking this increase is due to new legislation requiring 
some $4,000,000 more than heretofore authorized. Since the appro- 
priations for these roads in my State previously have been inadequate, 
I respectfully suggest that the full amount be made available. 

Section 4 would authorize an appropriation for the Inter-American 
Highway of $8,000,000, as contrasted to no authorization for any 
appropriation in the 1948 act and an authorization of $4,000,000 in the 
1950 act. At a time when our economy is strained to the utmost, 
and we are forced to suggest reductions below minimum needs domes- 
tically, I would suggest the advisability of granting no authorization 
or making po appropriation for road construction in other countries 
at this time. We simply cannot continue indefinitely to pour large 
sums of money into foreign road building or similar activities in order 
to buy good will. Moreover, such grants to other countries are usually 
on a much more favorable basis than required of our own States as 
to matching funds and to maintenance after completion. This 
statement is made in no spirit of criticism of your committee or of any 
of its individual members. 

To section 5 I would respectfully offer the same comments regarding 
the requested authorization for an appropriation of $8,000,000 for the 
construction of the road proposed through the Republic of Nicaragua, 
for which I believe no authorization was contained in either the 1948 
wr 1950 acts. If I am in error on that, I shall be glad to be corrected. 

Section 6 would make available a maximum of $15,000,000 for 
emergency relief projects. No provision for any sum for such purpose 
was authorized in the 1948 Highway Act, and only $5,000,000 in the 
1950 act. It is respectfully suggested that this section be eliminated 
since it is impossible to know or anticipate the need in advance 
Deficiency appropriations could be made as this need demands. 

Section 7 would authorize an appropriation of $5,000,000 for con 
struction, reconstruction and maintenance of main roads through 
public untaxable lands, as contrasted to no authorization in the 1948, 
and an authorizs ition of $5,000,000 in the 1950 act. Continuance of 
this authorization is imperative in the public-land States of the West 
For instance, Montana has some 33 million acres of untaxable Federal! 
lands where roads, as a part of the primary and secondary road 
systems, must be constructed and maintained through sparsely 
populated areas. It must be continued if the Federal Government 
as a landowner, is to even approach the fulfillment of its responsi 
bility. In fact, if the need for strict Federal economy were not most 
acute, the authorization should be made much greater, for in this 
matter the Federal Government has and should assume a major 
responsibility. 

The provisions of section 8 seem to have sufficient merit to authoriz: 
the relatively small sum stipulated. 

Section 9 would authorize an appropriation of $150,000,000 for th: 
purpose of carrying out the provisions of section 6 of the Defens¢ 
Highway Act of 1941. This is in contrast to no authorization for this 
purpose in the Highway Act of 1948, and $10,000,000 in the act of 
1950, although I believe only limited funds were actually appro 
priated for this purpose. Again it is admitted that the need is great 





FEDERAL AID HIGHWAY ACT OF 1952 145 


but can the economy stand the financial strain? I doubt it. Most 
certainly the Federal Government does have a real responsibility to 
assume so long as national defense continues at its current level, but 
should not such funds be provided from the tremendous appropria- 
tions now being made for national defense? 

In conclusion may I repeat that it is with deep regret and great 
reluctance that I have felt impelled to suggest the reductions above 
requested. ‘They have been motivated by a deep conviction that the 
economy of our Nation cannot longer continue to stand the strain of 
over-all expenditures at the current level, and most certainly not at 
the level requested for fiscal vear 1953. Inflation has already pro- 
gressed to the point that highway construction funds in 1951 pur- 
chased only 43 percent of what they did in 1940, according to testi- 
mony by Thomas H. MacDonald, Commissioner of the Bureau of 
Public Roads, when appearing before you a few days ago. Dare 
Congress inflate the dollar still further? Competition for labor and 
critically scarce materials already at exhorbitant prices is increasing 
in intensity. States have reached the limit of their ability to match 
Federal funds provided for road-building purposes. Already, in some 
heavily populated States, the alternative of the construction of toll 
roads is being followed. 

Senator Hotianp. The next witness for this morning on our list 
is Mr. K. B. Rykken of the American Automobile Association 

Will you proceed in your own way. Mr. Rykken. 


STATEMENT OF KERMIT B. RYKKEN, MANAGER, HIGHWAY 
DEPARTMENT, AMERICAN AUTOMOBILE ASSOCIATION 


Mr. Ryxkxen. Thank you, Senator. 

My name is Kermit B. Rvkken, manager of the highway depart- 
ment of the American Automobile Association, with headquarters in 
Washington, 9. C 

Mr. Chairman, I am here for the purpose of presenting the views of 
the association on Federal aid for highway improvement, and on 
the bill now before the committee for consideration 

Founded in 1902, and now in our fiftieth year, the American Auto- 
mobile Association has always been an active advocate of good 
roads and of the principle of Federal aid for highways. One of our 
most fundamental policies is that Federal aid should be confined to 
general purpose roads of national significance, and to a strictly 
limited mileage of such roads, and that Federal aid should be based 
on the transportation needs which those roads are called upon to 
supply. The national system of interstate highways should be ~ 
backbone of such a Federal-aid system and should be completed : 
soon. as possible. 

Since my statement is based on highway policies of the Association, 
a few words are warranted as to the procedure through which AAA 
policies are formulated. 

Most highway policies originate through the work of the associa- 
tion’s national highway committee, made up of 20 members repre- 
senting all sections of the country. After study and deliberation in 
committee meetings, the highway committee prepares its recom- 
mendations. These and any other highway proposals submitted for 
policy determination are put before a large and representative national 
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policy committee. That committee meets in advance of association 
annual meetings and carefully considers all policy proposals. Those 
statements which the policy committee adopts are then submitted to 
a meeting of some 800 delegates chosen to represent AAA Clubs in 
all States. It is these delegates, assembled in annual meeting, who 
finally vote on all policy proposals. 

As a background for my remarks, may I emphasize that we face a 
critical highway situation. Despite viewpoints of some key national 
defense officials, experience in World War II demonstrated clearly the 
vital role of highways in the national defense. Yet we are losing 
ground—and losing ground badly—in present efforts to keep pace 
with highway transportation needs. In part, at the moment, our 
woefully inadequate progress on highway improvement is due to lack 
of steel for highways—and some other materials deficiencies. But, 
unfortunate and indeed inequitable as these seem to us to be, they 
do not constitute the most serious difficulty. Our main difficulty 
is that not enough money is being spent for the most needed highway 
improvements. 

Considerable highway tax money is still being diverted in a number 
of States. Another trouble is a serious degree of dispersion of funds 
to less essential road projects. But those abuses do not answer the 
problem. They and other wastes should certainly be corrected. But 
in addition, more funds simply must be devoted to major street and 
highway needs—and among these, it is crystal clear that urban and 
metropolitan areas are the furthest behind—the most in need of em- 
phasis in our improvement program. We bring these points to your 
attention because we feel the Congress should have the benefit of the 
views of the highway-interested groups in its consideration of these 
matters 

Before coming to our specific recommendations, there is One point 
which we wish to cover. It has been the traditional policy of our 
association to make no recommendation as to the amount of Federal 
aid. We believe that, and here I quote our policy on the matter 
‘The amount of Federal aid for highways should be determined by 
the Congress on the basis of over-all economic considerations, national 
defense requirements, and other vital interests of the Federal Govern 
ment in the Federal-aid highway system.” 

However, one further comment relating to funds seems appropriate 
5. 2437 contains a provision that up to 25 percent of the amounts 
designated for the Federal-aid primary system and the Federal-aid 
secondary system may be shifted between these two systems upon 
proper certification from the highway department of the State involved 
and upon approval of the Bureau of Public Roads. I believe this to 
be a wise provision 

Now as regards the bill which this committee will develop following 
these hearings, we have the following specific recommendations: 

Recommendation No. 1: Provide for special emphasis on the 
national system of interstate highways. 

Our association feels so strongly on this matter that we have adopted 
a policy recommending that 50 percent of all Federal-aid funds be ear- 
marked specifically for the Interstate system. It may well be argued 
of course, that emergency conditions resulting in shortages of critical 
materials, et cetera, may make this degree of emphasis difficult to 
achievement. On the other hand, the legislation now under consider- 





FEDERAL AID HIGHWAY ACT OF 1952 147 


ation will apply during the fiscal years 1954 and 1955, by which time 
indications are that existing shortages should be substantially eased. 

Our association believes that this is the system in which reposes the 
greatest measure of national interest. The interstate system, as the 
Congress conceived it, has not yet come into being. This is true not 
only as to the contemplated mileage which has many important gaps, 
but it is also true as to standards on existing sections. The act of 
designating those routes that are to become a part of the interstate 
system did not, of course, create such a system. The interstate sys- 
tem will not exist on the ground until all of its parts have been im- 
proved to the high standards required to adequately serve the traffic 

The excellent report, Highway Needs of the National Defense, 
indicates that this system traverses counties containing 50 percent 
of the total rural population of the country. The system represents 
only 1 percent of the total mileage of roads and streets in the Nation, 
vet 20 percent of our traffic will use it. 

The report further provides the shocking information that only 
1,900 miles of the 31,831 miles of the Interstate System in rural areas 
were adequate according to the standards adopted. Of the 5,969 
miles of roads and streets on the system in urban areas, only 398 miles 
were considered adequate. The designated rural sections of the 
interstate system contain 10,050 bridges, of which only 483 met 
defined standards. 

Another point should be made about the interstate system. While 
its cost per vehicle using it will be low, the dollar cost will be higher 
because it includes such heavy traffic routes and much construction in 
built-up areas. This is another reason why substantial earmarked 
Federal aid is warranted for this top-priority system. Even elim- 
inating the extra costs of toll facilities, some measure of the high-dollar 
costs of really adequate freeways can be seen in the following figures: 
The recently completed New Jersey Turnpike cost some $240 million 
for 118 miles. Estimates of the cost of the projected Ohio Turnpike 
are in the vicinity of $325 million for 240 miles. Of course there are 
large rural mileages of the interstate system, in less heavy traffic 
areas, Which will cost far less. 

The report contains this further statement: 

If the system is to be brought to a state of adequacy in this longest reasonable 
period (20 years), a capital investment, averaging probably more than $500,000, 
000 per year, will be required. No less provision can be economically justified 

We believe, most emphatically, therefore, that emphasis on the 
interstate system should be provided through specially earmarked 
funds, so that this most important system, in which the Federal 
Government clearly has the greatest responsibility, may be completed 
as expeditiously as possible. 

Senator HotLanp. Will you permit a question right there? 

Mr. RyKKeEN. Yes, sir. 

Senator Hotianp. That 500 million per vear would include Federal, 
State, and local funds? 

Mr. Rykken. That is correct. sir 

I should like to make further reference to the report by quoting 
another brief paragraph from it. This is one of the recommendations 
of the Seeretary of Defense, and I quote: 


The National Military Establishment considers a relatively small connected 
system of highways interstate in character constructed to the highway practical 
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uniform design standards essential to the national defense. Because of the tim 
required and the cost, such a system must be planned for and constructed durin; 
peacetime. 


Senator Case. Mr. Chairman, might I ask a question? 

Senator HoLuanp. Yes. 

Senator Case. Mr. Rykken, with respect to the interstate system 
is it your thought that it ought to be financed by tolls? 

You made reference to two turnpikes there—New Jersey and Ohio 

Mr. Rykken. Senator Case, I am going to touch on that to! 
question in a few minutes in this statement. 

I could say now that our association is pretty flatly on record 
opposition to tolls in the great majority of cases. We do recogniz 
some very limited application of the toll theory, but we don’t beliey: 
the interstate system ought to be a toll system. 

Senator Caspr. But you apparently are quoting in concurrence thi 
statement from the report that the capital investment ought t 
average $500 million a year for 20 years, which is the equivalent t 
the total authorization of the 1950 act. 

Senator HoLianp. No. 

Senator Case. For primary aid. 

Senator HoLLanp. His statement was that $500 million per yea 
included “0 ral, State, and local funds. 

Senator Casr. Yes. But in many cases those State and loca! 
funds are mere by the sale of bonds as the turnpikes, at least th: 
Pennsylvania Turnpike, was financed. 

Mr. Rykxen. There has been very little—I should not say very 
littke—but not a great deal of public financing for regular publi 
highways in the last 15 or 20 years. 

Senator Casr. And the Ohio Turnpike. 

Mr. Rykken. It is a toll road and is not built by the State highway, 
department, it is built by separate authority which is given bondin: 
power. It is just like a business operation. 

Senator Casrz. 1 assume whether it is by authority or not, th 
money that goes into that highway would come within what I unde: 
stand the chairman to suggest when he was speaking of State or loca 
funds. 

Mr. Ryxxen. No. The Federal - may not by provision of th 
Federal-Aid Act presently, at least, be used on roads which are to! 
roads. 

Senator Case. Yes. But what I am trying to get at is how yo 
want to finance this $500 million. You say: 

We believe it should be provided through specially earmarked funds, so tha 
this most important system, in which the Federal Government clearly has t! 
greatest responsibility, may be completed as expeditiously as possible. 

Mr. Ryxxen. That is true. 

Senator Casr. If you are going to assert a Federal interest ther 
and the Federal Government is going to have to finance it and yo 
are eoing to rule out tolls, you are suggesting practically that we fin: 

$500 million to do the job, which would be the equivalent of won 
was authorized for primary, secondary, and urban roads under 
1950 act per year. 

Mr. Ryxxen. I think that our second recommendation will touch o1 
that a little bit. The $500 million per year, as we interpret the report 
means that that is the total capital investment which must be pu 
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into the interstate svstem and represents a contribution on whatever 
matching ratio is determined of the State and the Federal Government. 
Now we believe very strongly that the Federal Government has a very 
strong, and rightfully strong, interest in this system of highways. 

Senator Casr. Not to run ahead too much, but the next sentence 
vou are about to read suggests 75 percent Federal sharing. That 
would be 375 million. 

Mr. Rykken. That is correct, sir. 

Senator HoLtitanp. May I go back? I notice the specific recom- 
mendation of the association earlier in your statement that 50 percent 
of all Federal-aid funds be earmarked specifically for the interstate 
system. If 50 percent of all Federal-aid funds were so earmarked, 
and Federal-aid funds were only $500 million a year and the contribu- 
tion was only on a 50-50 basis, that would cover the F ede ral part of 
the $500 million a year program for the interstate svstem? 

Mr. RyKKeEN. That is correct, sir. 

Senator HoLLanp. What is the need then of a 75 percent contribu- 
tion if, for instance, under the policy which you recommend that 50 
percent of all Federal-aid funds be devoted to the interstate system, 
should be adopted by the Congress’ 

Mr. Ryxxen. I think that you will find the reasons for that set forth 
a little farther on in the statement. 

Senator Houtuanp. All right. 

Senator Casr. Mr. Chairman, it seems to me that recommenda- 
tions of this sort should be realistic. The 50 percent of $500 million 
would be $250 million. That would be more than the currently 
authorized $225 million for primary aid. Anyone who is dealing with 
road building and road financing must know that you would not get 
public acceptance if you took all the money for the primary system 
and put it on the interstate system. And if you took 50 percent of 
$500 million, that would be $250 million or $25 million more than is 
available for the primary system under the current allotment. 

Mr. Rykken. That is correct, Senator. 

| would like to make this observation, if I might. Commissioner 
MacDonald in his testimony yesterday said that the Federal contribu- 
tion to the total highway bill represents 10 percent approximately. 
In other words, we cannot overlook the fact that the major part of the 
burden is being carried by the States and local communities in this 
highway problem. 

Now, it is on the basis of that belief that that must always remain so, 
that the local initiative must ultimately do the highway job or the 
major part of it, that we believe that the Federal aid of necessity must 
be devoted to a system which is of broad national and military defense 
interests, and that is the basis upon which our association has arrived 
at this policy, and that is the policy of the association. 

Senator Case. I want you to read the first sentence of your next 
paragraph and then reconcile that with what you just said. 

Mr. Ryxxren. May I| proceed? 

Senator HoLianp. Go right ahead. 

Mr. RyxKxen. Recommendation No. 2: Provide for a 75-percent 
lederal sharing in the cost of projects on the interstate system con- 
structed to appropriate standards for that system. 

We believe it both proper and necessary that the Federal share in 
the cost of projects on the interstate system be 75 percent, rather 
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than the traditional 50 percent matching. We believe this matching 
formula should include not only the cost of construction, but the cost 
of right-of-way acquisition. 

We believe this would evidence proper recognition of the national! 
importance of the interstate system and would expedite its improve- 
ment. 

Senator Casz. My point was that you had just extemporaneously 
said local initiative must do the most of the job. Then you read 
statement which says that the Federal share should be 75 percent. 

Mr. Ryxken. Senator Case, in this particular reference we are 
talking of the interstate system only. Now the 75-25 matching ratio 
that we propose would apply only to the interstate system. 

Senator HoLLaNp. That is also true of the cost of right-of-way 
acquisition being shouldered by the Federal Government? 

Mr. Ryxxen. Yes. The right-of-way acquisition now is on a 50-50 
as of the act of 1950, you will recaJl. 

But I would like to again emphasize the fact that this is the system 
which Congress established and which is of vital national importance 
and in view of the fact that the Federal contribution represents that 
part which it does and that the local and State units must of necessity 
carry the major part of the burden, we believe that the Federal interest 
should be directed to that national system. 

The Bureau of Public Roads report, Highway Needs of the Nationa! 
Defense, indicated that in 1948 something over $5 billion out of a 
total of slightly more than $11 billion, would be required to improve 
sections of the interstate system lying within urban areas. Yet urban 
areas account for only 5,969 miles of the 37,800 miles presently desig- 
nated. Thus, it is obvious that costs of improvements in urban areas 
are extremely high. The major cities of this country are today con 
fronted with traffic problems of almost unbelievable proportions 
These problems present a financir g situation which many urban leaders 
regard as almost impossible of solution under present conditions. The 
proposed 75 percent Federal sharing in costs for this one network 
alone would prove a strong stimulus to faster progress in urban areas 

May we also direct your attention to the growing mileage of toll 
highways being built on routes which appear to be parts of the pro 
posed interstate system. Back in 1950, our association foresaw this 
growing problem and adopted a resolution on the subject, pointing 
out our conviction that it was the intention of Congress that the inter 
state system be free of tolls and urging investigation and study of th« 
matter—a recommendation which we wish again to make. We believe 
that a 75-percent Federal sharing in cost might well be a strong factor 
in arresting a trend toward an interstate system part toll and part fre¢ 

Recommendation No. 3: That the Congress direct the Bureau of 
Public Roads to reexamine the needs of and progress on the interstate 
system and report to the Congress, with appropriate recommendations, 
prior to consideration of the next Federal-Aid Highway Act. 

The groundwork for such an appraisal was developed in preparing 
the above-mentioned splendid report issued by the Bureau of Public 
Roads on June 30, 1949. It is suggested, however, that Congress 
should be kept advised periodically as to progress being made in thi 
improvement of the interstate system. 

The unprecedented growth in traflic volumes and increases in 
commercial vehicle sizes and weights since that report was prepared 
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are alone ample justification for such reexamination. But there has 
also been a greatly accelerated development of our Military Estab- 
lishment, which further justifies the proposed reexamination. 

Senator Case. Mr. Chairman. 

Senator HoLLanp. Senator Case. 

Senator Case. Mr. Rykken, you say, the unprecedented growth in 
traffic volumes and increases in commercial vehicle sizes and weights, 
and so forth. Does your association recommend Federal legislation 
to regulate and establish uniform regulations on the sizes and weights 
of commercial vehicles? 

Mr. RykkeENn. Senator Case, we have no policy on that particular 
question, the matter not having come up. | should, if I may, like to 
make a personal observation on that. 

Senator HoLuaNp. Yes. 

Mr. Ryxxken. I| am inclined to believe the time has not come yet, 
perhaps, for Federal regulation of sizes and weights. I think that is a 
matter which the States must deal with in view of the fact that the 
highway system is what it is in various States. 

Senator HoLLaANp. You mean whether we wish it or not there are 
many sectors of the Federal-aid system and otherwise that simply do 
not come up to standards that prevail in other areas and in other 
States where larger weight limits are reasonable? 

Mr. Rykxken. Precisely. 

Senator HoLLaNnp. Proceed. 

Mr. Rykken. Recommendation No. 4: That the Bureau of Public 
Roads be directed by the Congress to make a comprehensive study 
for the purpose of determining the most equitable basis for the appor- 
tionment among the States of Federal-aid funds for the national 
system of interstate highways, and for the Federal-aid primary, and 
secondary and urban systems, and that such recommendations be 
made available to Congress prior to consideration of the next Federal- 
Aid Highway Act. 

The AAA believes that the traditional formulas for apportionment 
of Federal aid among the States should be revised. Since the original 
formula was promulgated in the Federal-Aid Highway Act of 1921 
with regard to the then Federal-aid system, and since the formulas for 
apportionment of Federal-aid secondary and Federal-aid urban funds 
were evolved in the act of 1944, a great many changes have occurred 
in various sections of the United States. Acceleration of industrial 
development, shifts in both rural and urban population particularly 
since World War II, and marked changes in farm economy, have 
created new and different needs in various States which should now 
be given new consideration, to the end that the most equitable appor- 
tionment formulas will result. 

In connection with apportionment, our association has long been 
on record to the effect that provision should be made as heretofore 
for the public-land States and for the construction and maintenance 
of highways in national parks and within national forests, including 
roads whose major function is that of providing access to national 
parks or forests. 

Recommendation No. 5: Pending the study as called for in the pre- 
ceding recommendation, we recommend apportionment of funds ear- 
marked for the national system of interstate highways on the basis 
of the total population in each State. 
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Until the results of the above-recommended study are available, 
it is our belief that apportionment in terms of the total population, 
both rural and urban, is as equitable a measure as can be utilized 
The proposal includes also the plan that no State would receive less 
than three-quarters of 1 percent of the amount to be apportioned 
Attached to this statement is a tabulation showing the various 
percentage apportionments on the population basis. 

Senator Case. Mr. Rykken, what is the purpose of an interstate 
highway system? 

Mr. Ryxxen. The interstate highway system—I do not know that 
[ can quote exactly from the act which created it—the purpose “ 
the interstate highway system is to promote the development of : 
limited system, a limited part of our major highway system which is 
of vital national interest to the peacetime economy, for one thing, 
and to our Military Establishment in time of war. 

This system is limited to 40,000 miles. There have been designated 
37,800 miles that connect all of our major population centers. Parts 
of the interstate system are in effect a part of our production assembly 
line now. In many parts of the country stockpiling of raw materials 
is no longer done, and in the case of subcontracts quite frequently 
those are manufactured in one place and trucked to the point of 
assembly. It is almost entirely over this limited system that that 
type of operation occurs. 

Senator Case. Would you not say that a major purpose of th 
interstate system is to link the country together? 

Mr. Rykxen. In a sense, that is correct, sir. That is the purpose, 
of course, of all highways. I would like to quote 

Senator Casp. Then, Mr. Rykken, if that is the purpose, to estab- 
lish what amounts to a system of national defense highways by what 
you call an interstate system, would not distribution on the basis of 
population defeat the linking of the country together? 

Mr. Ryxxen. No. The idea of the population formula is this 
That there should be apportioned to each State a part of the ear- 
marked sum which is in the ratio that the population of that State 
bears to the total population of the Nation. 

Now there is good reason for that. The report which the Bureau 
of Public Roads developed has a tabulation which lists the needs, th 
estimated needs on that system in each of the States. The percentages 
which are evolved from the population formula compare quite close ly 
to the percentages that those needs in each State represent to thi 
total needs. 

Now we do not think it is perfect, and I think the Association of 
State Highway Officials who also recommend this same basis of appor- 
tionment agree it is not perfect. We think the matter ought to have, 
perhaps, some more detailed study and perhaps a better formula 
could be evolved. However, we believe now it is the best practica! 
formula for the apportionment of funds for that particular system only 

Senator Case. I sympathize with meeting the need of improving 
highways in cities and surrounding cities, the evidence to which is 
the fact I have two amendments pending to this bill which are both 
designed to do something in that regard. But it seems to me if you 
want to convert the interstate system into an allocation of funds on a 
population basis that you will defeat what I have always understood 
was the purpose of an interstate system. 
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I recall that when we had proposals before the Congress for building 
. network of strategic highways emphasis was placed upon the 
of that for defense purposes in time of war. 

I have traveled on the so-called Autobons in Germany, and I think 
art of our concept was somewhat similar to the concept behind the 
levelopment of the Autobon in Germany. But it seems to me if we 
ire going to convert the interstate system into a saving for 
noney into urban centers that you defeat the interstate 
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Mr. Ryxkken. We have the percentage. Rhode Island would 
receive the minimum. 

Senator HoLianp. Is the population 700,000, something like that 

Mr. Rykken. 791,000. 

Senator HoLLanp. See how many North Dakota has. 

Mr. RykKEN. 619 636. 

Senator Ho.uanp. Let’s say they are roughly comparable i: 
population, and the size is so vastly different, the mileage on the inte: 
state system must be in complete contrast. Do you have the mileag: 
on the interstate system in Rhode Island and in North Dakota? 

Mr. Rykken. The total mileage 

Senator HoLLanp. Understand, I am not contending either for on 
State or the other, I am trying to look at the system objectively. 

Mr. Rykken. You are correct in the statement that the mileages ar 
vastly different. 

Senator HoLtanp. What is the mileage in Rhode Island? 

Mr. Ryxkxen. Rhode Island is 48.6 miles 

Senator Hottanp. And in North Dakota? 

Mr. Rykken. North Dakota is 498.3. I would like to direct you 
attention to 

Senator HoLutanp. In other words, there is about 10 times as muc! 
mileage, although of much cheaper construction costs 

Mr. Rykxen. That is right. 

Senator Hoxtuanp. In North Dakota than in Rhode Island’ 
Unless there is a very large factor that would come about my reason 
of the presence of large amounts of public land in North Dakota, it 
would seem to me the result of your system would probably b: 
discriminatory. 

Mr. Rykken. There can be little question of the fact that ther 
are aspects of this formula which do become discriminatory, and tha! 
is One reason We are proposing it only as a temporary expedient. 

Senator Case. While you have the figures in the table, would vo 
also give us the figures for Texas? 

Mr. Ryxxen. The number of miles on the system in Texas is 2,000 
no, that isrural. The total is 2,764.8 miles. Their needs on the syste: 
in Texas represent 3.87 percent of the total needs of the whole system 

Senator HoLtitanp. And their population? 

Mr. RyKKeEN. 7,711,194. They would receive 4.84 percent of thi 
funds under the : apportionme nt formula. 

Senator HoLtLtanp. Then Texas represents a State where there 
not too great a difference between the application and 

Mr. Ryxxen. No, the great majority of them, Senator Holland, ar 
like that. But there are a few where there is a somewhat wide vai 
ance, but most of them are remarkably close. 

Senator Case. What about Kansas? 

Mr. Rykken. Kansas has 701.5 miles on the system. Their need: 
are 0.80 percent. That is eight-tenths of 1 percent. Kansas would 
receive 1.19 percent. 

Senator Casr. What about Nebraska? 

Mr. Ryxxken. Nebraska has on the system a total of 460.6 miles 
Their needs are 0.43 percent of the total. They would receive 0.83 
percent, over the minimum. They would benefit, vou see. 

Senator Casr. What about Montana? 
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Mr. Rykken. Montana has 1,243 miles on the system. Their 
needs represent 1.03 percent of the total, and Montana would receive 
the minimum—90.75 percent. They would lose some. 

Senator Houuanp. I do not believe you stated into the record the 
facts with reference to North Dakota as to needs and what they would 
receive. 

Mr. Rykken. North Dakota has a mileage of 498.3 miles on the 
interstate system. The needs of that system represent four-tenths of 
a percent of the total needs, and they would receive under the popula- 
tion formula 0.75 percent. 

Senator HoLLanp. The minimum? 

Mr. Ryxkken. The minimum. 

Senator Casr. What does that show in South Dakota? 

Mr. Rykken. South Dakota has on its interstate system a total 
of 514.7 miles. Their needs represent 0.40, four-tenths of 1 percent 
the same as North Dakota, by the way—and they would receive 0.75 
percent, the minimum. 

Senator Ho_ianpb. It would seem, then, this new system would be 
more generous at least to the Dakotas and to one of the other States 
you mentioned. 

Senator Cast. The reverse. 

Senator Hotuanp. Than would the effort to meet them purely on 
the basis of their percentage of the cost of the system. 

Mr. Rykken. The population formula does approximate that as 
closely as anything else so far. 

Senator HoLLanp. What about Florida, since you are putting the 
figures in, just out of curiosity! 

Mr. Rykken. Allright, sir. Florida has 1,141 miles on the system. 
Their needs represent 1.02 percent of the total, and Florida would 
receive 1.74 percent of the funds. Florida would benefit some. 

Senator Cast. What about Oklahoma? 

Mr. Ryxken. Oklahoma has 780 miles on the system. Their 
needs represent 1.48 percent of the total needs, and they would receive 
1.40 percent of the apportionment. 

Senator Case. Oklahoma would be about even. 

Mr. Rykken. Very close. 

Senator Cask. But on both of the Dakotas the needs would 
percent and the ‘V would receive 0.75 pere ent? 

Mr. Rykken. The needs would be 0.4. 

Senator Case. 0.4? 

Mr. Rykken. That is mght. 

Senator Case. I thought vou said 4 before? 

Mr. Rykken. No; 0.4, four-tenths of 1 percent of the total. 

Senator HoLianp. Is that because of the relatively lighter structures 
required? 

Mr. Rykken. That is right. 

Going back again to the Dakotas and Rhode Island, you have a 
terrific situation in the small Eastern States, particularly of the high 
cost of right-of-way, and where a very limited mileage may run up 
into millions of dollars. That is not the case, of course, in the more 
purely rural States. Rhode Island, incidentally, would come out 
with 0.76 percent needs, 0.75 percent allocation. 

Senator Houtianp. All right, sir, will you proceed? 
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Mr. Rykken. Reeommendation No. 6. The association believes 
that provision for the Inter-American Highway system, or any project 
connected therewith, should be made in separate legislation. 

The association strongly supports early completion of the Inter- 
(merican Highway and has so st: in a policy declaration. We 
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Mr. Rykken. We have not had an opportunity to examine these 
and if the committee would wish, we would very much like to do 
that, and then if it is your will and desire, to submit a statement 
expressing our views on this what I consider an important question, 

Senator Hotianp. The chairman would appreciate that. Does 
that meet with your approval, Senator Case? 

Senator Casg. Yes. 

Senator HoLianp. All right, if you will do that. 

Have you had a chance to examine the amendment proposed by 


) 


Senator Chavez yesterday in the hearings? 
Mr. Ryxxen. No, I have not, sir. 
Senator HoLttanp. Would you in your written comments includ 

that amendment also? 

Mr. Ryxxen. I will do so, sir. 
(The comments requested are as follows: ) 


AMENDMENTS TO SS. 2437, as INTRODUCED BY SENATORS DENNis CHAVEZ 
New Mexico anp Francis Case or Sovuru DaKorta 


FIRST AMENDMENT PROPOSED BY SENATOR CASE 


rhe first Case amendment provides that the sum of $36,000,000 be appropriat: 
for the planning, construction, improvement, maintenance, and operation of 
circumferential highway, including bridges, in the vicinity of the District ot 
Columbia, extending from a point on the Baltlmore-Washington Parkway, thence 
in a northerly, westerly, and southerly direction to a point on the Shirley Highwa 
in Virginia 
The association fully supports this amendment. 
We point out its importance from the standpoint of an adequate civil defer 
‘om the standpoint of properly facilitating safe and efficient movement 
»in the National Capital area. 
» are of the opinion that the Federal Government has not in the past assun 
n adequate responsibility for traffic problems which have been in considera! 
easure created by the rapid expansion of Federal activities in the Washingt 
metropolitan area. The motorist has continued to carry the major part of t! 
tax, but there are other beneficiaries who should help pay—and in this case 1 


} 
1 


Federal Government is a major beneficiary. 


2. SECOND AMENDMENT PROPOSED BY SENATOR CASEI 


rhe second Case amendment provides that not more than 25 percent of 


amount which would be appropriated under section 9 of S. 2437 ($150,000,00' 
for defense access roads) be made available for the construction or improven 

of radial and circumferential highways, or segments thereof, in or adjacent 
ities in excess of 20,000 population 

The American Automobile Association is opposed to this amendment for 
following reasons: 

a) The practical value of circumferential or radial routes in or adjacent 
urban areas of less than 200,000 to 250,000 population has not been demonstra 
by comprehensive origin-destination traffic surveys conducted by State highw 
departments in cooperation with the Bureau of Public Roads in a great ma 
of the larger and smaller cities of the Nation. 

b) The association is opposed to a departure from the traditional mate! 
arrangement as provided in past Federal-Aid Highway Acts, except in the ea 
of funds specially earmarked for the national system of interstate highwa 
in which case we favor a matching ratio of 75 percent Federal and 25 perce 
State funds. This proposed Case amendment does not provide for any Stat 
matching. 

We believe that this amendment would result in a use of defense act 
road funds for a type of road not in proper keeping with the purpose for w! 
such funds have been provided. 


Cl 
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3. AMENDMENT PROPOSED BY SENATOR CHAVEZ 


This amendment provides that any funds made available under the act which 
ad not been expended (we assume this to mean “‘programed’’) by the States 
would not lapse, as has been customary in previous Federal-aid highway bills, 
ut would be reapportioned among the States for use on the Federal-aid sec- 
ydary highway system. 

The association is opposed to this amendment because it represents a still 
reater emphasis on county and local roads which are a part of the Federal-aid 
econdary system when the great need for improvement is found on the inter- 
tate, primary, and urban Federal-aid systems. We are further of the opinion 
that such a proposal would interfere with the orderly planning of projects on 
the Federal-aid secondary system through the introduction of an unknown ele- 
ent for which no State could properly plan sufficiently in advance to assure 
ficient use of Federal-aid funds. 

Senator HOLLAND. | am advised by the staff there will probably be 
one or more additional amendments considered here in the course of 
he hearing, and I think that the subcommittee would like to have 
he views of your organization upon anv of those ad itional amend- 
ments that are submitted. 

Mr. RykkeEN. We would be very glad to do that, Senator. 

Before closing, | would like to just make one further point. We 
hould like very much to emphasize again that our reason for proposing 

populs ition basis for apportionme nt for the interstate System Is not 
io give advantage to any part of the country. We are supporting it 

us a temporary measure and believe that it should be given further 
study, recognizing that it does have inequities. 

Senator Case. Mr. Chairman, the table which eer Mr. Rykken’s 
emarks shows the recommended apportionment on an adjusted and 
inadjusted basis in relation to population, but this tab le does not give 
is the figures which he was giving us during the interrogation where 

e gave us the needs of the State on a percentage basis 

Mr. Rykken. That is right. 

Senator Case. It seems to me that for this population table to give 
is the most benefit we ought to have also for each State the mileage 
o be constructed and the estimated dollar cost, at least, in a percent 

e figure, so that it would be comparable with the population index 

Mr. RykKeN. We would be very glad to develop that tabulation 
nd make it available to the subcommittee. 

Senator HoLLanp. Is it not true where vour unadjusted figure 
ased on precisely that information? 

Mr. RYKKEN. That iscorrect. [tis the precise population ratio and 

djusting for the 0.75 minimum, of course, you have to readjust 

Senator HoLLANb. The figures in your. second column do not at all 

pend upon the mileage in the respective States? 

Mr. Rykken. Population only. 

Senator HoLuanp. Or the costs? 

Mr. RykkKrEN. Or the costs. That information we will take from the 
bureau’s report and tabulate for the subcommittee 

Senator HotLtann. Thank you, sir. 

Mr. Rykken. Thank you very much 

The information requested is as follows: 
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Senator HoLLanp. The next witness on the list furnished me is Mr 
James L. Bossemeyer of the National Association of Travel Organi 
zations. Mr. Bossemeyer. 


STATEMENT OF JAMES L. BOSSEMEYER, EXECUTIVE VICE PRESI- 
DENT, NATIONAL ASSOCIATION OF TRAVEL ORGANIZATIONS 


Mr. Bossemeyer. Mr. Chairman and gentlemen, I want to say 
before beginning my statement, that our association does not hav: 
a technical staff, so we are not equipped with detailed engineering 
advice as to the intricate details of highway appropriations, but we ar 
very anxious to present to you in about 7 minutes our general view 
to the important connection between the travel industry and th 
upkeep and maintenance of the highways. 

Senator HoLtLtanp. Does your statement deseribe the size an 
function of your organization? 

Mr. Bossemryer. Yes, sir; ina general way 

Senator HoLLaANp. Proceed, sir 

Mir. Bossemeyer. My name is James L. Bossemeyer, and I am thi 
executive vice president of the National Association of Travel Organi 
zations, With headquarters at 1424 K Street NW., Washington, D. C 
Our association appreciates the privilege of appearing before you 
committee in support of legislation directed toward continued Federa 
participation in the betterment of our American highway system. 

We believe that Federal participation in the highway program on a 
equal basis with the States of this Nation, as has been done for thu 
past thirty-odd vears, has been thoroughly justified. In fact, we 


as 


believe this Federal-State relationship to be one of the most important 
and most efhicient embodted in ny KY at ral program 

Obviously, our association is interested in any move which wil 
facilitate travel within the U.S. A. Our organization concerns its 
with all forms of transportation—rail, air, water, and highway—vi: 
both the public carriers and private conveyances, and with all typ 
of accommodations and services required to mect the needs of trav 


ers We believe that in the sum total of its activities the travel u 
dustry is exceeded by few other industries in economic importan 
and by none in its social implications and as a manifestation of th 
American way of life. Adequate safe highways are absolutely esse 


tial to the maintenance of the mode of life established by the Ame 
can people in which travel plays such an important part. 


Since more than 80 percent of all travel moves via private auto- 


mobiles, rental automobiles, or busses, via the public highways, thi 
importance of these highways to the travel industry is quite evident 
J want to poimt out, also, that the public carriers, other than thi 
busses, also have a vital interest in the highways, since few trips ar: 
taken which do not involve the use of highways at intermediate and 
terminal points. 

I should like to call your attention to some figures produced in 194s 
by surveys made by various travel organizations and by the America 
Association of State Highway Officials. These figures will, we think 
illustrate conclusively the importance of travel on our highways an 
particularly our main highways, since it is upon these that the grea 
throng of American tourists migrate each year to points of interest 
throughout the Nation. All of us are keenly aware of the value and 
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importance of our agricultural products and the surveys above re- 
ferred to showed that in the calendar year of 1948 the dollar value of 
agricultural products produced in the 48 States was approximately 
$31,300,000,000. But there is another ‘dollar crop’’ that each state 
harvests each year that is of tremendous importance, and that is the 
“tourist”? dollar crop. In the year that this survey was made, the 
tourist dollar crop from interstate highway travel accounted for 
approximately $9,700,000,000, or, roughly, for every $3 earned in 
agriculture, $1 was earned in interstate highway tourist business. 
The survey showed that in many States the agriculture dollar crop 
produced was several times higher than the tourist dollar crop, but 
in some States the tourist dollar crop was higher than the agri- 
cultural dollar.crop. 

For example, New York State, which is considered one of the leading 
agricultural States in America, in that year derived from agricultural 
products approximately $966,000,000, but in tourist dollars they de- 
rived over $1,000,000,000. In Florida, the agricultural dollar was 
approximately $355,000,000, but the tourist dollar was estimated at 
$700,000,000. In California, the agricultural products were better 
than $2,000,000,000, but’ the tourist products were $569,000,000. 

Senator Case. Mr. Chairman, are you going to let those figures 
comparing California and Florida stand? 

Senator HoLtuanp. Well, I would have to admit with modesty 
that our tourist travel in Florida exceeds that in Califorma, but 1 
was not going to make anv comment on that point unless you brought 
it out. 

Mr. Bossemeyer. And still pulling away, too, Senator. 

Senator Hottanp. Yes. This was 1948 and the figures of 1951 
would show an even greater disparity. 

Mr. Bossemerer. Let’s take another example in a small State 
New Hampshire. Agriculture in 1948 produced $69,000,000 in that 
State, but the tourist business produced $108,000,000. These 
figures are given you to show that each State, each vear, harvests 
a substantial crop of dollars from agriculture and a lesser known but 
very important crop of dollars from the tourist business. 

In this same year, 1948, when tourists spent $9,700,000,000 on 
interstate highway travel, an additional $2,300,000,000 was spent on 
other modes of interstate travel making the national total for that 
year $12 million. 

But this does not give the entire picture. Nearly all attempts to 
measure travel volumes have to date been concentrated on efforts by 
each State to determine the amount of money spent within its borders 
by out-of-State tourists. Very little attention has been given to the 
problem of measuring within-State tourist travel, which is extensive. 
Trips of many hundreds of miles are often made without leaving the 
confines of a State. It is our opinion that if in 1948 we could have 
measured the entire travel volume instead of just the interstate vol- 
ume, it would have disclosed that the total expenditures for travel 
that year were in excess of $18 billion. 

Since 1948, the travel volume has increased. There is little doubt 
that the total expenditures for travel—interstate and intrastate—ip 
1951 was more than $20 billion. This is a sum equal to about one- 
twelfth of the national income, and is quoted to show why we believe 
that travel is of such tremendous importance to the national economy. 
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And since about 80 percent of this travel moves via the highways, 
serious dislocations in the national economy will result if the highways 
are not equal to the function they are expected to perform with respect 
to this travel. 

Senator Cask. At that point, Mr. Chairman, I would like to ask a 
question. 

Senator HoLLAND. Senator Case. 

Senator Cask. You have said 80 percent moves via highways. 

Mr. Bossemreyer. Yes, sir. 

Senator Case. Can we apply that 80-percent figure to these different 
totals for the vears vou have been quoting there—the $18 billion figure, 
for example, and the $20 billion figure? 

Mr. Bossemryer. It applies fairly closely, sir. 

Senator Casr. Would it be any higher on the intrastate figure? 
| think vou have estimated that that would be about $6 billion as 
compared with twelve, or a third of it 

Mr. Bossemryer. Yes, sir 

Senator Case. On the intrastate would it not be higher rather than 

therwise? 

\Ir. Bossemryer. I believe it would tend to be higher. We have 

little experience eee the intrastate volume we cannot see 

ertainty on that, but certainly most of that travel would go by 
automobile, a great deal by bus, and a relatively smaller amount by 
other public carriers. So the highway ratio, I think, would increase 
on the intrastate volume 

The money which travelers spend is new money which enters the 
channe!s of trade ip the various communities through filling stations, 
hotels, motels, restaurants, retail stores, et cetera, but which goes on 
from there to create a market for public utilities, pay taxes, meet par 
rolls and on through a long evele of benefits 

Travel has become the principal medium jor the distribution of 

— in the United States. So important has it become as a stimu 

' bustness activitv, that Chambers of Commerce and regional 


tate promotional organizations throughout the country now 
la great deal more Money and effort promoting travel into their 


various communities than they devo to industrial and agricultural! 
promotion And it pavs off. It has by en demonstrated that agricul 
ural a 1d md istrial development will follow inh the wake ot skillful 


travel promotion look at southern California, ior example but th 
verse of this Is seldom true 

[ have Said l all of this to demonstrate the great economic Importanc 
ot tr: vel throuchout the Nation and the complete dependence ot the 
travel iadustry on the maintenance and improvement of the highway 
svstem 
~ Senator Hotianp. I would like to inject this point: You mentioned 
some time ago the fact that California and Florida are both heavy 
tourist States, but there are other heavy tourist States— Michigan 
\laine and many others—that could be mentioned. 

Ir. BosSEMEYER. Yes. 

Senator HoLttanp. The point I am making is that all of them are 
long distances from the States which send them the largest numbers oi 
tourist travelers. For instance, a survey in our State last veat 
showed New York, Pennsylvania, Ohio, [hinois, and Michigan were 
the five States whose automobiles were most rt presented in the tourist 
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season on the highways of Florida. I am sure a somewhat similar 
situation prevails with reference to California. 

But the point [am making is that this travel, this tourist travel in 
particular, is not just of great value to the areas which are the ultimate 
points of interest where they spend most time, but the travel takes 
place through all the intermediate States from the point of origin 
to the point where the tourists are going, and it becomes an item of 
tremendous importance in the economy of all those intermediate 


states. 


As an ithistration, you know, oi course. that U » Highway No. 301 


from Florida to the east was opened only a few vears ago. We travel 
that highway coming from Florida to Washington, or as far as Rich 
mond, where it bears off to the east We found in the comparative 


few vears that IT have been here that an immense number of motels 
ana other facilities have sprung up viong’ that highway which Wis 


il 


opened about the time I came here. It is not recognizable at all in 
the intermediate States as the same territory as it was before that 
highway Was opened So that travel has immense significance to all 
the areas traversed as well as to the points which are ultimatel 
ren hed yy the tra elel 

I wanted to have that clear in the record 

For instance, when anyone travel! to South Dakota to see, I 
believe —is it pot ta your State that the Borglum carvings appear? 


Senator Case. Yes, in the Black Hills 
Mr. Bossemeyer. | feel sure that the importance of highways to 


the national defense has been stressed in these hearings and that the 


matter of safetv on the highways for all types of traffic has likewis« 
been stressed Important iS the building Of new roads Is and the 
maintenance of eXIStINng roads, the removal ol by ttlenecks traffic 


hazards nnd death traps On highwavs Is considered Oy] 
mmportance by those of us in the travel u 


i 


Daramoun 


dustry 
Only a few vears ago, passenger trave lon the highways Wa intually 
unaffected by freight trathe ‘Today, an increased vol ne of passenge! 
traffic must share the roads with a vastly inereased freight traffic 
The two types of traffic can live together on properly built and main 


tamed highways, but until the funneling of these two 


revulis oO} 

trafic through lone sections of narrow, outmoded highwavs can b. 
relieved, thr present appalling death rate will continue 

Senator Case. Mr. Chairman, does that mean that vou attribute 


most of the death rate to freight-traffic conditions? 
Mr. Bossemeyer. Well, we think that is a contributing faetor 
| would not want to state the principal factor 


Senator Case. Have vou made any study of the causes of highway 
accidents? 
Mr. Bossemeyrer. We haven't made any direct 


studies ourselves. 
we trv to observe what studies have | 


eon made along the major 
highways of the Nation, particularly around some of our national 
parks, such as Yellowstone. 

Senator HoL_LANb. And tens of thousands of cars go there. and | 
am sure many of them travel from highly remote points in the Nation 
For instance, we send some from Florida. 

Senator Case. | think practically every State in the Un 


ion has 
cars in the Black Hills every summer. 
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Senator Hottanp. You would sustain the point I have just made 
that travel is of immense importance in every part of the Nation? 

Mr. Bossemeyer. I certainly agree with you. 

Senator Ho.uanp. And not just to points where the ultimate 
interest of the tourist may be focused? 

Mr. BossemMeyer. Yes, sir. That is a very effective elaboration 
of the point we made that travel is a great distributor of money in 
the United States. Revenue is produced in the great production 
centers of industry and agriculture and the main centers of popula- 
tion, and then because of the travel urge that people have and the 
freedom with which they can travel they go out to all corners of the 
land and distribute this money all over the country. Many com- 
munities that couldn’t exist on their local economy are able to exist 
because of this influx of travel money. 

Senator Hotuanp. Not only exist, but they prosper and grow 
and develop. 

Mr. Bossemeyer. Right, sir. 

Senator Hotianp. All right, sir, proceed. 

Senator Case. | would be interested in seeing any analysis that 
you might have made of the causes of highway accidents and the 
incidence of them, that is, where they occur, whether they are in 
cities, near cities, out on long stretches, anything that we can get in 
the wav of factual information. We will be very glad to receive that 

Mr. Bossemeyer. I will certainly see if I cannot send such infor 
mation to you, Senator Case. 

(The information requested is as follows:) 


} ; , ’ — 1O fy 
Motor transportation accident rates a4 10, National ase tl 


100 vehicle ? iles 


According to the Interstate Commerce Commission, trucks do 16 times as mu 
damage in accidents than automobiles Lg ing 1,208 truck accidents caus 
by mechanical defects, the ICC reported a total property damage of $2.636,8 
or an average of $2,182 per crash. This compares with average property dama 
in passenger-car accideuts of $136 ioe : 

The New Jersey Motor Vehicle Department reports that fatalities in truct 
involved accidents are eight times as great as fatalities in accidents involvi 
passenger Cars. 

Mr. Bossemeyer. We believe, therefore, that this committee in t! 
Congress, should, and will, do what it has done for many years pa 
in regard to Federal aid for highways—provide an adequate Feder: 
aid authorization to be matched by the respective States on the lon 
proven 50-50 matching basis to insure the continued development a: 
expansion of our State highway systems. —_ 

We urge that the largest possible amount of money be placed in t! 
fund. The need from the standpoint of safety to human life and fi 
insuring the continued healthy growth of the national economy a! 
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providing for the national defense could not be greater. It is the 
soundest kind of an investment and cannot help ‘but pay off in in- 
reased productivity, increased tax-paying power and in the saving of 
| great number of lives. 

We believe that all highways are important, but it seems to us that 
: all of the roads involved in the Federal aid to highways program, 

» Federal Government, in the national interest, has the greatest 

‘blestion to assist in building up the primary system and to provide 
for the construction and maintenance of highways in national parks 
ind within national forests, including such roads whose major function 
; that of providing access to national parks and forests. 

The secondary roads are important. We want to see them receive 
ll possible aid, but we believe that the primary system which carries 
he main interstate traffic of our country should receive the principal 
support of the Federal Government. The interstate system is the 
pick-up system of all roads. It is the principal revenue producer. 
The secondary roads will not be going anywhere if they lead into an 
nadequate primary system. 

In closing, | would like to emphasize that, tremendously important 
though it is, the Federal-aid program accounts at this time for only 
ibout 10 percent of the money spent for highway purposes in this 
country. In 1950, highway expenditures by the States, counties, 
and cities and the Federal Government tots aled $4,213,000,000, but 
of this total, the Federal share accounted for approximately $459,- 
100,000, or a little better than 10 percent. One important point 
freque ntly overlooked, or un: ippreciated, is that the total cost of the 
maintenance of our highway system is, and should continue to be, 


borne by the State and local governments, and this is of no insignifi- 
ant cost. In 1950, it totaled approximately $1,423,000,0C00—all 
State and local funds—and the maintenance charges on our highway 
system are rapidly approaching a $2,000,000,000 annual figure, and 


every day that needed new construction is delayed, the maintenance 
charge increases. 

May I again express my appreciation for your courtesy in receiving 
his Statement, 

Senator Hottanp. Thank you very much, Mr. Bossemeyer 

You have not yet, I believe, stated the exact nature of your organi 
ition or its size and importance. 

Mr. BosseMeyer. Our organization is a relatively new national 
ssociation of all types of businesses that are engaged in the promotion, 
ile or servicing of travel throughout the United States of America, 
The briefest way to explain it would be to state that it is in effect 
chamber of commerce of the travel industry in the United States. 

We have affiliated with us all of the principal segments of the 

ravel industry as they are represented through their own associations. 
or example, the American Hotel Association is affilis ated with us; the 
\merican Automobile Association, the National Federation of Ameri- 
can Shipping, the National Bus Traffie Association, the Associated 
Grey Lines Sightseeing Cos. We also have in our membership the 
representatives of some 43 State and Territorial travel promotion 
ganizations as maintained by the States and Territories. 

We have, I would say, 70 or 80 representatives of leading chambers 

of commerce in large communities of the country that devote a great 
leal of attention to travel promotion. 
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There are as members the travel editors of over 45 metropolitan 
newspapers, the business managers of all of the large magazines tha 
cater to travel or travel advertising, and a great many other interests 
of that sort. 

Senator HoLLanp. How old is your organization? 

Mr. Bossemreyer. The organization was established in 1941 jus 
before World War Il. It grew slowly all through the war period an 
operated as a sort of an association of members, with business con 
ducted by the elected officers, until about 2 vears ago wher thi 
national headquarters was established here in Washington, D.C. So 
we are now In about the thirteenth vear of our association 

Senator HotLtanp. Thank vou, sit 

Do you have any further questions? 
Senator Casge. Just one, Mr. Chairman 


Do you have any connection with, or did you encourage any of the 


activities that were carried on by ‘travel bureau that was set up i 


thre Department of the Interior : > ars ago? 
Mr. Bossemryer. Well, sir, t ne extent. It happens that I wa 
United States Travel Division in the Department of 
devoted about 1 vears to that work, starting in 1937 
¢ that period 1 pe ated 1 : of the travel organizZatlol 
hat I have just mentioned as belonging to this association. So wher 
the United States Trav: Vi 1 was closed in 1949 I was invited to 
take this work for the asso mm, al as able to move over ther 
and continue under private auspices almost exactly the Same type 0 
» | ad been trving to ac omplish as a Government office 
‘ase. Do vou recall ut vour annual appropriation wa 
whe u were in the Department of Interior? 
Nir OSSEMEYER. Yes, sil It varied in various years 
$50,000 and $100,000. I think $100,000 was the most 
$50.000 was about the least we ever received 
| Do you have any objection to stating what vo 
operating a privately finame 
entu 
Mir. Bossemeyver. Well, | have no objection to stating it Wi 
in process of growth \s I stated, the association operated more « 
vears ago, and when | went with it th 
finances were not vi ry ac quate, and we are devoting great attentior 
» building them up now Our present budget is only $24,000 
We have hopes of striking a level in the very near future wh 


will be about $125,000 a vear 


1 


iessS as a club up until 


Senator Case. That is for your headquarters? 


Mr. Bossemeyer. That is right, su 


Senator Case. Obviously, the budgets of the various chambers ¢ 
commerce and local travel bureaus that you operate through woul 
multiply that expenditure many times. 

Mr Boss! MEYER. Our effective Hess is Ine reased by close cooper: 
tion on behalf of these other organizations 

Senator Hottanp. The American Hotel Association, for imstan 
itself would have il budget largely In eC XNCeSS of that? 

Mr. BosseMEyeR. Oh, ves, si 

Senator Case. That is all 


senator Hout AND (ll right thank Vou, sir 





FEDERAL AID HIGHWAY A¢ 


Mr. Bossemtyer. Thank you. 

Senator HOLLAND. Elmer Staats, Bureau of the Budget 
All right, Mr. Staats, you may proceed in your own way 
You are here representing the Bureau of the Budget? 
Mr. Staats. Yes, sir. 

Senator HOLLAND. Supporting, as I take it, S 

Mr. Sraats. (No response. 

Senator HoLLANb. Or discuss, let’s say. 

Mr. Sraats. I think discussing is probably the 

‘nator Holland 

Senator HOLLAND. You may proceed 


STATEMENT OF ELMER B. STAATS, ASSISTANT DIRECTOR, THE 
BUREAU OF THE BUDGET; ACCOMPANIED BY IRVING J. nn 
BUDGET EXAMINER, AND MELVIN A. BRENNER, FISCAL ANALYS 


Mir. Staats. Mr. Chairman, I have a statement here | woul 


to read and | would be glad to answer any questions, so fee! 
nterrupt at any point vou care to, 
resent the views of the Bureau of 
» Bud get with respect to S. 2437, a bill to extend the Federal-aid 
aes program and various other highway authorizations 

The most important issue involved in this legislation is the amount 
to be authorized for fiscal years 1954 and 1955 to provide financial 
aid to State and local governments for highway construction. Sine 
the end of the war, there have been three highw av acts providing 
authorizations for — progress the 1944 act, which authorized $500 
million for each of 3 years; the 1948 act, with a $450 million authoriza 
tion for each ol 2 aldags and the 1950) a¢ with a $500 million 
authorization for each of 2 years Thus, a total of $3.4 billion 
been authorized since the war expenditures have lagged consid 
behind these authorizations, and to date total about $1.9 
The hichest annual li vel ol Keders il aid expe naditures reached 
postwar period has been about $425 million, spent in fiscal veal 
It is estimated that approximately the same level will be 
during the present fiseal vear. Partly asa result of materials shortag 
expenditures are expected Lo drop Lyne kK Lo about S400 million In fiscal 
vear 1953. The new authorizations now under consideration will not 
have tL effect upon the 1953 level of expend litures, They 
however, create commitments for Federal expenditures w 
occur several vears thereafter, 

The annual level of $500 million, contained in the 1950 Highway 
\et, was recommended by the President in January 1950—6 months 
before the start of Korean hostilities. It was enacted by the Congress 
before the declaration of a national emergency and the resultant 
major impact upon the Federal Budget. The drastic fiseal changes 
of these past 2 years must properly be taken into account in deter 
mining the future level of this program. In his budget message f 
1953, the President has recommended that the authorization for this 
program be extended at a level of $400 million annually, or S100 
million below the level contained in the 1950 Highway Act 

The President recogpizes the substantial need for Improvement ol 
the Nation’s hiehways., Nevertheless, he feels that other factors, of 
overriding importance, require a reduction in the authorized level o! 


neh will 


1d) 


Hold 2 le 
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Federal highway aid. Most important among these other considera- 
tions is the Government’s over-all budgetary situation, which requires 
that all Federal programs be reduced to the minimum level consistent 
with the needs of a defense economy. The large military and related 
programs, which are needed to safeguard our national security, will 
increase the total Federal expenditures from the $40 billion of fiscal 
year 1950 to an estimated $85 million for 1953. Despite several tax 
increases, a budgetary deficit of more than $14 billion is estimated 
for fiscal year 1953. It is scarcely necessary to emphasize the serious- 
ness of this fiscal problem, or of the inflationary dangers associated 
with it. It is absolutely essential that the increased defense expendl- 
tures be offset, to the maximum extent possible, by reductions in 
other Federal programs. 

This policy has already been followed in other public works pro- 
grams of the Federal Government. As background for consideration 
of the highway program, I should like to touch briefly on some of the 
actions which have been taken in these other construction areas: 

River basin development: Flood control, reclamation and_ river 
and harbor programs have been curtailed considerably, except for 
projects involving the development of electric power required for 
defense production. Many going projects, not providing power 
have been suspended. for example, only about half as many general 
flood-control projects are included in the 1953 budget as were recom- 
mended 2 years ago. It might also be noted that the recommended 
1953 appropriations for reclamation projects are about 15 percent 
below those enacted for 1951, and 40 percent below those for 1950 

Federal aid hospital construction: Appropriations are recommended 
in the 1953 budget at a level of $75 million, or one-half of the statutory 
authorization 

Federal aid airport program: New obligational authority recom 
mended for 1953 1s less than half of the amount enacted for fiscal 
vear 1950. 
~ Low-rent housing: Only 75,000 new housing units are recommended 
for 1953, compared with the average statutory authorization fo! 
135,000 units per vear. 

Senator HoLtianp. On that point of low-rent housing, how does 
the recommended 75,000 housing compare with those provided for 
last vear for fiscal 1952? 

Mr. Sraats. I believe that the 75,000 is the same as that included 
in the budget for 1952. 

Senator HoLtanp. How does it compare with the amount actually 
provided for by appropriation? 

Mr. Sraats. 50,000 is the amount appropriated for in 1952. 

Senator Hotuanp. Off the record. 

(There was discussion off the record.) 

Senator HoLtanp. Proceed 

Mr. Sraats. Urban redevelopment: Federal assistance proposed 
for 1953 will be limited to site acquisition, except where actual re 
development work is found to be consistent with defense needs. 

Rural electrification: The recommended new loan authorizations 
for rural electrification and telephones in 1952 is $75 million, compared 
to $297 million in 1951, and $495 million for 1950. 

Public buildings construction program: General construction of 
public buildings outside the District of Columbia will continue to bo 
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deferred although provision for plans and site acquisition was made 
several years ago. 

These examples illustrate the general policy of restricting the 
Federal public works programs during this emergency period. 

Senator Case. Mr. Staats, that sentence and the one earlier on 
page 2 of your statement, where vou said this policy has already been 
followed in other public works programs of the F ederal Government, 
do you mean that in your budget recommendations this policy has 
been followed? 

Mr. Staats. That is right. 

Senator Case. And none of these citations refer to action that has 
ilready been taken on appropriations by the Congress? 

Mr. Sraats. Not as far as 1953 is concerned. It does, I think 
reflect restrictive action taken by Congress last vear on the 1952 
budget in some of these areas. 

Senator Case. What about the hospital program? That was 
$75 million, I believe, last vear in the budget recommendation. Did 
not the Congress increase that? 

Mr. Staats. I believe they did. 

Senator Cass. So that all of these are really what the Budget’s 
recommendation is for 1953? 

Mr. Staats. That is right. 

Senator Hotianp. As I remember, though, the Congress itself 
reduced the rivers and harbors and flood control appropriation below 
the Budget recommendation; is that correct? 

Mr. Sraats. The Congress made some reductions in the amount 
for going programs for last vear. 1 may have that here with me, 
Senator Holland, but I am not sure that I have the exact figures 
| have the expenditure figures. 

Senator HoLLaNnb. Will vou supply those figures? 

Mr. Sraats. The figures 1 have are on expenditure basis rather 
than an appropriation basis. 

Senator HoLtutanp. My recollection is that our appropriation was 
below the budget. 

Senator Case. I think that the chairman is right 

Mr. Sraats. I think that is correct. I would be glad to supply 
them on an appropriation basis. 

Senator HoLttanp. My recollection also is that the low-rent housing 
amount appropriated was materially below the amount the Budget 
recommended. 

Senator Case. | think that is true. 

Senator Hotuanp. I do not recall independently any of the others 

Senator Case. The only one I remember increased was the hospital 
program. 

Senator Hottanp. Would it be difficult for vou to supplement 
vour statement by showing not only the budget figures but actual 
eo figures for fiscal 1951, fiscal 1952 as contrasted with 
the budget requests for fiseal 1953° 

Mr. Sraats. Yes, we will be very glad to supply that information 

Senator Ho“uanp. As contrasted with the actual appropriations 
for 1950. 

Mr. Staats. Right. 

(The information referred to is as follows:) 
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Mr. Sraats. This policy has been followed not only for budgetary 
reasons but also limit the pressures of these programs upon the 
suppHes of materials and manpower. It has, of course, resulted in 

he deferment of many projects which, under normal circumstances, 
wookd be regarded as highly desirable. In our opinion, the Federal 
highway program outa be similarly adjusted to the changed condi- 
tions of the present emergency. As in the case of the other public- 
works programs, we believe that Federal] highws wy grants can be limited 
o those projects which are urgently required for defense or for essential 
sivilian purposes. 

During World War II, the normal Federal-aid highway program was 

ubste intially suspe nded, and re placed by emergency programs for the 
construction of specialized roads required for defense. The 
highway system was regarded as “expe ndable.”’ Such drastic action 
vould not be sound at this particular time. It is believed that the 
ecommended new authorization of $400 million represents 
able balance between the demonstrated need for continued highway 
mprovement and the equally clear need for limiting Federal expend 


“ES 


CETL ¢ ral 


a reason- 


It is important to keep in mind, ineidentally, that Federal highway 
aid does not mm — control the total volume of hi ghway construction, 
\s pointed out by the President in his budget message, the improve- 
ment of highways is primarily the responsibility of State 
‘overnments. In addition to Federal grants, these governments de- 
ive funds for highway construction from = gasolins 


1 
ard local 


taxes, motor- 
assessments, and highway 


ond revenues. Within recent vears, many States have increased 


taxes and other bighway-user charges Further 1 


ehicle registration fees, local property 


IWCPeUHSECS 


‘similar purposes seem likely for the future. There has also b 
ome trend toward toll-road financing of major through highw 
Senator Cast Mir. Staats 


does the President's program have 
ersion toward toll-road financing of mi: jor iwhwavs? 
Mr. Staats. Does it have any aversion to 

Senator Casi 7 


Yes 
\ir. Staats. IT would answer that by saving that 
the President has taken a specific position on 

nator Case. You cite that trend here as one justifi 
little slower on the Federal end. 
Mir. Sraats. That is correct 
Senator Case. The State and local governments are taking 
they are increasing their casoline taxes, and there is some trend 
ywward toll roads. The Federal Government can, appropriately, 
hten its purse strings a little bit. You are saving that all those 
ive an effect on the total highway construction in the coun trv, an a 
ie total amount recommended in the budget does not necessaril 
ilt in a serious effect on the total construction 

Senator Hottanp. It has been the view of the chairman alway 
that these through toll roads are to be regarded alw avs as supple- 
nental to the through highway systems, and never as replacing them. 
Is that vour view? 

Mr. Sraatrs. I do not think that they would ever be in a position 
‘replacing the regular primary system in this country I think it 
essential and important that those roads be constructed, 


as jar as 
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they can, for purposes that will serve national defense and other needs 
But I think that the general consensus has been that the toll roads 
for the most part have also served those needs. 

Senator HoLLtanp. They serve primarily the convenience and thi 
wishes of that large segment of traveling people who want to travel 
fast and on a through basis rather than the basis of visitation of th« 
intermediate communities; is that correct? 

Mr. Sraats. That is right. 

Senator HoLLanp. They are never supposed to be financed by 
defense transporte ation or by any other one segment nearly so largely 
as by the traveling public, who prefer to travel speedily and directly 

Mr. Sraars. But, from a defense requirement, I suppose that ther 
would be few of the roads which would not also provide a defense need 

Senator HoLLanpb. That is correct. 

Mr, Staats. I am not saying that that is their primary need 
existence, but I think most of them would. 

Senator HoLuanp. I think that is correct. 

Senator Case. Mr. Chairman, you would agree, though, that to th: 
‘xtent that those toll roads, such as the Pennsylvania Turnpike, car 
a substantial amount of freight traffic and that they relieve the burde: 
on other highways, to that extent they lowe r both construction an 
maintenance costs of other highways; would you not? 

Senator HoLtitanp. Indeed, yes. And they supplement tremen 
dously and beneficially the trunk highways in the public system 
the Federal-aid system, and the systems in the States. But I hav 
never viewed them as a substitute, but as a supplement, pure ar 
simple. 

Senator Case. Mr. Chairman, I have not seen the figures, but 
have had it stated to me that originally the anticipated revenu 
from truck traflic on the cae vane Turnpike was much less tha 
the facts have shown it has been during its operation. _I wonder 

would not be possible f for the staff to get for us from the P ennsylv: an 
Turnpike Commission some figures showing a breakdown of t! 
respective revenues a a passenger-car standpoint and from trué 
on the turnpike, and, if it can be obtained, those figures in relation 
their anticipated revenues when they set up their financing plans 

Senator HoLLanp. I ae that information will be secured. Bu 
no matter how large or how distributed they may be, I would 
regard that turnpike, a the one now being built through Ni 
Jersey and others that are contemplated, as being supplemental to t! 
principal structure of the principal system. We can still afford t! 
opportunity for people who want to travel more slowly and mo 
patiently and more on a sightseeing basis, to travel on first-rat 
highways which remain part of the trunk systems. 

Mr. Staats. I would agree with you that “‘supplemental”’ 
proper description for the toll-road system. 

Senator HoLLanpb. Very well. 

Mr. Staats. To a large extent, the States having the most urge! 
defense needs for highway improvements are the very ones which a 
least dependent upon Federal aid. Many of these States have be: 
spending far more than is required merely to match the Feder 
Government’s contribution, and will no doubt continue to do so. 
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fact, for the country as a whole, Federal-aid expenditures account for 
only 17 percent of the total amount spent on street and highway con- 
struction in calendar year 1951. 

Senator HoLtanp. You are speaking solely about construction 
costs and not considering maintenance? 

Mr. Sraats. That is right. 

The fact that State and local governments can, and to a large 
extent do, assume principal responsibility for road construction is an 
additional consideration favoring a reduced level of Federal-aid 
authorization during this period of severe budgetary pressures. 

Mr. Chairman, I would like to make a further point that I meant 
to include in this statement: that under the present tentative estimates 
for the budgetary outlook, assuming no major change in the inter- 
national situation, the major defense procurement expenditures will 
begin to level off toward the end of the fiscal year 1954. If you 
assume that this is a 2-vear authorization, the budgetary policy for the 
period beyond that should make it possible for a different kind of 
poliey from that being recommended here. Nobody can forecast with 
inv degree of assurance what is going to happen in the international 
field. But the defense procurement expenditures are presently 
projected to taper off toward the end of fiscal year 1954 and into 1955, 

| thought that additional point had relevancy here from the point 
of view of relating our recommendations to the Congress on $400 
million to the budgetary policy that presumably would prevail 
after that time. 

Senator HoLianp. I think that is an important point. And there 
is another one which occurs to me which I believe is important 
Maybe vou deal with it later in your statement. That is the defense 
highway construction, the access highway construction which is 
contemplated for the vears covered by this particular bill. 

Do vou have any figures on that? 

Mr. Sraats. We make reference to the access-road program her: 
i little later in our statement. But certainly the shift that took place 

World War II was in that direction, cutting down on the regula 
programs and building up on the emergency-ty pe program, 

Senator Hotianp. You deal with that later? 

Mr. Sraats. Yes. 

Senator Cass. Mr. Chairman, in the comparison of authorizations 
which the staff has prepared for the committee, | was struck by the 
fact that H. R. 6094, purportedly the Commerce bill, which presum- 
ably embraces the recommendations of the Bureau of the Budget, 
has zero for defense access roads. 

Mr. Sraats. That is right. And on the last page of my statement 
ve show a breakdown there for your convenience as to the recom- 
mendations. But I would like to deal with that point just a little 
later on in my statement. 

Senator Casn. I hope you will. But I hope, when you do, you 
ecall what you said a few minutes ago about the defense program 
leveling off. 

Mr. Sraats. That comes about in two ways in our recommendation. 
One is the emphasis on the amount for the primary system and the 
other is the emergency programs. 
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Senator Case. But obviously, if defense roads should be built 
during the build-up period for defense, vou are not going to have too 
much to build them with in material or men, if you get into a war. 

Mr. Sraars. That is right. Of course, the materials allocations, 
if you get into a real emergency of that kind, would be the governing 
factor, rather than the funds, for a program of this kind, anyway 

On the basis of the President’s position, and the considerations 
outlined above, it is recommended that section | of S. 2487 be amended 
so as to provide an authorization of $400 million annually for the 
Kederal-aid highway program. It is further recommended that the 
primary road system be allotted a somewhat larger percentage of thi 
total authorization that it receives under existing legislation. In 
general, roads included within this system carry the heaviest volume 
of traffic, and have the greatest relative significance from a defens 
standpoint Specifically, it is recommended that the total level ray 
$400 million be allocated as follows: primary system, $200 million; 
secondary system, $100 million; and urban system, $100 million. 

In addition to the Federal-aid highway authorization, there are a 
number of other highway programs which were extended for 2-veat 
periods in the 1950 Highway Act, and which should be further extended 
at this time. On January 8, 1952, the Department of Commerc: 
submitted to the Congress a draft bill which included proposed new 
authorizations for these programs. The provisions of that draft 
bill are in accord with the program of the President. They differ in 
amount from the corresponding provisions of S. 2437. I should lik 
to indicate briefly some of the considerations which led to the pro 
posals presented by the Department of Commerce 

Senator Hotianp. Am I correct in my understanding that. th 
bill which you mentioned is a bill which was introduced in the House by 
Congressman Buckley, but has not been introduced in the Senate 

Mr. Staats. That is correct. 

Senator HoLuaANp. Proceed. 

Mr. Sraats. An annual authorization of $17.5 million—S$2.5 million 
below the current authorization—is recommended for the forest high- 
wav syste! This system consists of roads of primary Important 
within, or adjacent to, national forests. In the main, these roa 
connect with the regular Federal-aid highway network The recon 
mended reduction in the authorization for this program is consistet 
with the reduction recommended for the regular Federal-aid highway 
program 

A some what relat ve program Is the Construction and maintenans 
by the Forest Service of forest-development roads and trails. Thes 
roads are used for fire protection, forest planting, and reforestatior 
activities. They also provide access to timber and mineral resource 
in our national forests. It is recommended that the current autho 


zation of $17.5 million be continued without reduction. 


The present authorization for roads and trails within national pat 
s $10 million annually Of this amount, more than $4 million 


required for maintenance purposes. Many of the roads include: 


within this program are located in mountainous areas, where extren 
temperatures and severe winter conditions cause substantial damage 
To prevent seCPTLOUS deterioration of these roads, it is recommended that 
this program be continued at its present authorized level of $ 


million 
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Senator HoLtLanp. At that point, these special objectives that you 
have been mentioning—that is, the Forest Service roads and the 
roads and trails in the national parks, and the like—are projects in 
which not only construction but also maintenance is a Federal charge; 
is that correct? 

Mr. Sraats. That ts right. 

Senator HOLLAND. Very well, Proceed. 

Mr. Sraats. A reduction from $13 million to $10 million is recom- 
mended for the annual authorization for construction and maintenance 
of national parkways. Under existing authorization, provision has 
been made in the 1953 budget for the virtual completion of the 
Baltimore-Washington and the Suitland Parkways, both of which are 
unportant for essential civilian and defense traffic. With the com- 
pletion of these projects, it is believed that an annual authorization 
of $10 million will be adequate for this program for the next 2 years 

\ new level of $10 million is recommended for roads and bridges 
m Indian reservations. This represents an increase of $4 million 
above the authorization in the 1950 Highway Act. A number of the 
roads built under this program provide access to timber and mineral 
resources on Indian land The recommended increase in this authori- 
zation is consistent with the general increases in the 1955 budget for 
Indian programs. 

The Federal Government has mternational commitments to pro- 
vide the further financial assistance needed to complete the Inter 
American Highway through Central America, and the Rama Road 
in Nicaragua It is estimated that $56 million will be required for 
the completion of the Inter-American Highway, and $8 million 
the Rama Road Sections 4 and 5 of S. 2437 would authoriz 
respective. amounts for these programs However, the 


provide the authorization for the Inter-American Hichway 
annual installments of SS million each, To permit somewhat 
tle xibilits as to the timing or this highway ’s completion, thi 
recommends that seetion } ol the hill be ane pded so as 
total authorization of $56 million, not broken down 


In addition to the programs described above, S. 2437 inelude: 


other programs, for which this Bureau does not recommend 


authorizations at this time. The fargest of these provisi: thre 
1 


proposed additional nuthorization ot S150 million ior ade 


roads Publre Law Lid aye the present Coneress wer msed the author 


zation for this program to $45 million. This Bureau feels that the 
authorization for this program should not be further increased until 
there is more specific information as to the additional requirements 
for the construction of such roads. Furthermore, the issues involved 

the defense access-road program are sufficiently specialized SO as 
to merit consideration apart from the normal, continuing highway 
programs which are otherwise included tm this proposed legislation 
Accordingly, this Bureau recommends that seetion 9 of S. 2437 be 
deleted, and that any requirement for additional access-road authori 
zation be considered separately on its own merits at such time as the 
need for such an inerease is more clearly established. 

|! would like to interject the point here that the consideration that 
we gave to this budget was a matter of some 3 or 4 months ago. We 
had our original hearings im the Bureau of the Budget, and we asked 
the agencies to present their requirements for access roads at that 
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time, and it is our feeling that the amount that we included in th: 
budget was sufficient to take care of the clearly foreseeable needs. 
Obviously, the access-road program has to be kept open and flexible. 
That would be one of the reasons that we would favor consideration 
of the access-road program separate and apart from this particular 
bill. 

Senator HoLianp. So far as you know now, the $45 million authori 
zation covered by the amendment last fall will take care of anything 
foreseeable now in this field? 

Mr. Staats. That is correct—anything that is now definitely fore- 
seeable. 

Senator Hottanp. And your recommendation is that, rather than 
freezing this particular factor in a bill which covers the two years 
1954 and 1955, it is better to wait until we can see more clearly what 
if any additional defense-construction highway needs may be pre- 
sented to meet them by separate legislation? 

Mr. Staats. That is exactly our position on it. 

Senator HoLuanpb. Very well. 

Mr. Sraats. Section 6 of S. 2437 would make available, as an 
emergency relief fund, an additional sum of not to exceed $15 million 
to be spent in accordance with the provisions of section 9 of the 1950 
Highway Act. Under that section, the Bureau of Public Roads is 
authorized to contribute on a matching basis to the reconstruction of 
roads damaged by floods and other disasters. About $8.5 million of 
the current authorization is still available for this purpose. It there- 
fore does not appear that the authorization of a specific additiona! 
amount is necessary at the present time. 

Section 7 of S. 2437 would provide a new annual authorization of 
$5 million for construction and maintenance of main roads throug! 
public lands. There does not appear to be any justification for this 
proposed authorization. The 1950 Highway Act contained this sam: 
level of authorization for each of 2 years. ‘To date, however, less tha: 
$2 million of that authorization has actually been appropriated 
Furthermore, the amount of public land area within the various 
States is taken into account in the regular Federal-Aid highway pro- 
gram, through increases in the percentage contribution of the Federal 
Government. Accordingly, a separate authorization for public land 
highways appears unwarranted, and its deletion is recommended. 

This Bureau urges that the provision of S. 2437 be amended 
keeping with the President’s recommendations, and the further com 
ments presented in this statement. 

[ have attached, Mr. Chairman, a summary table showing tli 
specific amounts recommended by the Bureau of the Budget in rela 
tion to the amounts contained in this bill that you have under con- 
sideration, 5S. 2437, and the 1950 Highway Act. 

(The document referred to is as follows:) 
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Summary of recommended new highway authorizations, compared with provisions of 
1950 Highway Act and S. 2437, by program 


{In millions of dollars] 


Recom- 
mended new 
level 


1950 High- 
way Act 


\nnual authorizations: 
Federal-aid highways: 
(a) Primary system 200. 0 
(b) Secondary system... 100. 0 
(c) Urban system .... init Sie 100.0 
Total, #ederal-aid highways ’ 0 
Forest highways- --- 7.5 
Forest development roads and trails 5 
National park roads and trails 
Parkways 
Indian reservation roads 
Public lands highways 
Authorizations not on an annual basis 
Inter-American Highway (for completior 
Rama Road (for completion 
Emergency relief fund. 


Access roads 


1 Authorization for Inter-American Highway was provided in 1950 Highway Act for 2 years, at annual 
vel of $4 million. 8S. 2437 would provide authorization of $8 million annually for 7 years, thus prov 
the same total future authorization as is herein recommended 
? Increased to $45 million by Public Law 177, 82d Cong. 


lng 


Senator HoLLanp. Now, returning a moment to the emergency 
relief fund, is it correct that the amendment of last year which amended 
a section of the 1950 act relating to emergency relief, from whatever 
the earlier figure was to $15 million, covers simply the period of time 
that is covered by the existing legislation? 

Mr. Lewis. No, sir. It is not that type of authorization. It is 
in the nature of a general authorization, in effect, to use available 
authorizations in the Federal-Aid highway program regardless of the 
fiscal year in which authorized. When the flood relief amount is 
used up, as had been the case when the Kansas and Missouri floods 
occurred, then the practice has been for the amount to be increased 
by whatever amount at that time appears to be reasonable, and the 
$15 million covered the Kansas and Missouri floods and replenished 
the fund, 

Senator HoLtLtanp. Would it not be just as reasonable for this act 
to have continued to include a provision on this subject and to provide 
that for the period covered by this act, the fund be restored to $15 
million, that is, with any unexpended balances in the authorization 
now existing, there be authorized additional funds to bring the total 
authorization to $15 million? 

Mr. Staats. You are quite right, Senator. It was simply our 
estimate that the $15 million already authorized would cover the 
immediate contingencies. 

Senator HoLLanp. You cited the $8,500,000 now unused of the au- 
thorization which still exists which, of course, is true and will, of course, 
remain available during the time under the present authorization and 
thereafter. But there will certainly be some damage, or is apt to be 
somewhere in the country, to further reduce that total of $15 million 
helow the existing $8,500,000 balance? It would occur to me that the 
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committee might well consider writing this section in the propose: 
om so as to restore the fund to a maximum of $15 million at the tim: 
the period covered by this bill, for 1954-55, because there is jus 
as apt to be a heavy and disastrous flood during that pe ‘riod as now 
And we have already found out the amount contained in the 1950 bil 
originally was not adequate. We had to amend it in a hurry. 

Mr. Staats. Senator, | do not think that we would feel that ther 
Was any compelling reason for not taking the suggestion that vo 
offered here. It was simply our feeling that the $8,500,000 woul 
probably cover the normal requirement for this kind of thing. 

Senator HoLLANb. Forwhat time? It is exhausted when it 1s draw 
upon. And what I am thinking about is the necessity of this com 
mittee being a little foresighted and replenishing that authorizatior 
so that at least to the degree that it has already been found to be w 
to ha ive it, it would be available at the time when this Act goes int 
effe 

Do vou have al comment to make on that, Senator Case 

: intending, Mr. Chairm: to ask for figures « 
priations the un xpended Peatar sinall of these author 
lL would rather reserve judgement un see what the preture 
ned eptable bill for 
consideration the 


around there will | 
River, for examp! 


tion OL any mat 


Mr. Chai ani, wonder what the ud t Bure: 
problem ti floods 


Departme nt o 


yumount wi | ‘stablish © authorizati i 
tha ie é ire ¢ nes, Le Forest Sery 1C¢ is authorize 
} 


CMploy such Help 


Oo meet it, and then they come 
with estimates for the payment of bills incurred. Now, that might no 
bye wholly transferable LO flood emergvenhcies, but at least il has work 
with the Forest Service 

Mr. Sraats. And that is the principle, of course, that was adopt 
in the Disaster Relief Act a couple of vears back, 1 believe it we 
1949 or 1950 That is, authorization is given to the agencies to ime 
CN pe nditures and then come back in fo supplementals to cover the 
actual ce Ss O01 | This one Was excepted from that because of spec 
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wislation that was on the statute books with respect to this, and 
ecause it has always been on a matching ba 31S 


We have, in fact, considered that approach, Senator Case, as well 
s the approach of something along the lines of ‘und 


io not belie ve that we have studied it enough to be na 


e this committee a firm recommendation, but we w vuld 


disposed, I think, to a recommendation along the lines 
‘crestion that vou made or of the revolving fund 
Senator Case. The thing that I think is tremendou ly eon 
people who address themselves to the fiscal problems of the 


rmment is that vou are not in possession of the facts as to appro 


riations by years and expenditures by vears Chere is tha 


bhatt ( 


. 
‘usion which grows out of making appropriations which cover 
CX] enditures for a period of vears and which do not accuratel 
he eash needs of the Treasury And when somebody says 
a budget of S85 billion, or Congress appropriates $91 
permanent appropriations, and the revenues 
‘going to be $61 billion or $65 billion or $67 billion 


mav be, the suggestion to the average mind 


icit of $30 billion, or in that neighborhood 
Actually there may be no such deficit for 


: ; 
many of those appropriations may not ¢: 


t vear, but may extend over 2 or 4 vears 


We have always the problem of determini 


cash appropriated and so much 
ivation, or of making a money approprh 
| cost of a procurement project ib 

ations and appropriations can reflect more 
‘equirements of the country, 1t seems to me that 
hle to have it that was There is less confusion 

to whether or not you are appropriating more mone’ 

taking in ‘There is less confusion as to what 
country is 

So when you have unexpended balances in fu 

iev should be taken into consideration in 

ation . 

For that reason I intended when the time came for 
ieW questions to ask about Vou! unexpended balanes 
these funds where you are Inaking recommendations 

\MIr. Sraats. | am Sorry that I do not have that with 
ut we can supply that. 

Senator HOLLAND. | wish vou would supply that 

Senator Case. Mr. Chairman, | should like to see that both with 

pect to the 1951 fiseal vear and 1952. That is, 1f there are unex 
ended balances out of appropriations made in 1951 under any of 
hese heads for the different road purposes, that should be shown 
That is as to appropriations. 1 should also like to see the author 
ration for which appropriations have not been made 

Mr. Sraats. Yes, sir 

Senator HoLuaNnp. | think that the emergency minimum that we 
passed last vear dealt particularly with contract obligations, for 
mmediate work even before the appropriation could be made | do 
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not know what was done later in the appropriation bill, but I thin! 
that we should have both of those figures. 

Senator Case. Mr. Chairman, is it perfectly clear what I want 
that | want not merely what has been appropriated and not spent 
but also what has been authorized under the act and not appro 
priated. 

Mr. Sraats. | understand. We will do that. 

Senator HoLLanp. Not appropriated or not put in motion? 

Mr. Lewis. Unobligated, sir. You would want that. 

Senator Case. That would come under that first one. 

Mr. Sraats. And you would like to have that for all the item 
listed on page 7? 

Senator Case. For all of the several funds where you make recom 
mendations. And probably we ought to have it also for the acces 
roads because we will be dealing with it even though it is not include 
in your recommendation. 

Mr. Staats. Yes. We will supply that along with the other. 

(The information referred to follows: ) 
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Thank you very much, Mr. Staats 


‘a question to ask here. You do not have any special experi 
road construction or in State highway department work, d 


ersonally _ bevond the fact that T have hac 
‘in Sta ne but not in the highway 
We do have peop! ‘staff who have had som 
that 


on 


a | 


d 
snp. Would vou st: for the reeord just wh 


vt 
have on the Budget ureau staff that have 
izhway 
Main pom 
Is nO misundet 


what 


Ol Your Wol 


\ATS e serves in an advisory relationship to 


Mihi STAAT 
our E 


Estimates Division concerning all public-works progra 
The miormation re ferred to is as follows 
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BUREAU OF 


tHE BuDGET STAFF 


HiGgHway 
Robert L. Cochran: 


> 


MEMBERS WITH PRIOR EXPERIENCE RELATED 
CONSTRUCTION 


ro 
Bureau position: Special Assistant to Chief of with 
respect to publie works policy 
Highway experience: 1915-22: Employed by Nebraska Department of Pub 
Works as State bridge Inspector, division engineer, and deputy 
engineer 1923-34: Director, Nebraska Department of Public Work 
Scheidt 
analvst 


natural resources, Public 
Visio! 


Istimates Division, 


State 
‘au position: Fi 
Fiscal Analysis Di 


experien 


scal 

. 
Ce 1Q?] 
included desig 


ngineer; aut 


3l: Associated with 
and eonstruction of higt 
‘ ities ineluded s 


Kmploved by PWA as 


wort included exam 
Planning 


ipervision of road construction, 1933 
engineer and Assistant State irector for Mary 
mation of applica ions for highws 
technician, Ng nal Resources Plan i 
planning Ol publie 


tional Housing Admini 


1939 
ure 


I | +s ie 1 
works, including highways 1946 
duties included consi 


ans hou 


té 
IMtratie 
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r WPA in St us § 
ion of all WPA project 


Field repre 


xperrence 1935-36 


al 
and j iV projects il W oodsfield 
Senator Hol 
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fir 
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LAND. Your change that you suggest o 
tllocation between pr 


\ and secondary programs 1s 
ourse, with reference his period of time, 
fiscal vears May | Ee 
1 the permanent se 
Ir. 


rs. | aim 


HoLuANt 
recommendation that 
( primary SVs 
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Mr. Brooks. Six-fifteen, sir. 

Senator Hotianp. All right, sir. At the resumption at 2 o’clock, 
you will be given the first hearing. 

Mr. Brooks. Thank vou, sir. 

Senator HoLLanp. Will it be convenient for the other two gentle- 
men named to be available after Mr. Brooks has testified? 

Mr. Curr. Yes, sir. 

Mr. Brown. Yes, sir. 

Senator HoLuanp. Are there other witnesses that anyone knows 
about who wishes to be heard today? 

(No response. ) 

Senator HoLiaNnp. If not, unless there is objection, then, we will 
hope to resume at 2 o’clock with Mr. Brooks followed by Mr. Cliff 
and Mr. Brown. 

(Whereupon, at 12:10 Do. M., the subcommittee recessed. to recon- 
vene at 2 p. m., the same day 


AFTERNOON SESSION 


Senator HoLLANp. The committee will come to order. 

\Ir. Robert Brooks of St. Louis, Mo. 

Mr. Brooks. Yes, sir 

Senator Hou! AND. You wish to be heard on this bill, do Vou, Mi 
Brooks? 

Mr BRooKs Yes, Sil 

Senator HoLtLanp. All right, sir. Please proceed in your own way 
state what interest you represent, if any, and then testifv in your ow: 
words. 


STATEMENT OF ROBERT B. BROOKS, ST. LOUIS, MO. 


Mr. Brooks. I will qualify myself for a moment. 

|! am Robert B. Brooks, a consulting engineer in private practice 
St. Louis, Mo., and at various times | have been on public bodies 
such as the Highway Commission of Missouri, the director of streets 
and sewers of St. Louis, the former vice president of the America 
Society of Civil Engineers, and a director of the American Road 
Builders Association 

I have had the honor to represent this country in various interna 
tional congresses both in Europe and Latin America. It was with 
ereat deal of pleasure that | was a representative of the State Depart 
ment at the Fifth Pan-American Highway Congress in Lima, Peru 
early in October. 

\fter talking to Congressman Dempsey and various other officials 
who were interested in the Inter-American Highway from this country 
down to Panama, I made a personal inspection of that Inter-America 
Highway from Panama up into Mexico the latter part of October an 
November of last year 

Senator Chavez asked me if | would give you some of the reasons 
why I think that sections 4 and 5 of this Senate bill under considera 
tion should be carried out 

May I first talk on section 5 of this bill, which has to do with th: 
completion of the road in the Republic of Nicaragua from San Benit: 
to Rama 7 
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This section asks that there be authorized to be appropriated not 
to exceed $8,000,000. 

The reasons for that was some years ago, if you remember, Mr. 
Chairman, the United States has been and still is interested in the 
construction of another supplementary canal to the Panama Canal 
across Lake Nicaragua and on to the Atlantic Ocean. 

When the President of Nicaragua came to the United States some 
years ago he told our President and the State Department, this is in 
the records, that he knew the United States could not build a Nicara- 
guan canal, but as a token that they were not to be left without any- 
thing, he suggested that a road be built from the Inter-American High- 
way immediate ly north of Managua, some 22 miles over to the town 
of Rama, which is on the Escondito River and can be made into a very 
good port. Going on down you will find Bluefields on the Atlantic 
coast. And that highway would carry the goods that we need in the 
United States from the western part of Nicaragua, over to the eastern 
part, and thus save the shipment of those goods down through the 
Panama Canal and then again to Houston, New Orleans, and New 
York. 

It is my understanding that that was not only approved by Mr 
Roosevelt but also by the State Department, and pursuant to that the 
President authorized $4,000,000 out of his emergency funds on which 
surveys were to be made and started. That was under the jurisdiction 
of the United States Bureau of Public Roads. 

That work ceased, 1 think, in 1948 for lack of funds, and then Nica- 
ragua went ahead and spent up to a million dollars of its own funds to 
continue the work. But with the weather, and so forth, and not hav- 
ing sufficient funds, that oral and written agreement between ou 
country and Nicaragua oe has been done about it 

Senator HoLLtanp. There is a written agreement then, is there? 

Mr. Brooks. That is my ats ‘rstanding. 

Senator Hotuanp. How much has been expended by 
States pursuant to that? 

Mr. Brooks. I think up to $4,000,000 And then Nicaragua has 
spent some of its own funds. But the trouble, Senator, is this: The) 
could have finished the job for $8,000,000 if they had the $8,000,000 to 
spend. Now it is going to cost just as much, approximately $8,000,000, 
in addition to what has been spent because of the treme sndous— well, 
you know what the Tropic weather does down there when something 
is left in an unfinished condition 

Senator Ho.iianp. Is any of the road in travelable condition? 

Mr. Brooks. Yes, sir. [can’t tell you how many miles. I traveled 
over it myself in November from Managua 22 miles up to this little 
town of San Benito, and then I have forgotten how many miles ] 
traveled to the east. But at one time there was a pioneer road that 
was put in there by the Nicaraguans themselves. But you know what 
happens in the jungle when things are in half-finished condition. 

Senator HoLLANb. What is the complete mileage involved? 

Mr. Brooks. From San Benito to Rama, if I am not mistaken, 
158 miles. 

Senator HoLLanp. The road from Managua to San Benito is a 
domestic venture? 

Mr. Brooks. No, that is a part of the Inter-American Highway 
tself and is travelable right now. A very good road. 
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Senator Hotianp. That was built, then, in connection with the 
Inter-American project? 

Mr. Brooks. Yes, sir, and it is a part of the Inter-American High- 
way. 

Senator HoLtLaNnp. So you traveled the 22 miles on that completed 
part of the Panama Highway, and then you turned toward the At- 
lantic and traveled how many miles that way? 

Mr. Brooks. That I don’t have in my notes. But I went as far as 
they felt it was all right to travel in an ordinary—well, a Pontiac car 
| would say some 40 miles. 

Senator Hotitanp. And how much is the entire mileage now from 
San Benito? 

Mr. Brooxs. If I am not mistaken, it is 158 miles. But it will cost 
us $8,000,000 now, which would have taken care of the whole project 
if they could have finished it when they started it 

Senator HoLtuanpb. Has the grade been thrown up the whole dist 
ance? 


Mr. Brooks. No, sir, just a pioneer road put through there by the 


Nicaraguans after our money ceased to exist, and it never was of any 
] 


particular use except in the dry season when they could manage to 
get through with a jeep 
Senator HoLtanp. Are there many mountains or is it mostly a level 
country? 
Mr. Brooks. Well, the mountainous section, I think, is more or less 
taken care of 
sSscnator Hou! \ND [n other words, the work has been done there? 
\[r. Brooks. Yes, su 
Senator HoLLanp. Off the 
Discussion off the record 
Senator HoLiaNnpb. The staff : is that the committee has in 


the records of the former hearings rather specific showing as to the 


nature and mileage 
\{ir. Brooks. And there isn’t any use in duplicating that. 
Senator HoLiaNnp (continuing). And progress made and so forth 
| therefore the committee will understand that you simply feel 
hig important that this work be completed. 
Because the officials and various people can’t unde 


; ro, 
ted States hasn’t, accord he » then plans, fulfilles 


hill has to do wit 
that ts 
l am advised by the staff that t} 
ty has arrived since the hearing 
. 


ask that it be mecorporated 1n | 


report of the other departments 
1952, address 


ti secretary ol! 


Inter-American Highw 
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Mr. Brooks. Senator, in finishing that up about Nicaragua, may I 
eall attention to subheading 1 under that section 5, which reads as 
one of the conditions that the Republics must fulfill, that they will 
provide without participation of funds herein authorized all necessary right-of-way 
for the construction of said highway, which right-of-way shall be of a minimum 
width of 100 meters in rural areas and 50 meters in the municipalities 
and so forth. 

What I want to ask you all as a suggestion is this: That a hundred 
meters is 328 feet. Now that is all right in a rural area, in a moun- 
tainous area where you might even need more, but the idea of having 
50 meters in a city, which is 164 feet, we can’t even do that in some of 
our small cities in the United States. 

What I think is this: by actually writing that into the bill you are 
tying the hands of the United States Bureau of Public Roads so that 
they cannot, if conditions come up, confine that to a little bit smaller 
area in the cities. We do that in the United States. And if vou 
write that in the bill, you see, it makes it very difficult for a small 
country to condemn valuable property just in order to get the 164 feet 
of right-of-way. 

In fact, | heard that criticism in three of the Central American 
Republics from officials that they were almost impossible conditions 
to fulfill. 

So it seems to me if you would leave that to the discretion of the 


engineers of the Bureau of Public Roads to handle so that they could 


make certain exceptions, it would be a mort practical thing to do 

Senator HOLLAND. Are there any cities on the Rama road? 

Mr. Brooks. On the Rama road none that makes any d 
The reason L am mentioning that is because that same Proviso 
written into our agreements with all the other Central American 
Republics, and m Guatemala they were particularly peeved about 
that. In fact, they have not signed an agreement. That is one of 
the things they were kicking about when I was down there. It is in 
all of our agreements with the Central American Republics. 

Senator HOLLAND. With reference to the Inter-American Highway? 

Mr Brooks. Yes, sir 1 don’t think this would make a particle 
of difference on the Rama road, but 1 do remember that same condition 
is in all our agreements with the Central American Republics. 

That is just 2 suggestion | think you should consider, | don’t 
think vou mean to tie the hands of our own engineers when practical 
conditions would warrant otherwise. 

Senator HoLianp. Well, that would require an amendment of 
existing law, would it not, with reference to Inter-American? 

Mr. Brooks. That I don’t know, sir. 

Senator HoLtianp. All right, sir. 

Now with reference to the Rama Road that is sufficient. Now if 
vou will go into the Inter-American Highway. 

Mr. Brooks. In section 4, this asks in substanee for $8,000,000 
for each of the next 7 vears, a total of $56,000,000. And by checking 
up when [ was down there in the various countries figuring how much 
would be needed, I didn’t have an opportunity to do too much detail 
work, but I figured that about $60,000,000—TI notice they have got 
here fifty-six—is our share. Of course, each one of the Central 
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American Republics would furnish its one-third share, which would 
make the job approximately $100,000,000. 

Senator Hottanp. And they would furnish the right-of-way? 

Mr. Brooks. That will take care of the finished road. The road 
then will be completed, 3,275 miles, from Laredo, Tex., to Panama 
City, Panama. 

Senator Hottanp. How much of that road is completed now? 

Mr. Brooks. Well, may I put it the other way, sir? 

The Mexicar Highway is finished clear to El Octacol on the 
Guatemalan border. When I say finished, those things are never 
finished; there is always something to do with fallen rocks, additional 
surface, and so forth. But it is completed enough so that as of a 
month ago they had a stock car race from El Paso, Tex., to El 
Ocatacol, through Mexico City, and the car that won averaged 80 
miles an hour on elapsed time. So I would say that section was 
in reasonably good condition. And they had another race the year 
before—the same thing. 

Senator Hoiianp. Is that built by Mexico? 

Mr. Brooxs. Built by Mexico without any money from the 
United States, unless it would be some loan money. Certainly not a 
dollar’s worth of Public Works money or Public Roads. 

I might say that when I had the pleasure first of meeting Senator 
Chavez, who with Vice President Garner, Senator Connally, several 
others, and I happened to have the honor of being representatives of 
this country when Mexico celebrated opening the 750 miles of high- 
way from Laredo, Tex., to Mexico City as a completed project in the 
first week of July 1936. 

Mexico has finished that highway on down there, to the Guatemalan 
border and also done a wonderful job. 

That is when Senator Chavez also made a great many friends for 
the United States, because, of course, be was just as fluent in speaking 
Spanish at those meetings as English. 

Of the 3,275 miles from Laredo, Tex., to Panama City, Panama, 
which is our military lifeline, as well as an economic artery, the worst 
gap is 25 miles through the mountainous terrain from the Mexican 
border into northern Guatemala. That will cost as a finished road, 
in my opinion, $3,000,000. Although in talking to the Guatemalan 
engineers and the Mexican engineers, they thought that a pioneer 
road could be put through there for a million dollars. 

There have been some arguments between Mexico and Guatemala, 
but I just got a letter from the Director General of Highways of 
Mexico stating that they thought that would be ironed out between 
Guatemala and Mexico by October of this year. 

Senator HoLLanp. What segments on the Inter-American Road 
have been completed below the Mexican-Guatemalan border? 

\ir. Brooks. May I give you the two other high spots first, Senator’ 

This 25 miles from the Mexican border down into Guatemala is thi 
most expensive section, | would say, to build. 

Then the real gap—the other road isn’t like you would like to travel 
in Florida, but it is passable from an all-weather standpoint—is 107 
miles from the Nicaraguan border in Costa Rica to a river they call 
La Gortas. That is 107 miles. That is another gap. 

Senator HoLLanp. Impassable? 

Mr. Brooks. Impassable, ves. 


, 
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Then the next gap is in southern Costa Rica from a town by the 
name of San Isidro de General 134 or 135 miles to the Panama border. 

Right next to that there is a 14- or 15-mile gap in north Panama. 
In other words, it is a continuous gap as between this last 134 or 135 
miles in southern Costa Rica to the city of Concepcion in Panama. 

So if you add up that 25 miles, 107 miles, 134 miles, and 14 miles, 
vou will get, I think, 280 miles as constituting the three gaps from 
Laredo, Tex., to Panama City. 

Now if you had that 25-mile gap completed in Guatemala you could 
go clear on down into Costa Rica today. 

[ have figured that—there are several different ways of figuring that 
distance, from 3,261 up to 3,300 and something—but I would say 
that the way | figured it down there, that you take all of that section 
from the United States down to Panama City which is a military 
lifeline for us, and I would say there is a paved percentage of 61.5 
percent, ee of 29.4 percent, dry season only of 4.8 percent, 
mpassable, 4.3 percent. 

L might % ave my percentage a little bit wrong because I figured 1 
out ina hurry. But I would say that if the paving of that 280 aie 
in those three gaps were done, with some difficulty you could get 
through. I say “difficulty,” because in driving the 200 miles from 
San Salvador to Guatemala City, we had three blow-outs and one 
puncture, which doesn’t indicate too good a road. 

The reason we need those gaps completed is this: During the last 
war—lI will say World War I1—it is my understanding that we with- 
drew some of our main Panama headquarters up to the city of—] 
think a town by the name of Daviv. In the first place this was done 
because north of Panama City there was one landing field that was 
built by our engineers, at which location it didn’t make any difference 
what weather you had at other places in the Caribbean area, it was 
always clear for our planes to land. It made a very fine headquarters 
for our Air Force, and so forth, to protect Panama. 

They did suffer a bit from lack of road communications because they 
couldn't vet the food and other supplies from southern Costa Rica 
vhich they needed to economically take care of a large number of ou 
soldiers there. 

We need this Inter-American Highway to Panama, and that, | 
think, is where the financial interest of the United States should cease. 
We need it because you probably know better than I, that during the 
war while there was not very much publicity given it, hundreds of 
ur ships were sunk in the Caribbean sea by our enemies, and also on 
he Pacific Ocean, and some of them right around Galveston, Tex. 
That was the time it was considered necessary more than any other 
to get this lifeline built to Panama so we could have a means of com- 
munication other than by sea if necessary. 

[ am not going into a lot of details, which you can probably get 
better from the Bureau of Public Roads, but I do feel that in talking 
(o various engineers and officials down through Central America, and 
highways have been one of my hobbies, and I am not speaking for 
any class, Senator, at all, it is because highways have been my hobby, 
ot only in the United States, but in other countries for a good many 
vears. And as I say, I have represented the State Department at 
various meetings in this country and in Europe. And to my mind 
that will do more not only from a military standpoint, but also from 
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a friendly, economic standpoint for the United States in Central 
America than any other investment I can think of. 

So far as the impressions that | got from people whom I talked to 
there, they feel that the offers of President Roosevelt and President 
Truman for providing funds in cooperation with the Central American 
Republics has not been withdrawn, and we are not doing very much 
with it on our part; that whereas they were supposed to get participa- 
tion by the United States of some $8,000,000 a vear, I think that this 


country provided for the last 2 vears a total for the 2 vears of 


$7,000,000, which would be three and one-half million a year instead 
of the eioht 

l asked them why they thought that the United States Congress 

not approving additional appropriations, and their idea was we 
ré luctant to spend down there because we were spending Loo 
er in Europe to their disinterest 
really expect down there that we are going to come through 
vith what they feel is our obligatior 

Senator Case. Why? 

Mr BROOKS continuing Because thre work ther have done has 

‘avy expenditures and sacrifices on their part I think 
Cruatemala can only cet up about half 2 million dollars a 

\fter all, thev are little people. The whole of Central America 

two-thirds the size of Texas, and it is hard for us to realize 

at those little folks 

And when vou think of those little people weighing 112 
sunds carrving loads on their backs weighing from 100 to 150 pounds 

lav’s work. | have seen them carrying two sacks of 

an cement on their backs, and | know without even weighing 
that each one of those sacks weighs Q4 pounds which is 188 
those little fellows are carrving. When vou realize that in 
un alone 5 vears ago before they had anything to’ speak of 
av of roads, only 246 registered automobiles were in the 
and now there are close to 4,000, then you can see what the 
investment that we have made has done economically And 
not forge at most ol hose automobiles are boug ht in the 

! States 

senatol HoLLANbD. How many automobiles now ? 

Mir. Brooks. | would sav between 3,500 and 4,000 in Nicaragua 
And 5 vears ago the information given me was there were 246. 

Senator Casr. Why did vou use the term “obligation’’? 

\lr. Brooks. Because, for instance, when the President of Nica 
ragua came up here in 1941 or 1942 he was told that this would bi 
done I vot that from Mr. Fiallaos, the Director of Public Works of 
Nicaragua, who, incidentally, got his engineering education in_ the 
United States, and he is a very excellent engineer. 

Senator Case. That does not answer the question, does not give : 
sufficient answer, it does not seem to me, to use the word ‘obligation 
What commitment did they make? 

Brooks. That they would agree to put up one dollar for every 
put up on this Inter-American Highway. And I thin! 
you will find that bill, Senator, approved February 26, 1941, which 
was the first major approproation Congress made for that. And that 


two that we 


was on the basis of the two for one dollar. 
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Senator Casr. Now that two-for-one basis is a better basis than 
most of the Federal aid made available in the United States to the 
people who pay the bill. 

Mr. Brooks. That is right. And the reason was that it was for 
our particular interest from a strategic military value at that time, 
and if we had had to, we would have been glad to pay all the bill 
because they were sinking too many of our ships along the east coast. 

If you remember, the Army engineers did go in there, and as soon 
as the military necessity as of that time ceased they were withdrawn, 

Now, why not get this job done and built now so that if we ever, 
which God forbid should happen again, are up against the same 
situation in the Pacific and Caribbean, we would have a lifeline, and 
then not have to waste millions of dollars to get something done in a 
hurry. And in the meantime the Communists are using this par- 
ticular 

Senator Casr. To get us to spe nd money in every country where 
they can get some Red to show up? 

Mr. Brooxs. That is right. May I say that the Communists are 
using this information that we are not going to go ahead with the 
road as against us, and that’s particularly so in Guatemala where, [| 
am sorry to say, it is showing its head in a good many places. I 
won't take your time with it, but I think that is the worst place I saw 
in Central America. 

Senator HoLLANnp. You mean in its attitude toward the United 
States? 

Mr. Brooks. And the attitude is not nearly as good as it was even 
2 vears ago. 

Senator Hottanp. Were vou in Guatemala City 


Mr. Brooks. Yes, sir. And then I traveled various roads in 
Cruatemala 
Senator HoLtLANp. Does the Inter-American Highway go through 


) 


Guatemala City? 

Mr. BROOKS. Yes, Sir. 

Senator HoLLANb. How large a CIty is that? 

Mr. Brooks. 1 don’t have those statistics in my mind, Senator 

Senator Hor LAND. The Inter-American road as distinguished from 
he Rama Road does vo through quite a number of cities? 

Mr. Brooks. Yes,sir. The Inter-American Highway was supposed 
to connect the capital of every country in Central America with one 
exception, and that is Honduras, because 

Senator Houuanp. Is that the Republic of Honduras or British 
Honduras? 

Mr. Brooks. No, British Honduras is to the east. We never had 
any idea of connecting to British Honduras, I know of, whose capital, 
incidentally, is Belize. But we did not go to the capital of Honduras, 
which is Tegueigalpa. That was because —TI am gue ‘ssing now without 
looking at the reecord—because that was 75 or 80 miles directly away 
from the Inter-American Highway which runs along the coast there 

Senator Case. Would you mind pronouncing that city’s name 
again? I never could pronounce it. 

Mr. BROOKS. I ‘alled il Tecue igalpa. The Way you spell 

Senator Cass. I can spell it. 

Mr. Brooks. You spell it T-e-g-u-c-i-g-a-l-p-a. And incidentally 


this shows it as 117 miles. That is what this map down there says, 
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from the Inter-American Highway, and the town that it takes of 
from on the Inter-American Highway is Jicaro Gala. That wa 
because it would cost too much money to go up through the mountain: 
to Tegucigalpa and back again. 

Incidentally, at the request of the Republic of Honduras we di 
build that segment up there. It is not too good, incidentally. I hav 
traveled over part of it 

Senator Case. In the agreement with these countries throug! 
which this highway goes, do they take the entire responsibility fo 
maintenance? 

Mr. Brooks. Yes, sir. 

In this bill you show some of the provisions they signed unde 
section 5. It is the same thing for this Rama Road that vou hav: 
already written in for all of the rest of them. There are subheading 
about that right-of-way width, and they would not impose any 
highway toll o: permit any toll to be charged to vehicles of person 
of the United States, and we would continue to grant reciproca 
recognition of motor vehicle registration and driver’s licenses an 
things like that 

Senator Case. Which side of the road do they drive on? 

Mr. Brooks. Right. 

Senator Case. In all of these countries? 

Mr. Brooks. Yes, sir 

Senator Case. I recall that when we were building some roads 1 
Panama some years ago that that question arose, and I was wonde 
ing if that had been straightened out through all these countries. 

Mr. Brooks. To the best of my recollection, they drive on th 
right-hand side even down in Panama. 

Senator Casr. Now they do 

Mir. Brooks. Sir? 

Senator Case. Now 

Mr. Brooks. Yes, su 

Senator Case. But not some vears ago. 

Mr. Brooks. That is right. 

Senator HoLutanp. You strongly favor, then, setting up this fu 
amount and distributing it, but you favor not taking so many year 
to build. Is that 1t? 

Mr. Brooks. Senator, I feel if we would get the job done that w 
would not only stop some of the propaganda that these rascals ar 
using against us down there, but also we would have a lifeline that 
would take care of us if any emergency should arise again. And let 
not forget either, if I am not mistaken, that we provide them wit! 
some 40 percent of their goods down there, and we take probabl 
30 percent of theirs, and it cost us a whole lot more money when 
have to ship that stuff down through the Panama Canal and the: 
back again. ‘There is a lot of it that would come up by road. 

It is amazing the number of trucks and automobiles that increas« 
just over night when there is some place for them to ride on. 

| do think that they feel that we have let them down and that they 
feel even stronger than we of the military value to the United States 

Senator HoLutanp. By what sort of an agreement ts that arrang: 
ment set up for building that road? 

Mr. Brooks. You all started that, as I say, back in 1941, and 
have forgotten the bill. but it was approved December 26, 1941 
I am not mistaken 
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I can give you history even further that that, but that is when you 
appropriated, if 1 am not mistaken, $20,000,000, and they, in turn, 
added $10 million to that, which made a $30,000,000 contribution. 
I may be mistaken, but that is my recollection of it. 

Senator HoLtanp. Now the most of this Inter-American Highway 
even south of the Mexican border with Guatemala has been con- 
structed? 

Mr. Brooks. Yes. It is not what you call a good road, Senator. 
It is what I would call an all-weather road that you could drive unde: 

any weather conditions if you took good tires. 

Senator HoLLtanp. How is the road from Nogales? 

Mr. Brooks. I am not familiar with the Nogales Road. I would 
say it is built up to what we would call a good secondary road that is 
travelable any time of the vear, and that only 280 miles is impassable 
The other is not too good, some of it, but most of it is in good shape 

Senator HoLttanp. Two hundred eighty miles out of over 3,000? 

Mr. Brooks. Yes, sir, and that is counting in the Mexican 1,650 
1 1,660 miles. 

Senator HoLLanpb. Then 280 out of about 1,500? 

Mr. Brooks. If you leave out the Mexican section. 

Senator HoLLaNnpb. In Central America. 

Brooks. Yes, SIF; if you leave out Mexico. 

Senator Case. How much has been spent on it now? 

Senator HoLtLanp. I do not believe the witness knows. I am going 
to ask the staff to draw up a complete picture on both of these roads 
for the record. 

Senator Case. Mr. Chairman, the original act of December 26, 
1941, authorized a sum not to exceed $20,000,000. 

Mr. Brooks. That is right, of which the Central American govern- 
ments added their one-third, which gave them $30,000,000 to spend 
under the jurisdiction of the Bureau of Public Roads’ engineers. 

Senator Cass. Now it is suggested that we have $56,000,000 
additional. 

Mr. Brooks. That is right. Let’s not forget that these little 
countries are spending everything they can in addition. This is only 
the main lines. After all, they must get the farm products—bananas, 
mahogany, coffee, and so forth—to main roads. 

Senator Casr. The point I wanted to bring out—apparently it was 
originally to be built for $20,000,000. 

Mr. Brooks. Oh, no. J beg your pardon. That is only the initial 
contribution. 

Senator Hottanp. That was the American contribution that was 
authorized by this particular bill back in 1941. 

Mr. Brooks. Yes, that was only to start things. 

Senator Case. It would be interesting to look at the testimony that 
was given then as to the estim: ite of costs for the completed project, 
for which we are how asking for $56,000,000, and I do not know, there 
may have been some increases of the authorization between 1941 and 
the present. 

Mr. Brooks. That I am not familiar with, but I don’t think so. 

What I was going to say, Senator, is this: Along with it these little 
folks down there are trying their best to build feeder roads to the 
Inter-American Highway, and it is my understanding that Guatemala 
alone, without any written agreement with the United States, now is 
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trying to get together through their own resources and borrowed 
money, some $60,000,000 to enlarge the highway network within 
their own borders. 

In fact, of that 25-mile gap, Senator, that is in the northern part of 
Guatemala, the Mexican chief engineer told me no later than 2 weeks 
ago they have completed 3 or 4 miles of that 25-mile gap at their own 
expense. And that, of course, is in a very sparsely settled section of 
Guatemala and of not any particular economic value to them as such. 

Senator Casr. The proposed amendment to the bill has one other 
feature, and that is that in each fiscal vear $3,000,000 of the eight 
could be expended without requiring the countries to put up anything. 

Mr. Brooks. Yes, sir. 

Senator Case. That is, they would only be required to match on 
5 million with their one-third. 

Mr. Brooxs. I think I can tell vou why. For instance, in Costa 
Rica several years ago that road had to go through one of the worst 
mountainous sections on this continent between San Jose, the capital 
of Costa Rica, and this town to the south, San Isidro de General. 
That goes up in the mountains to a height of at least 11,000 feet. 
And those folks down there just simply—that was clear out of their 
abilitv to build a road through the mountains. That was of more 
value to the United States from a strategic value than it was to them. 
(As a matter of fact, the excavation alone for 11 miles that I traveled 
over their mountains last November actually cost a half a million 
dollars a mile 

Senator Case That means, however, out of $56,000,000, $44,000,000 
would be paid by the United States. 

Mir. Brooks. | wouldn’t sav that. IT would sayv——now, for instance. 
that one section in northern Guatemala, if | were an engineer for 
the Government, which I am not, I am also not representing any 

down there. | would fee] favorably disposed to help out on 

section because it is a very bad section. In other words, | 

‘a great respect for the engineers of the Bureau of Publie Roads. 

known them ever since there was a Bureau, and I think they 

have done a wonderful job, and sometimes I think they are restricted 
too much 

Senator Casi Hlas not this project provided a lot of local labor 
with employment? 

Mr. Brooks. That is the idea. And may I say this—that it seems 
to me it is the policy of our Bureau of Public Roads to take thos 
people who have had something of an education in their own schools 
and first give them jobs as foremen, and then when they have learned 
a little bit about roads, as inspectors, and then break them into 
doing engineering work with an idea that just as soon as we possibly 
ean, we ean turn those fellows loose and let them run their own 
business, and in that way make friends of them for the United States 

Senator Case. Has there been any substantial change in the wage 
rate since 1941 in these countries? 

Mr. Brooks. I wish vou had not asked me that, Senator, because 
in every country where I have seen even our private business ot 
our public business, the wage rates have gone up. We have hurt 
the economic status of labor in every country that I have been in, 
whether it is in the United States or whether it is in Germany ot 
Austria or Italy. 
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Senator Case. And thereby increasing the cost of the job before 
it is completed? 

Mr. Brooks. Naturally 

Senator Case. Well, has that been of economic benefit to these 
countries? 

Mr. Brooks. I don’t know that I am in a position to say, but 
may I mention this 

Senator Case. Perhaps that question is not germane to this, but 
it does bear upon why we start out with a $20,000,000 authorization 
and now come up and ask for 56 more 

Mr. Brooks. It is the same reason that when I first went down 
to Mexico City I could get a taxicab ride for a half peso, and the 
good Americans threw our money around and gave | peso. Now 
you are lucky to get a ride for 5 pesos because we educated ther 
the wrong way, and it is the same way in every other place that | 
have been in, 

Senator Casr. | defer. We have other witnesses [ think we should 

) 

Senator HonLtanp. All right, sir. Thank vou very much 

Mr. Brooks. Thank you very much, sir, for the privilege 

Senator HoLuanp. Mr. Cliff of the Forest Service of the Di part- 
ment of Agriculture 


STATEMENT OF E. P. CLIFF, FOREST SERVICE, DEPARTMENT OF 
AGRICULTURE; ACCOMPANIED BY A. P. DEAN, CHIEF ENGI- 
NEER, FOREST SERVICE; EARL LOVERIDGE, ASSISTANT CHIEF 
OF THE FOREST SERVICE; AND IRA J. MASON, CHIEF, DIVISION 
OF TIMBER MANAGEMENT 


Senator Hotianp. You are Mr. FE 
of the Department of Agriculture’ 

Mr. Curr. Yes, sir 

Senator Hottanp. Mr. Cliff 
hearing in your own way 

Mr. Curre. Mr. Chairman, | have 
engineer of the Forest Service, and Earl Loveridge is sitting at 
table. He is Assistant Chief of the Forest Service 

Senator Ho _tanp. All right, sir. You may, whenever necessary 
refer to those two gentlemen and the record will show when they 
take over any part of the act. Now you may proceed 

Mr. Curr. The Department of Agriculture has prepared a report 
on S. 2437, and | have the Secretary’s letter with me which I will 
leave with you 

Senator HoLLANp. This is the report? 

Mr. Cuirr. That is the Secretaryv’s report 

Senator HoLtLtanp. Do you have other copies? 

Mr. Cuirr. Yes, sir 

Senator Hotianp. All right. At this stage we are going to ask 
that the report of the Secretary of Agriculture, dated February 7 
1952, addressed to Hon. Dennis Chavez, signed Charles F. Brannan, 
Secretary, be incorporated in the record in connection with the various 
reports which were asked to be filed at the beginning of the hearing 
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Mr. Curr. The Forest Service is directly concerned with section 2 
of this bill because it provides for an authorization for forest. develop- 
ment roads and trails and also an authorization for the forest highway 
system in which we are very much interested. 

The Forest Service development road and trail system is made up 
of 107,730 miles of existing roads and about 127,000 miles of existing 
trails. 

The road system is used and is important for the protection, the 
management and the utilization of the national forests. The trail 
system is primarily necessary for fire protection purposes, but it is 
also used by recreation travelers, to move livestock from one part of 
the forest to another, for some commercial packing services, and 
things of that sort. 

Senator HoLLanp. How many national forests do we have? 

Mr. Curr. In the United States we have 151 national forests. 

Senator Case. What is the total acreage? 

Mr. Ciirr. 181,000,000 acres. That includes the acreage in Alaska 

Senator Case. Do these road mileages include Alaska, too? 

Mr. Curr. That includes the Alaska road mileage, does it not? 

Mr. Dean. Yes. 

Senator Hottanp. How many national forests are in Alaska to 
add to the number you said were in the United States? 

Mr. Cuirr. Two. 

Senator Hottanp. That makes how many all told? 

Mr, CLIFF. ] believe there is 15] all told. 

Mr. LovertpeGr. Including those in Alaska. 

Mr. Cuirr. Including two in Alaska and one in Puerto Rico. 

Senator Hoiutanp. That would make 148, then, in the United 
States? 

Mr. Curr. In the United States, yes. They are located in 40 of 
the 48 States. 

Senator HOLLAND The total acreage is how many million acres? 

Mr. Curr. 181,000,000, which is almost equivalent to one-tenth 
of the total land area of the United States. 

Senator Hotianp. Translated into square miles, how much would 
that be? 

Mr. Curr. Well, Iam not very good at rapid calculation, and we 
have not expressed that in square miles. 

Senator HoLtaNnp. 640 acres to the square mile. 

Mr. Curr. Divided into 181,000,000 gives you the answer. 

Senator Case. It would be about two-thirds—120,000. 

Senator HotuaNnb. It would be three halves times. 

Senator Casg. Yes, 1) times. 

Senator HoLtuaNnp. It would make it about 

Senator Case. 270. 

Senator HoLLAND. 270,000 square miles, would it not? 

Mr. DrAN. 280,000 square miles. 

Mr. Curr. Our chief engineer savs it would be around 280,000 


square miles in national forests. ; 
Senator HoLttanp. That would be a little bigger than the State of 
Texas? . a mite 
Mr. Curr. Iam not acquainted with the area of the State of Texas, 
except I know it is a big State. The State of Colorado has about 
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65,000,000 acres, and this area I am speaking of would be approxi- 
mately three times the size of the State of Colorado. 

It is a big and diversified and widespread lot of land. It occupies 
the mountainous areas of our country, plus some of the flat forest 
lands, and the road and trail building problems are extremely compli- 
‘ated and diversified. 

Senator HoLLaAnp. Have you got the total broken down into that 
part which consists of retained public lands that have never been 
ilienated and that part which consists of purchased lands? 

Mr. Curr. I do not have that figure with me, Senator. Unless 
vou have, Mr. Dean. 

Mr. Dean. No, I don’t have it in that form. 

Mr. Curr. As I reeall-—and I would be glad to check this and 
put a corrected figure in the record—there have been about 20,000,000 
eres acquired, mostly in the eastern half of the United States, and 
he balance would be public domain lands 

The information referred to follows: 

Lands under Forest Service administre 
ands withdrawn from public domain 154, 803, 661 
\equired lands 26, 231, 221 


Total IS1, 0384, SS2 


Senator Hottanp. That is approximately a ninth purchased, vour 
present recollection is, and approximately eight-ninths retained land 
f public domain? 

Mr. Curve. Approximately, ves. 

Senator Case. Is there no national forest in Hawaii? 

Mr. Cuiirr. No. 

Of the 107,000 miles of road, existing road in our system, about 54 
vercent of it is unsatisfactory from the standpoint of carrying the 
traffic load that is demanded of it, and about 27 percent of the trails 
re substandard. 

We have in our projected system an additional 36,000 miles of 
oads that should be constructed to vive us a complete system of roads. 

The maintenance job on a system that large and covering such 

diversified and large piece of country in itself is a big job. It 
equires about $8 million a year to maintain this road and trail system. 

In addition we have a very difficult and pressing job in the natu 

the replacement of bridges which were constructed mainly during 
he thirties when we had the Civilian Conservation Corps. They 
re bridges that were built of untreated timber. Many of them have 

ached the length of their useful life, and they are going to pieces 
yn US: 

We have in our national forest road system a total of 11,000 bridges. 
ight thousand of these are in bad condition and will need replace- 
nent either immediately or within the next few years. That job is 
stimated to cost in the neighborhood of $40 million. Spread out 
ver a 10-year period it would require $4 million a year to replace 
hese worn-out wooden bridges within that length of time. 

Under our present program we are spending about $3 million a 


ear maintaining or replacing these worn-out wooden bridges. That 
dds up to $11 million. 
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Under the proposed authorization it would leave $17 million fo: 
construction of new roads. If that much money were available to us 
it would be our purpose to spend the bulk of it on timber access roads 
which would enable us to maintain the cut that we are now getting 
from the national forests and also to increase it in those units wher 
we are not cutting to sustained yield capacity. 

Senator Case. Would you say that again? What money would bi 
left to build access roads? 

Mr. Currr. Assuming that the amount specified in this bill wer 
available. 

Senator HOLLAND. $28 million 

Mr. Curr. Yes 

Senator Case. How much of that would be left? 

Mr. Curr. $17 million. However 

Senator HoL_Lanpb. Let’s get this boiled down. You are asking for 
$28 million? 

Nir. CLIFI No | Wis pomting out what use would be made 0 
this money if it were available 

Senator Hottanp. The bill suggests $28 million? 

Mr. Currr. The bill suggests $28 million 

Senator Hou {ND Of which Vou would divide it Bs million fo. 


maintenance of existing roads and trails? 
Mr. Curr. That is correct 


Senator Hottanp. And $3 million for replacement of bridges 


worn-out timber bridges 
Nir. Curr Yes, si 
Senator HoLtLaAnp. $17 million for new roa trails and bride: 
truction? 
Cruirr. Right 
enator HOLLAND 0 
Ir. Cuirr. However, vou heard this mornine the Budget Burea 
has not approved the amount of the authorization suggested in this 
he Forest 
recommended by the Budget Burea 
Senator Hotianp. Which is what? 
Mr. C Fe. Which is $175 million Under that authorization 


it were fully appropriated, we would have $6!, million for needed road 


bill and, of course, 1 t Service is supporting the amour 


CONSTrUCTION work 

Senator HoLLANb. In other words. vou would still spend $S muilhio 
for maintenance and $3 million for replacement of bridges? 

Nit CLIFI Yes; beca ise Maintenance and re placement make fi 
demands on any money that is available. 

Actually, however, our appropriations have been much less tha 
that. Last fiscal vear it was $15,648,000. This vear the bud 
pro\ ides for $13 million 

[ would like to talk with you a little bit now about the need fo 
access roads 

Senator Case, May | stop vou right there just a minute. Do vo 
mean that the Budget Bureau has approved more money for this 
hnhew authorization bill 

Mr. Curer, Than we have actually been getting, ves. 

Senator Casg. No. Than it carries in the budget for fise: 

Mr. Cun That is right 

Senator Case. What is the budget ficure for fiseal 1953? 


ary 
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Mr. Curr. $13 million for the forest development road and _ trail 
items. 

Senator Cass. $13 million? 

Mr. Curr. Yes. 

Senator Case. But it is asking us to authorize $17', million’ 

Mr. Curr. That is correct. 

Senator Casz. How do you reconcile that? The first vear oO} this 

for 1954? 

Mr. Curr. The first vear of this ts for 1954, Senator Case 

Senator Case. What is the present authorization? 

Mir. Curr. It is $17!s millon. The appropriations have always 
lagged behind the authorizations. 

Senator Case. L know appropriations lag behind the authorizations 

Mr. Curr. [| mean the amount of the appropriations. 

Senator Cask. | mean the amount of the appropriations. But | 
didn’t understand why the Budget Bureau should lag itself in its 
budget estimates behind the authorizations which it supports 

Mir. Cuirr. | am unable to explain that 

Senator HoLtuanp. Well, I] noticed when the budget witness was 
here that this was one of the few objectives in which apparently even 
the budget is recommending an upward trend for the 2 years covered 
by this bill. 

Mr. Cure. They recommended that it remain the same as it wa 
n the 1950 Highway Act 

Senator Case. Seventeen and one-half? 

Mr. Crirr. Seventeen and one-half million 

Senator Case. But this vear they are not recommending then : 

vet estimate equal to the present authorization, which apparent 

C\ supported, ana at least Which they recommend | the mv 

thorization? 

Mr. Curr. That is correct. 

Senator Cast. Do vou know how they explain 1 


, 


» 


Heat 
Mr. Currr. Perhaps I can throw some further light on that, Senat: 
ase 

One of our urgent needs is for access roads to open up new bodies of 
mber which are now inaccessible and not available for cutting Th 
lemand for national forest timber remains very strong, and we hay 

n unable to meet all of the demands We have large bodies of 
mber, especially in western national forests, that are untapped by 
oads where the timber stands are not producing a net increment 
because the losses from insects, fire, and disease about offset the 
rowth. It is very desirable from the forestry standpoint and also 
rom an economic standpoint to get those stands of timber open d up 
nd harvested on a sustained-vield basis. 

We have been emphasizing the need for these access roads, and the 
Budget Jureau advised us as late as last August that we should look 
0 th® defense highway authorization to get money for timber access 
roads 

| have a copy of the letter which the Budget Bureau wrote to the 
Secretary of Agriculture which [ will read from: 

Che Department of Commerce recently submitted draft 

1 broadening section 12 of the Highway Act of 1950 whiel 
rogram of access-road construction chiefly for roads 

tallations The authority contained in the draft leg 


14 
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a comprehensive program of access roads and would be sufficiently broad to meet 
not only the requirements for access roads to military and defense installations 
but also for access roads to timber and mineral resources essential for the defense 
effort. This office has advised the Department of Commerce that the proposed 
legislation, subject to certain modifications, would be in accord with the program 
of the President. In view of the need for general authority for defense access 
roads, the present national policy limiting public works to those directly related to 
defense, enactment of special legislation for access roads to timber resources such 
as contained in House Joint Resolution 263 would not seem necessary at this time 
Timber access roads necessary in the interest of national defense or essential 
civilian supplies could be constructed under authority contained in the draft 
legislation amending the Highway Act of 1950. 


| would be glad to submit this. 
Senator HoLtanp. What date is that letter, to whom-and from 
whom? 

Mr. Curr. This is a letter to the Secretary of Agriculture from 
Roger W. Jones, Assistant Director for Legislative Reference of the 
Bureau of the Budget. 

Senator HorLanp. The date is? 

Mr. Currr. Dated August 13, 1951. 

Senator Case. Mr. Chairman, as [ recall, when we had the hearings 
on the defense highway legislation last year the committee received 
with considerable interest and appreciation the testimony from the 
Department of Agriculture through the Forest Service on the value to 
the United States in getting some access roads built so that we could 
get the revenue from some timber sales. And, if I recall correctly, we 
did exceed the recommendations of the budget with respect to th: 
authorizations for defense highways as a total. Apparently now it 
would seem that the Budget Bureau is taking the position that sine 
the Forest Service can get money from that fund that it would curtail 
the funds it gets for trails from the regular appropriation; thereby 
more or less modifying what we were seeking to do. 

Senator Hotuanpb. In other words, we were trying to speed up the 
construction of those roads for defense purposes. 

Senator Case. Yes, and we thought it would bring us revenue fron 
timber sales, open up some of these new areas. 

Senator Hortanp. And bring in resources needed in the defens: 
effort. 

Mr. Curr. Mr. Chairman, following this suggestion, the Forest 
Service has been in the process of preparing a program of highly 
important access roads for submission to the Department of Com 
meree, recommending that it come under this defense highway pr 
cram. Now we understand 

Senator HoLLaNnpb. Not this program; you mean the other progran 
mentioned in that letter? 

Mr. Curr. Yes. Thanks for correcting me. 

We understand informally from the Bureau of Public Roads tha 
under the authorization available it would be impossible, or very 
unlikely, that we could get anv more than that small part of our pro 
eram for the most important access roads considered this coming veal 

Senator Case. Can vou differentiate in your programing betwee! 
the roads which vou would have built for getting into the forests unde! 
the normal program and those which have some special defense ul 
gency? 

Mr. Currr. I think so in some cases, at least, Senator. Some o| 
these roads that we have in mind would be built primarily to ope! 
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new bodies of timber where there is little other reason to be building 
he roads at present. Others, though, might have a multiple use. 

Senator Case. Are your appropriations for your regular road fund 
made through the Department of Agriculture bill? 

Mr. Currr. Yes. Our forest development road appropriations are 
made through the Agriculture appropriation bill. 

Senator Case. And the money for the defense road authorization 
omes tl hrough what—the Deficiency Committee? 

Mr. Cuirr. I believe that comes under the Public Works Appro- 
riations Committee. 

Senator Case. Well, it might if they were in early enough through 

Department of Commerce; that is, the public roads is in Com- 
merce. But I was under the impression that the last part of that 
ippropriation last vear came in in one of the deficiency bills. 

But, in anv event, vou are dealing with two different committees 
for the two different funds; that is, two different appropriations sub- 
ymmittees? 

Mr. Crier. If we receive money under the Defense Highway Act, 
hat would be correct. Now, we did get some money under the 
Defense Highway Act during World War II. 

Sees nator Case. What I am getting at is this: When you go before 

» Appropriations Subcommittee that handles the Department of 
\eri ‘ulture bill, vou present your case for your regular “Forest hizh- 
\ ray’ > budget. Do they charge you there with the amount of money 

hat er; got allocated ‘under the ‘ ‘Defense highway ” funds? 

“ihe ‘11FF. | presume they do, Senator. They know about it. 

Se Ose I wonder if Mr. Loveridge could tell us. 

Mr. Lovertpér. They “lo not charge it against our authorization 

Senator Case. They don’t charge it against vour authorization; but, 

computing how much they are going to allow, do they say, “You 

e going to get so much money here from the defense fund, so we 
on’t need to give you so much’’? 

Mr. LoveripGe. We always put all the cards on the table. They 
now about the funds we are obtaining from all sources. I don’t 
now what they do about it. 

Senator Cast. Have they been appropriating the full amount of 

ithorization? 

Mr. Lovertpcr. No. Mr. Cliff said $13 million instead of $17 

illion of authorization. 

Mr. Curr. They never have. 

Senator HoLttanp. Do vou not think it a good idea, Senator Case, 

we ask these gentlemen to break down their 1952 program as to what 

nounts and what mileage they are constructing out of their regular 
propriation and what amounts and what mileage out of defense 
ess appropriation, so we can have some idea? 

Senator Case. Ido, Mr. Chairman. It would seem to me that the 
nly logical way for them to approach this thing, if they have two 
ferent funds from which they can get money, is to make up a priority 
t for two categories of roads and say, “These are the roads we ar 
roing to build out of our regular forest-road money, and these are the 
ads we will build if we get some money from the defense-highway 
june.” Because, if you don’t, the members of the Appropriation 

ibcommittee for Agriculture are going to say, ‘Well, you will get so 
niall out of this other fund and we only think your total program 
should be so much. So, conse quently, we will whittle this down o 
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| should think vou would carry out the legislative intent better o1 
the provision that was made when we had the defense-road legish sti: 
up here last year if vou had two categories of roads that vou were goin 
to build—those that are in vour regular program and those which yo 
would build because they primarily would tap areas of timber that ar 
particularly ripe for cutting or that will vield a particularly good 
revenue, or in areas which could be deferred if you were peeeeedn 
just under a normal program. 1 think vou would fare better und 
your appropriations, and I think vou would also carry out the cee 
of the legislation better 

That is, there is no reason at all for this committee to include | 
defense-highway authorization any funds at all for the Forest Servic 
if vou can accomplish the same thing under your regular appropriatior 
if they are not appropriating the full amount there as vou make vou 
full case. But, if vou come in under a defense-road authorization, 
seems to me those should be roads which vou can justify particular! 


because they tie 1m W ith the defense effort 
Mir. Cuirr. We have those kinds of roads, Senator, and we are 
the process of developing a list of projects which we would sugges 


for inclusion under the defense-highway program, following the sug 
YeSTLION of the Bureau of the Budget 
senator Hor LAND | suggest, if vou were vome to make VAnV reco} 


of this anywhere mm the printed hearings so it could be available t 
those who really want to see the forest resources made available fo 
this defense effort, this is the hearing when you ought to present 
full picture, both sides of it, because it happens that this authorizatio 
committee deals with both aspects of this matter, and when vou g 
imto the \ppropriations Committee vou have two separate subcon 
mittees 

Senator Casi That is right. 

Senator Hottanp. And you may be left in a very unfortuna 
DOSITION because of that fact. 

Senator Casi Lt you do not do that Vou are nivitine us to do tl 
same thing. If vou say, ‘‘We only get $13!) million when we have a 
174) million authorization,’ and you step over here to the defen 
fund and sav, “We want something in there,” we might as well 
these roads are exactly the same and_ the justification for them 
exactly the same, consider the job done when we have authory 
$17' million. Then, when we come to measuring up the defense roa 
we will say —presently they provide some for military inutiiilation 

some for the mineral locations; provide something for any 
category that qu lalifies, like a defense installation other than a milita: 
installation—‘*We have already taken care of the Forest Service the 
We have given them a full $17!s million. We expect thev will 
$4 million more there than they nie been getting.’ 
| think this committee ought to have, as the chairman sugges 
picture of the different classes of roads and why this appropriat 
eht to be the defense access-road authorization, if vou have th 
gory of roads; and I personally think that vou do, because I kno 
‘are areas of the forest under your sustained-vield plan of eutti: 
vou want to reach in nermal eveles. But also, when vou 
operating under a state of emergency, where there is a high price 
impage and better revenue to be secured, and where the military a 
the other branches of the Government concerned with producti 
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need more timber, vou say, ‘‘This is a good time to get into this area,’ 


which we would not be getting into so rapidly. 
It seems to me you ought to have two priorities or two categories 


the normal program and then this urgent program. 
Mr. Curr. We will be very glad to supply that information 
(The information referred to is as follows:) 


road and trail program for fiscal yea 
ls available for fiscal yea 


f deve opment 
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Immediate expansion of the rate of cutting of forest products will be necessar 
in event of war or full-scale mobilization. Such increased production will | 
delayed and impeded by lack of transportation facilities. Furthermore, co: 
struction of timber-access roads will compete for trained manpower and co! 
struction equipment needed for many other purposes during full-scale mobil 
Zation 

The cutting capacity of the national forests should be expanded to its fi 
potential of 6 billion feet by construction of main timber-access roads which w 
serve as an effective stockpile of forest products for critical defense needs a1 
essential civilian supplies. Pending such emergency needs, cutting within s 
tained-vield cutting capacity can be conducted with substantial revenue returt 
to the Treasury at current high stumpage rates. In any event, the cost of st 
roads within the national forests can be recaptured through increased stumpa 
rates for the benefited timber 

The access roads needed for timber hauling are separate from those needed f 
mineral access Routing, locations and standards for timber and mineral acce 


roads are seldom sufficiently similar in specific areas to make it economical 


I | common-purpose access roads 








he Forest Service is pre 


Ine 





a series of main-line timber access-road proje 








which are summarized in the attached table, for construction from funds authori 
under section 6 of the Defense Highway Act. A> amended The most urge 
projects, those making the largest amounts of timber available for cutting duri: 
the 10 vears following construction, have been selected This construction i 
addition to that required of purchasers of national forest timber. Two addition 
construction programs of approximately the same size would be needed to pern 


cutting to allowable capacity on the national forests 


: . ; ; , se ) 
Roads and bridae : proposed for construction with Defense Hiahu uy Act funds 
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Do i 97.0 1, 015, 000 
New M ria 18.0 236, OOO 
Oregol Deschutes 14.0 347, 000 
Do Maltheu 16.0 30, 000 
Mt. Hood 23.0 1, 857, 000 
Rocue River 5.0 200, OO 
) Siski 1 31.0 1, 550, 006 
L> Siusiaw x. 0 *40, OOO 
Do Umatilla 12.0 389, 000 
, Umpqua 17.0 750, 000 
I) Willamette 15.0 977, 000 
\A hinct Gifford Pinchot 5. 0 2, 805, 000 
? Mt. Baker 10 350, 000 
D Snoqual: 13.0 562, 000 
782.7 27, 683, 000 


Includes cost of 2 major bridges 
? Includes cost of 4 major bridges 
Incl 


udes cost of 3 maior bridge 


FEDERAL AID HIGHWAY ACT OF 1952 207 


Senator HoLLanp. | hope you will say affirmatively with that, too, 
that you are not dealing in this at all with access roads to mineral 
development that may happe n to lie within the area of the Federal 
forest land in the event there are such roads, because, as 1 remember 
it on our hearing—we handled it on the floor, you remember, Senator 
Case—there was a larger category of those access highways that had 
to do with the reaching of new mineral production areas than any other 
one Classification. 1 do not know how many of them come within the 
national forests, but it was stated that some came within the national! 
forests, some came within the Indian lands. In other words, they 
come in various places covered by portions of the act which we are 
studving here now, but they do not meet vour purpose. 

Mr. Curr. That is correct. 

Senator HOLLAND. And if they do not meet your purpose, I think 
it would be well to exclude them, and to say affirms — that they 
are not built for any forest purpose, and do not serve it, if that is the 
ase, so there won’t be opportunity there for conjec es as to whethe 
those roads should be considered as having met some of your demands 

| think we ought to have in one place a very clear picture of you 
normal program, of vour own access defense program, and then a 
statement at least to the effect there is another access program which 
is not related to you and does not serve vou and does not meet youl 
needs. 

Mr. Curr. There is a distinction, Mr. Chairman, between the way 
n which we have spent in the past money that has been available to 
us under our Federal forest road development program and these access 
roads we are speaking of. 

Now many of these roads in our regular system of roads now ar‘ 
multiple-purpose roads used for all kinds of things 

Senator HoLLaAnp. And built to different standards 

Mr. Curr. Many of them built to very low standards. Lots of 
them were built for fire patrol purposes to get fire fighters into the back 
countries readily. Such a standard would not carry heavy truck 
— but they do serve very definite purposes in administration, 

‘ protection, and in public travel. 

Some of our roads are used for hauling livestock to and from theu 
ranges and ranches, and there is considerable recreational use of these 
oads. As | pointed out previously, the first $11 million that we get 
is required for maintenance and bridge replacement on the system w: 
now have. 

It was only 3 years ago that our appropriation — the agricul- 
ture appropriation bill was $10,348,000, and in fiscal vear 1949 it was 
$9,892,000. So there was none, or very little, left ie sosuaacin 
work. 

With the $13 million appropriation as is allowed in the budget this 
vear, there would only be about $2 million left for construction of 
uccess roads, 

Senator Cast. Do you know what your highway dollar brings you 
in roads in comparison with what it did in 1940? 

Mr. Curr. Yes, we do. We know that it is costing us at least 
twice as much to build the same type of road we could build before 
World War II. 

Senator Case. Commission MacDonald told us vesterday that the 
highway dollar is a 43-cent dollar as far as the Bureau of Pubhie 
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Roads is concerned today, comparing the results of the last vear or 
two with 1940. 

Now it might be that vour dollar might be a little bit better, i 
that many of your trail roads would not involve the purchase of stee! 
and some of the same materials that the over-all picture would for thi 
Bureau of Public Roads. 

Mr. Currr. Our roads do not require as much steel for bridges as 
do the highway bridges. 

Senator Casr. So you may still have about a 50-cent dollar. 

Mr. Currr. 1 would prefer to have Mr. Dean answer that. He i 
better qualified than I am. 

Mr. Dean. For these timber roads we follow very closely thi 
Bureau of Public Roads standards, and most of those are contracted 
They do not have the steel, but in some cases there has been a greate: 
increase in labor. That is, the labor has been attracted to the cities 
and we have less local labor available. So that | think we are closely 
in line with the Bureau of Public Roads’ cost index. 

Senator Casr. You spoke of the use of the roads for the hauling of 
cattle. What proportion of the revenues which vou turn into th 
Treasury come from grazing fees and what from timber sales? 

Mr. Currr. I can give vou the exact figures on that, Senator Case 

lor fiscal year 1951, timber sales produced a revenue of $51 million 
To cLVve you the exact ficures $51,098 565. Grazing produced a 
revenue of $4,165,573. We received other income from other uses 
and leases, $883,202. A total revenue amounting to $56,147,341. 

Senator Cask. When vou referred to special uses, vou were referring 
to cabin permits? 

Mr. Curr. Yes. 

Senator Case. And not special use pasture permits. That woul 
come under grazing, would it not, or would it? 

Mr. Curr. That would come under the special uses, the fee that 
charged for the pasture use. 

Senator Case. For the special use itself? 

Mr. Cuirrr. Yes 

Now, the vear before, in 1950, the spread was not quite so great 
Our income from timber sales jumped very markedly from 1950 t 
1951. 

Senator Casr. What was that? 

Mr. Curr. In 1950 it was $29,371,000 as compared with $51,098, 5¢ 

1 1951. 

Senator Case. What was the grazing? 

Mr. Curr. The grazing was~in the fiscal vear 1950, $3,385,000 
The total revenue was $33,594,000. The big increase from 1950 
1951 was due to two things: One, a greater volume of timber sa 
business, and an increase in the average stumpage rates? 

Senator Case. What was the average increase in stumpage rat 

Mr. Crier, Last vear the average stumpage rate was $10.20 
thousand 

Mr. Mason, do you have in mind the figure for 1950? 

Mr. Mason. In 1950 it was approximately $9 per thousand 

Mer. Curr. In the current fiscal vear our receipts are going up evi 
higher. The volume of timber cut is remaining about the same becaus: 
our access road system and our personnel have remained about th 
same. But the revenue from timber sales will be in excess of $6 
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million, and the total revenue from the national forests will be in the 
neighborhood of $70 million, which is considerably more than it is 
osting the Federal Government to administer these national forests. 
Senator Casr. Let us go back jus a minute. For 1950 the average 
stumpage rate was about $9, and for 1951, $10.20? 
Mr. Curr. That is correct. The first half of the present fiseal vear 
is averaging $13.10 
Senator Case. $13.10. What was it in 1946? 
Mr. Currr. | do not have that figure with me, Senator Perhaps 
Mir. Mason, our chief of timber management 
Did vou hear the question? 
Mr. Mason. Yes In 1946 the average value of timber was in the 
ohborhood of $4.50 | would like Lo he able Lo correct that, but it 
be somewhere in that neighborhood 
Senator Case. That is in the 5 vears from 1946 to 1950, 
that right? 
Mr. Mason. That is right, approximately 


, Can answer that 


Senator Cast Do these receipts that you quote 

erpts? 

Mr. Curr. That is the gross receipts 

Senator HoLtLanp. Before any payments 
nstance? 


eover t 


1 
made to countles 


Mr. Curr. Before anv payments are mad 


eounties 


tev 
( ( 


Senator HoLtLaNnp. Are the net receipts which are left to the Fed- 
ral Government more than the entire cost of adn 
Federal Government? 

Mir. Cuirr. No, they are not I do not 


Ol LCLITit 


histration 


senator. It is costing us $28,800,000 this fiscal 


tion and management of the national forests ‘| 
ide the fire-fighting costs nor the cost of capital impr 


| ovements, 
road COSTS, aad if vou add all the costs of administerim 


1 


the national 
forests including the capital investments, fire protect 


LON, 
cAaimnst insects and disease, the income exceeds the outevo at 
to the deduetion of the 25 percent fund 
Senator Case. Do you have figures that will se to what exter 
this increase in income is directly attributable cess roads that 
have been built since 1946? 
Mr. Curr. Yes, I think we can supply those figures. Part of ou 
aecess roads are built by these timber operators themselves. As a 
utter of fact, we expect that that will continue. As a part of the 
timber sale contract, the timber operators build some of the logging 
ads 
Senator Cast. I would not want to put a statement in our report 
this legislation stating something for a fact if it is not a fact 
But the figures that you have given us would suggest that this is a 
pretty good time to be harvesting some timber, if the price of stump- 
has gone from $4.50 up to $13.10 in the space of 6 vears., That 
not three times, but that is going up at a pretty rapid rate. And 
on your figures of receipts vou are showing an increase of $9 million, 
pparently, this year on timber sale alone over last year. Nine 
illion dollars apparently is in excess of the amount that you had 
vailable for new road construction this past vear 
Mr. Currr. That is correet 
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Senator Casg. Because if you subtract your maintenance and you 
bridges the amount you had left for new construction was about $ 
million, was it not? 

Mr. Curr. That is correct. About $6 million for new construction 

Mr. Dean. Approximately that. That is not out of 1952 only. 

Senator Casz. Now, unquestionably you would benefit from thi 
increased price of stumpage, even if you did not build any roads? 

Mr. Curr. That is right. 

Senator Case. Because the present roads would provide access t: 
some timber? 

Mr. Curr. That is right. 

Senator Casn. But still if the figures are as encouraging as yo 
have given there, it makes a pretty strong case for saying that ther 
ought to be money provided for getting to some of this timber s 
that we can sell it for $13.10. What did you sell stumpage for i: 
the thirties, between 1930 and 1939? 

Mr. Curr. The prices during the thirties were quite low, $2.50, $ 
in that range, and maybe as high as $5 for some of the more desirab|: 
stumpage, for the same type of timber that we are now getting a ver 
much greater price for. Of course, during the thirties we were in a 
depression period. There was more private timber available and 
lot of the cut was made on private timber. 

The demand on national forest timber was not nearly so keen. 

Senator Casz. No one knows. This demand may level off. But 
the figures that you have given on stumpage here would suggest that 
either the dollar is buying less timber—it is buying less timber, but 
by means, perhaps, of the intrinsic value of the dollar—or the demand 
is increasing. Have you noticed any slacking off in quantity demands 
on stumpage? 

Mr. Ciirr. Not to any appreciable extent, Senator. We can se 
all of the timber we can put on the market if we are able to get to it 

In fact, in some places, the demand is in excess of our ability to 
supply it, or in excess of the sustained cutting capacity of our units 
We could sell a lot more timber in the Black Hills, for example, tha: 
the sustained capacity of that area to support it. 

Senator Case. I think vou could. But do you not have areas i: 
some of the forests farther west where vou have timber that is matur 
from the standpoint of good timber culture, that should be cut? 

Mr. Cirrr. We have a good many areas of that kind. The indust 
Is MOVing into areas now, into communities, which 10 years ago, ha 
no timber industry at all. There has been a big migration fro! 
Oregon, for example, down into Northern California in the last 
vears. And that was considered at one time, one of the last frontiers 
But they are cutting around the edges. 

The industry gets established and starts on the most accessibl: 
timber first. Much of our timber, the overmature timber of which 
vou spoke, is in rather large bodies in the back countries, and requir 
development roads to open it up. 

Last year we cut 4,688,000,000 board feet of timber, which was ou 
all-time high. This fiscal year the cut will remain approximately 
same. That is about all that we can get out over our present access 
road system. In fact, we are exhausting some of the easier and mo! 
accessible logging chances now, and it is going to be necessary to main- 
tain that cut as well as to move back into some of the more remot 
stands. 
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Senator Case. How much of a time lag is there between construct- 
ng an access road and the possibility of putting timber on the market? 

Mr. Cuirr. There is some lag, of course. After the road is con- 
tructed we can market it rather readily. In fact we, usually prepare 
the sales for market concurrently with the construction of the road. 

Senator Case. Do you go out and have a circle cruised in advance 

of the completion of the road? 

Mr. Curr. We would try to do that, Senator. We have had a 

rather tough time recently just trying to keep up with the demands of 
our everyday business, and have not been able to get much cruised 
ahead. ‘But that would be the desirable thing, and the thing that we 
would like to do, to have the areas we propose to sell cruised, appraised, 

and have the contracts drawn up and ready to put it on the market in 
advance of the time when the actual demand arises. 
® Senator Case. The reason for asking that was whether or not, if 
re made an authorization available for access roads, we could expect 
returns from it during the period when timber is at a high price. 
» Mr. Curr. I think so, Senator. There is no — of a slacking 
off in the demand that we are experiencing and the trend has been 

eadily upward in the average prices we have been getting, and I see 

no reason why it should slack off. 

It takes some time to construct some of these main-haul roads, and 
these are the ones we are interested in mainly, the main-line roads 
that would tap large bodies of inaccessible timber. We would plan 

rr the logging operators themselves to build most of the spurs, but 
constructing the main-line roads into the main bodies would enable us 
to get more competition, for one thing, than if a large lumber company, 
for example, built the road itself, and it would take care of more small- 
and medium-sized operators. 

So we feel that it is desirable for the Government to construct the 
main haul roads into some of these bodies of timber. 

There are some of the roads that can be built and that are being 

ult by the industry in connection with their logging program. 

Senator Case. Do you keep track of the number of miles or esti- 

ated — ar costs of the roads built by the operators 

Mr. Curr. Yes, sir. And 1 have some of those figure s here with me 

me a 

Senator Casr. Mr. Chairman, we have been developing some in- 

rmation here by rather random questions. 1 think we could save 
some time and possibly also get this matter in a form in which it would 

a little better indexed and more readily usable if we could have two 
three comparative tables. They would not need to be elaborate, 
but just tables which would give the annual receipts from timber 

les for a representative number of years; the amount of timber 

t, and the average stumpage rate. That is, vou could compute it 

thout requiring our looking at the table to compute it. And then 
f we had a table which would show the amount of access roads built 

er a period of 15 years, say, I would think it would be sufficient if 
vou would make it not every year, but about every third vear, which 
vould be an adequate table, and also if you would give us an estimate 
of the mileage of the roads constructed by timber operators, that 
uld be helpful. 
Mr. Cirrr. And the cost? 
Senator Casr. And the cost 
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Senator HoLtianp. I think so. I hope you will do that. 
Mr. Currr. We will be glad to. 

(The information referred to follows:) 


Timber cut, receipts and average stumpage price for representative years from 19 


through 1951 


Senator Hotianp. I think also the full committee and the Congres 
is going to be wondering why, in times like these, when timber is wort! 


so much and there is so much demand for that timber in the nation: 
defense effort, the national forests cannot par their own way It seen 
to me that if private industry were on that basis there would not | 
anv forestry industry in the Nation 

Mr. Cuirr. The national forests are paving their own way, Senator 
The income exceeds the cost of administration. 

Senator Hotianp. | thought vou said a while ago that after v 
deducted the costs paid out to the counties that was not the case, ar 
| thought vou also said that the cost of the construction of vario 

as not included and the cost of fire protection was not include: 
Cirrr. I did sav that the 
nator Hotuanp. The over-all picture should show a profit opel 
lon, it seems to me, In a time like this; now not necessarily in norm 
times, when conservation and other values would play a larger pa: 
but in this kind of time, particularly in a critical defense and a critic: 
economy, both, it would seem to me that the national forests ought 
show a very distinct profit, and that it does not show up to gor 
advantage if the contrary is true 

Mr. Cuirr. The national forests are showing a profit to the publi 

Now, just to clarify the record, Senator, I stated that the costs of 
protection and management, plus the costs of capital investment 
roads and other improvements are less than the income. That is, th 
income is greater than the total cost of administering the nation: 
forests After the 25-percent fund is taken out, I think there will be 
small loss However, the 25-percent fund is income to one segmen! 


of the public, and in our management of the forests it is an income 
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Senator Casr. That is for expenses which are limited expenses 
wainst operations. That 25 percent is available for school and road 
purposes, is it not? 

Mr. Curr. That is correct. 

Senator Cask. A business has to make its contribution for schools 
ind roads, too. 

Senator HoLttanp. Yes. I should think that a better showing 
ould be made than that in times like the present. Now, in a normal 
ime When vou are laying emphasis on replanting, or growth and main- 
tenance and protection, and so forth, 1 would think a different ap- 
proach would be justifiable But there is a time for which vou are 
building forests to render a service to the Nation, and this is the time, 
it seems to me, that forest products ought to be available in an amount 
that would show the forests to be a profitable operation, materially so 
ifter including all of the expenses, because after all, vou do not have t 
pay taxes. The reason that vou make this little contribution to 
ounties is in lieu of taxes that they would.otherwise be entitled to 
receive if the lands were on the tax rolls. And I am surprised to heat 
hat the operation is not a profitable one even in this sort of time 

Mr. Cuirr. Do you have a comment on that, Mr. Loveridge? I] 
cnow that Mr. Loveridge has been analyzing figures on that, and 
perhaps he has something on it 

Mr. LoveripGr. Yes. The total expenditures on the national 
forests—and I will be glad to give these in detail in the record run 
around $60 million. That includes the $30 million, in round figures 
for protection and management of the national forests, $9 million for 
fire fighting, one-third of all of our research expenditures, the balanc 
of the other two-thirds being outside the national forests, all the mone 
that we spend on flood-control survevs and works of improvement 
nside the national forests. All of those expenditures total around 
$60 million 

Qur receipts, this coming vear, as Mr. Cliff testified, will excee 
$70 million. So, SO tar as our operating costs are concerned, 
running very definitely in the black 

Senator Ho_ttANnp. Was vour fire protection included? 

Mr. Loveriper. Absolutely, everything is included 
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The forests are also increasing in value annually, less so in th: 
West, in Senator Case’s country, but down in the South, tor example 
in Alabama, Mississippi, Florida, and Georgia, the national forest; 
were terribly cut over, as you know, at the time they were acquired 
Now under protection and management the forests which had, sa \ 
only 600 board feet per acre when ‘they were acquired now have 2,000 
3,000, and 4,000 board feet per acre. 

In other words, the value of the capital stock, as the bankers woul 
speak about it, is going up at a very, very high figure each year. 

A very rough estimate shows about a quarter of a billion dollar 
a year as the increased value of the national forests due to increase 
growth and increased value. 

So looking at it the way a banker would look at it, who would i) 
clude not only his cash income but also the increased value of hi- 
assets, the capital stock, the national forests are tremendously in th 
black. 

Senator HOLLAND. New, to come back a moment to what you said 
as I understood earlier testimony, only about one-ninth of you 
acreage is acquired acreage. 

Mr. LoveripGe. That is about right. The exact ratio is on 
seventh, 26,000,000 of 181,000,000 acres. 

Senator HoLLanp. Therefore, only a very small part of it could by 
in the southeast, or any other area of the type that you talk about a 
being cut over. 

Mr. LoveripGe. That is right. Other parts of the country have als: 
been cut and burned. 

Senator Hotitanp. The rest is publie domain? 

Mr. LoveritpGr. That is correct. 

Senator Hotuanp. And it seems to me that one of the most just 
fiable purposes of keeping the forest together—and as I say, there ai 
conservation purposes in connection with watershed protection an 
other things that count greatly at all times, but much more in norma 
times than they would count now in trying to balance your picture 
it seems to me that you ought to show a profitable operation in tim 
like these. When the Nation is in an economic strait-jacket an 
when, | say, operators of private forests have to make profits or ¢ 
bankrupt, it seems to me that the national forests could make a bett: 
showing than what I have heard testified to here today. 

Mir. LovertpGe. We could make an even better showing, Senato1 
we could open up the country with the access roads that have be: 
requested here. 

Senator HoLLANb. If you deal with people who are re pute able an 
high grade, they will build their own roads in there. That is 1 
problem 

Mr. Curr. They are building a good many of them, Senator, bi 
there are situations where it is in the public interest for the Gover 
ment to build them. I have an example 

Senator Ho.LLtanp. The question is where the greatest publ 
interest is right now, and I think that the public has the greates 
interest in seeing these forests make a real contribution to the strengt! 
ening of our defense picture and taking us out of the red into the bla: 
and to make a greater contribution to the timber resources which w: 
need so badly now. Just to go along here breaking even in times Ii! 
these does not appeal to me as being a very worth-while objective fi 
the Forest Service 
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I am just expressing one individual’s opinion, but that is the way 
it seems to me. 

Mr. Curr. That is not our objective at all. We could add to our 
ncome very materially by getting some of these inaccessible stands 
of timber opened up. 

Senator Case. Do you offer to let those on bid where the contractor 
will go in and build his own roads? 

Mr. Curr. In the case of timber sales? 

Senator Case. Yes. 

Mr. Curr. Yes, sir. A good many of our access roads now are 
being built by the timber sale operators. There are about 2,000 
miles of access roads under construction now by timber sale pur- 
chasers. Last year the purchasers of national forest timber con- 
structed about 1,500 miles of access roads, which is considerably 
more than the Government has been building. . 

But there are situations, as I started to say, where it is good busi- 
ess for the Government to build them. I have in mind the access, 
road up the Clackamas River, which contains a large body of timber 
By building the main haul road up the Clackamas, the Government 
can open up a body of timber which will provide a source of raw ma- 
terials for half a dozen or more loggers, or logging operations. If we 
contracted with one logging outfit and made part of their contract 
the construction of that “access road, you would be having a monopoly 
in one operator. But building a trunk line by the Government and 
etting the operators build the secondary roads, vou can support more 
mills and get better results. 

Another thing, in the planning of the logging in an operation of 
that kind, we should put the road back into the back end of it, sothat 
ou can have a summer operation and a winter operation, as we have 
outlined in the Harney Forest in the Black Hills. You put timber 
sale operators into an area of that kind to build the roads, and they 
just tap the front, and they are always operating on the face of the 
{ mber, and you do not get a well-balanced seasonal operavion gen- 
rally out of that sort of set-up. 

If you have time to go into it, | have other examples that 1 could 

te you which will demonstrate that it is sound business for the 
Government to build some of these main-line roads 

Senator HoLLANp. How far had you gotten in vour prepared state 
nent? 

Mr. Cuirr. | am about through, Senator. 

| would like to get into the record a statement about how much 

lditional timber we could cut if the main-line roads were developed 
nto the major bodies of untapped timber. At present we are cutting 

the rate of about 4,600,000,000 board feet a year. Our sustained 

eld capacity is 6 billion board feet. So there is an untapped re- 
source that would provide an additional cut of about 1,400,000,000 
board feet of timber. That is the amount of cut that would be in- 
reased each vear by opening up these larger bodies of timber which 
ire now not being harvested. 

Senator Ho.tuanp. Besides saving wastage which is now taking 
place? 

Mr. Currr. That is a good point. In the western forests especially, 
vhere we have overmature stands. the losses from insects, disease and 
other natural causes just about offset the growth. So we are not 
getting much if any increment on those forests. 
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By harvesting them properly on a sustained yield, we could con 
vert them from a stagnated condition to an active growing conditio: 
over a period of years, so that we would be getting an enormous m 
crowth. 

Some of our Douglas fir lands in the west coast produce 500 boa: 
feet a year; the best of it even more. That is one of the reasons wh. 
these access roads are so desirable and necessary, to get our timbe 
lands into full production, if they were really contributing as much a 
they should be to the national economy 

Another way of saying it is that in the national forests, we hay 
about one-third of the total commercial saw timber in the Unite 
States. Our annual cut is about one-tenth of the annual cut in th 
United States. Our national forests are not contributing as much 
thes could and should to the over-all economy, because we hay 
untapped resources which should be opened up and used, within th 
sustained vield principle, of course 

Senator HoLLANb. Now, that is exactly what I am talking about 
If vou cannot open them up in the way that you regard as most ideal 
| think you ought to be thinking about opening them up in othe: 
Ways in this kind of time in our national affairs. That is my ow 
opinion 

Do vou have any other statement, Mr. Cliff? 

Mr. CLF! | would like to make a brief statement about the forest 
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Senator HoLtLanp. Those are important roads that run through t! 


Mir. Curr. They are important highways that run through 
vest. They are vital links to the rest of the highway system. 
fact, about 40 percent of them aré part of the primary highwa 
system They are the trunk lines with which forest developme 
roads connect, and they provide outlets for national fore 


ich, they are a vital link in the whole network of 
hwavs which are essential ¢ the full us 
properties 
Live operauion | 
blic Roads in sett 
availabl 


(oOW! 


ral iorest p.o 


yaship will coat 
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the past 5 years and the amount of appropriations and the amount 
of unexpended balances for each year in the last five. 

Senator HOLLAND. That is on forest highways? 

Senator Case. On forest highways; and also the same for the forest 
roads and trails. 

Mr. Curr. We will be glad to give it to you for the forest roads 
ind trails. I think it would be more proper to ask the Bureau of 
Public Roads for that information on the forest highway program. 

(The information referred to follows.) 


authorizations, appropriations, and expe 
1949-53 


0, O00 


ww) 


20, OOO, OOF 


OOO. OOF 


Senator Case. We can eet it from 
seruator Hol LAND Very well. Sil 
Mir. Curr. Thank vou, Senator 


Senator HoLuaANb. Mr. Brown 


STATEMENT OF J. MAUGHS BROWN, CHIEF, BRANCH OF ROADS, 
BUREAU OF INDIAN AFFAIRS, INTERIOR DEPARTMENT 


\lr. Brown. Mv name is J. Maughs Brown, Chief of the Branch 
Roads, Bureau of Indian Affairs, Interior Department 
senator Hout AND You me \ be seated 
Mir. Brown. I believe that I am the last witness 


desirous of finishing up 


today 
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Senator HoLLanb. We shall be glad to hear you, sir, on anythin 
that you care to tell us. 

Mr. Brown. I have a short statement that I would like to read. 

Senator HoLttanp. We note that the Budget, at least, seems t 
feel that you are the only agency in the whole group whose prograr 
should be stepped up. So you must be in a happy situation. 

Mr. Brown. We are in such an unhappy situation and we are i! 
such bad shape that finally somebody has decided that somethin 
ought to be done about us. 

Senator HoLLaNp. You are not opposing the recommendation o 
the Budget, are you? 

Mr. Brown. No, sir. 

I do not think that it will take but just a few minutes to read thi 

The Government of the United States is responsible for a total o 
20,500 miles of roads and truck trails on Indian reservations in thi 
country. The reservations and Indian communities served by thi 
large mileage of roads and trails are widely scattered throughout th. 
United States. Many types of climate and terrain make it necessar 
to resolve a wide variety of road building conditions. The total are: 
of Indian reservations is larger than the combined area of several o 
our smaller States. Ip most of the isolated areas of the West we hay 
a rural Indian population with no adequate means of transportatior 
of any kind, no railroads or adequate roads to compensate. It is thi 
need that section 3 (c) of S. 2437 proposes to cover. 

Senator HoLLanp. What is the total combined area of the Indiar 
reservations? 

Mr. Brown. I have a figure here, I think. If I have not, I can ¢g 

for Vou. 


No, I do not seem to have it at hand. 

Senator HoLLanp. Will you supply it for the record? 

Mr. Brown. Yes. It is as much as the New England State 
including part of New York. 

Senator Hortanp. You will furnish us the figures, please? 

Mr. Brown. I will furnish them, ves. 

(The information referred to is as follows: ) 


Areas of States and Indian reservation 


Maine 

New Hampshire 
Vermont 
Massachusetts 
Connecticut 


Rhode Island 


Total 
Square miles of Indian lands in reservations _- 


Senator Houianp. All right, sir. 

Mr. Brown. Today it is almost universally recognized throughoi 
the whole world that the rate of _— the economic and social progres 
of a people is largely determined by the rate of the development « 
the means of transportation. In order to accelerate the progress « 
the American Indians, the basic element on which such progres 
based must be provided. This committee is well aware of these fac: 
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and that the importance to the Indians of an adequate road system 
can hardly be overemphasized. 

Road development on Indian reservations is a basic requisite to 
the success of all other Indian welfare programs for which Congress 
annually appropriates funds—those for educational, health, social, 
iad physical betterment. In order to obtain the full value of these 
worth-while efforts, a balanced program must be planned and carried 
forward. At the present stage of progress road construction has 
illen short of that required to balance the reservation programs and 
to make fully effective the funds appropriated for these basic needs. 

Of the 20,500 miles of roads and truck trails now in use on Indian 
reservations, 16,000 miles are classed as primar V and se eonds ary ros ads. 
ind the remainder as truck trails. Of these 16,000 miles, at least 
10.000 miles now need to be rebuilt. These are roads that were 
built to a very low standard with nonpermanent structures. Re- 
building is necessary because not only do such roads—built in the 
1930’s—with timber bridges, wear out, but also because their deter- 
oration was accelerated by the lack of maintenance during the war 
years. Reconstruct on providing amore permanent type is the only 

isible and economical means of bringing them to a condition of use- 
fulness and thereby achieving a conservation of public funds. 

Road building was started on Indian reservations by the Federal 
Government, first, because roads were so badly needed and, second, 
because after years of e nde avor by both Government representatives 

and the Indians, no one else could be found to do th job. Rightly 
or wrongly, the counties in Indian country refused to do anything 
about Indian roads. In fairness, it can be said that a large perc ntag 
of them were unable, financially, even to provide and take care of the 
roads the non-Indian population was demanding. 

Since the program of building roads on Indian reservations by the 
Government was started, there has developed through the vears 
climate of good will and cooperation between the counties an aa the 
Federal Government. Many cooperative projects of benefit to both 
Indians and non-Indians have been completed. Also, the financial 
7 irden on the counties of building county roads has been eased by 

nore State and Federal participation until now approximately 85 
percent of county road funds are provided by other than local taxes. 
This situation produc es a favorable climate for the present effort of a 
policy of reducing Federal responsibilities in Indian affairs wherever 
possible without damage to Indian welfare. In most instances, 
County Boards of Commissioners will take over the future and per- 
manent responsibility of any road that has a general community 
value if the Bureau of Indian Affairs will put the road in such a con- 
dition that maintenance costs will not be prohibitive. This means 
reconstruction or resurfacing or both in nearly every such case. 
Thus, funds to be authorized for Indian Bureau roads under the Fed- 
eral Aid Highway Act of 1952 will accomplish more than their basic 
levelopment purpose. They will also be used to speed the liquida- 
tion of Government responsibility for Indian reservation roads 
\herever it is possible to do so. 

Parenthetically, we built a road down in your State, in what we 
call the Big Cypress area, and after building it up to proper, passable 
condition, we have made an agreement with the State to take it over 

put it on their own secondary system. 
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Senator HoLttanp. That is from Immokalee to where? 

Mr. Brown. In what we call the Big Cypress Swamp. It is the 
road leading south. 

Senator HoLLaANp. Where does it start? 

Mr. Brown. It starts up at the road running east and west from 
La Belle—State Highway 80. 

Senator Hotutanp. Fort Mvers to Immokalee 

Mr. Brown. No; it is east of there; that lake there. 

Senator HotLtanp. Lake Okeechobee? 

Mr. Brown. Yes. We have an Indian settlement up there on th 
other side of that lake. Then we also have one down in the Ever 
glades, farther south, called the Big Cypress. 

Senator HoLLAND. Brown’s Landing, or back of Brown’s Landing 
between Brown’s Landing and Immokalee? 

Mr. Brown. Yes. And there was a county road leading about 10 
or 15 miles south of that 

Senator HoLLAND. Which is a graded road. 

Mr. Brown. Yes. And then we continued that road down ther 
and surfaced it with marl, and thereby we got rid of the responsibility 
for maintaining it. 

At the present time a survey and analysis is being made as to what 
will be required to put the Indian roads in the State of California in 
such a condition that the counties will take them over as a part of th 
withdrawal program in that State. The preliminary estimates 
indicate that it will cost less to put these roads into such shape as to 
meet the requirements for the counties to take over—thus ending all 
Federal Government responsibility for all time, than it would be to 
maintain them for 10 vears. 

The Federal-Aid Highway Acts of 1944, 1948, and 1950 authorized 
$6 million a vear for Indian roads 

Senator Case. Mr. Brown, has that been fully appropriated? 

Mir. Brown. No, sir. 

Senator Case. How much has been appropriated? 

Mr. Brown. I have the list here. Do vou want me to give it to vo 
now? 

Senator Cast eit er no ater But we oucht to have that 
how that information 

Mir. Brown. Yes, sir 

Badly needed reconstruction of these roads has been postponed 
from year to vear. As more bridges become unsafe and more miles o! 
road wear out each vear and costs of doing road work sharply rise, t! 
situation is getting worse instead of better. The longer adequate ste] 
to correct the conditions are postponed, the greater the eventual co 
to the Government. We have already carried the postponing proces 
bevond the limits of sound economy 

When Congress passed the Navajo-Hopi Rehabilitation Act, Publ 
Law 474, approved April 19, 1950, $20 million was provided fo1 
i0-vear road improvement program. This would have required 
expenditure of $2 million a yvear. Less than $1 million a vear hi: 
been appropriated. As a result road development is way behu 
schedul This delay is handicapping the other developments il 
adding more costs. In order to bring the Navajo-Hopi program int 


balance $4 million annually will be required during the fiseal ven 


1954 and JO55 
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Senator Case. Is that where that $10 million figure is obtained? 
A continuation of the $6 million you have been getting and $4 million 
for the Navajo-Hopi program? 

Mr. Brown. That is practically it; y 

Senator Case. Under the language in the bill as written, it makes 
the authorization under the provisions of the act of May 26, 1928 
It makes no reference to the Navajo-Hopi Act of April 19, 1950. 

Mr. Brown. That is right. That is all included in that 

Senator Case. Mr. Chairman, it occurs to me that if it is intended 
that part of this $10 million shall be expended under the terms of the 
Navajo-Hopi Act of April 19, 1950, it should be mentioned in thi 
authorization. 

Senator Hoituanp. There or in the report. If we approve the 
amount of $10 million, we will say that it is the understanding of thi 
committee that $4 million of that was designated for a particular 
objective 

Mr. Brown. That is right. 

senator Hou LAND. | agree that it ought to be designated somewhert 
if that is intended to be done 

Mr. Brown. Yes, sit 

In addition there are some 200 other Indian reservations throughout 
this country in dire need of road improvements. These improv 
ments are estimated to cost $120 million The longer they are 
postponed, the more the eventual cost to the Government It is 
desirable, not only on the basis of the immediate need but also becar 
of the need to liquidate Government reanetaibiity: as soon as possibli 
that this work be done in 20 vears or less. This would require 
annual expenditure of $6 million 

Therefore, the total amount required for construct 
I ads for the fiscal Vears of 1954 and 1955, to proceed W th tl 
Hopi program and to expedite the Federal withdray 
$10 million annually 

The Bureau of Indian Affairs has been advised by 

sudget that a total of $10 million for Indian 

luding the Navajo-Hopi item, has been appro, 

cal vear 19538 

The basic authorization act of May 26, 1928 (45 Stat. 750) author 
maintenance as well as construction of roads on Indian reservati 
so the inclusion of maintenance in the Federal Lid Highway Act 

is not required. Therefore, the words “and maintenance”’ 
section 3 (ce) of S. 2437 should be stricken. 

The building of roads on Indian reservations can be justified entirely 
as a far-sighted program of long-range economy essential not only to 
the welfare of the residents but also to the development of the areas 
and the protection of our natural resources. 

In addition such a program will provide still another important 
dividend, the very definite value of the work and training the program 
will offer to the resident Indian population. Through working on the 
road program in the past, hundreds of Indians have become Skilled 
machine operators and mechanics and are now making their own way 
in this manner to their own satisfaction and to the credit of the Indian 
peoples. On the Navajo-Hopi area a formalized training program 
has been put into effect, and as a part of this program an apprentice 
training schedule has been developed and approved by the Department 
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of Labor. This feature of the road program is a valuable contributio: 
to the long-term goal of solving the Indian problem by making tli 
Indian a self-sufficient member of the American community. 

In view of all these factors it is apparent that a far-sighted progran 
of road development will prove not only a long-range economy but 
will also contribute to the social and material resources and to thi 
protection of the natural resources of this country at a time wher 
those factors are more vital than ever before. 

Mr. Chairman, if vou will pardon a personal reference, I am a high 
way engineer of several vears’ standing. But a person cannot wor! 
for the Bureau of Indian Aff airs and come in contact with the problems 
confronting the Indian peoples of this country without developing : 
certain small amount of social consciousness, which I hope you will 
pardon me for. 

Senator HoLtianp. I think that is quite understandable. 

Do you have any questions, Senator Case? 

Senator Cask. Mr. Chairman, I would fike to have a table which 
would show what appropriations have been made for Indian Burea: 
roads under these authorizations, and that should be not merely fo 
the $6 million included in the Federal Aid Road Act, but also a record 
of what has been appropriated under the Navajo-Hopi Act. 

(The information requested is as follows: 


Funds for Indian roads 
Budget rec- 


ommenda- 
tion 


Appropr 
tion 


| 


$3, 263, 900 | 
5 627, 130 | 

740, 130 | 
12, 270, 000 | 


Mr. Brown. The amounts requested for the Navajo-Hopi progra 
for 1954 and 1955 are to catch up on that program, so that probab! 
in later years it can be carried at a rate of possibly $3 million. 

Senator Case. Does that program receive appropriations und 
the bill for the Department of the Interior? 

Mr. Brown. Yes, sir. 

Senator Cast. As the Navajo-Hopi program does 

Mr. Brown. Yes, it is all part of the same appropriation 

Senator Casr. If you get money under this authorization, it woul 
be carried in the Interior appropriation bill? 

Mr. an That is right. 

Senator Case. And you expend that money? 
by the Sai of Public Roads? 

Mr. Brown. We spend it under the jurisdiction of the Bureau 
Public Roads. 

Senator Case. Do you not expend some money directly for mai 
tenance and repair? 

Mr. Brown. Oh, yes. 

Senator Cass. Where do you get that money? 

Mr. Brown. That is under the same authorization, that was 01 
of the reasons why I suggested possibly the advisability of a chan 


It is not expend 
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n wording there, for this reason. When we asked for it, Senator 
Holland, the first time I ever met him, twitted me because he was 
viving us authorizations for more than we had ever asked for, and this 
ear we are asking approval of the Bureau of the Budget for twice 
r authorization. So that part has been corrected. 
But getting back to this other, they were in the habit of considering 
erything that we asked for on the roads in the general make-up of 
he budget in the Bureau of Indian Affairs, as all being construction, 
nd in the times when we were getting such a small amount of money, 
ost of it was being spent for maintenance, and it put us more or less 
an unfavorable light when they considered the over-all amount that 
ley were going to allow for construction in our own Department, in 
Department of the Interior, to have everything we had called 
struction, whereas most of it was maintenance. 
Senator Case. How much money did you have appropriated for thi 
cal year ending June 30, 1951, for all road purposes? 
Mr. Brown. It was not much, I can assure you. I can give you 
e exact figures later, but it was about $4,000,000. 
Senator Case. How much of it was spent for new construction and 
how much for maintenance and repair? 
Mr. Brown. The way we have been running in the last years, 
both 1951 and 1952, we have been spending $2,240,000, practically 
$2,250,000, for maintenance, which has been leaving us only about 
500,000 for construction, out of which $1,000,000 of it has been 
voing down to Navajo. So that left only about a half million dollars 
r the whole United States. 
Senator Cask. So you had less than half a million dollars for con- 
truction of new roads in all the other Indian reservations? 
Mr. Brown. That is right. 
Senator Case. Covering how many thousand Indians? 
Mr. Brown. Covering about 200 reservations, and some of those 
servations, of course, are grouped into jurisdictions, like, for in- 
ance, the Consolidated Chippewa Agency in Minnesota, about seven 
servations, one of which is the White Earth, with 8,000 Indians right 
ere on that reservation. But there are about 200 reservations, 
me of them small and some of them large. 
Senator Case. You have $20,000 or $25,000 on an average for new 
mstruction on each Indian reservation? 
\Ir. Brown. That is about it. 
Senator Case. But $1,000,000 for new construction on the Navajo- 
lop? 
\Ir. Brown. That is right. 
| would like to spend about 3 or 4 minutes to give you some idea 
what progress we have been making on the Navajo-Hopi, because 
t has had some general interest, unless you had some other ques- 
ns. 
Che CHarRMAN. I want to ask you this. There are a good many 
nk roads which run through the Indian reservations which are not 
included in your budget at all? 
\Ir. Brown. That is right. They are the State highways, and 
they are in what we call the open reservation country, that is, where 
hites and Indians are interspersed, contrasted to the Navajo coun- 
where it is all tribal Indian land, and the Red Lake country in 
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Minnesota, and the Menominee, where it is all tribal land, and ther 
are no whites in there. We have county roads there in addition. 
The CHarrMan. But there are some trunk State and county roads 
through even those tribal areas? 
Mr. Brown. There are a few; not many. 
Senator Case. Mr. Chairman, I do not know whether the expe- 
rience of other States is the same as mine, but historically, this has 
been the story. The Federal aid has been allocated to the States on 
a three-way basis: one-third for population; one-third for road mile 
age; and one-third for area. And that has meant that when the Fed- 
eral-aid allocations have been made among the States, the Indian 
population, the Indian lands, and the miles of road on Indian reserva- 
tions would count in earning allocations for the State of South Dakota 
But the State legislature adopted a law in the early stages of highway 
legislation that took the allocated Federal-aid money, put it into thi 
pot with the moneys which the State raised from gasoline taxes 01 
motor — les, and then ses esornge Ae 5 percent of that back to th 
counties, or programed 75 percent of it on the basis of the assessed 
Valuation ‘of the counties The ieee: 25 percent was available fo 
maintenance, overhead, purchase of rights-of-way, and so forth, with 
the result that the counties with the high percentage of Indian land 
and with fairly good population in some of those Indian counties 
were counted to earn an allocation of Federal-aid money, comparabl: 
to every white person, every acre of land, and every mile of road in 
the county, with the biggest city and the highest valuation in the State 
Although the Indian population and roads in miles counted towar 
that, the land, being Indian land, either tribal land or trust land 
largely, was not assessed; so it did not earn a penny in the allocatio: 
of money after it got to the State, with the result that these trun 
highways that vou speak of were sadly neglected, and it was vei 
difficult to get any trunk highways built across the Indian reserv: 
tions, because the money which the Indian areas had helped tO Cal 
for the State was diver ‘ted. when it vot to the State, to counties w 


“s 


i 
hi rh assessed valuat tion 


That is why there is a deplor: able state of roads on most of tl 
Indian reservations, at least in my State 

Now, I do not know whether the other States have followed th 
principle of taking away from those who have not and giving to tho 
who have, or not 

The CyarrmMan. Mr. Brown, I remember in the access-highwa 
program of last vear, it was stated to us that there were hundreds 
miles of access roads, most of them not expensive roads, and not hig! 
grade roads, being built on the Indian lands, especially on the Colorad 
lateau, to various mines, to various new mineral operations. A 
those proving helpful to vou for the general purposes of your tray 
ls in the reservations? 

Mr. Brown. No. 1am glad you let me say something about tha 
because I would like in my own mind to get a point or two cleared u 

You folks were discussing the need for access roads, and as I get 
there are two categories of them: The need for defense purposes and 
defense materials, which is covered by part of this S. 2437, and thy 
need that was outlined by the Forestry people here for development 
purposes, regardless of the present defense needs. 


needa 
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Now, under the Defense Access Highway Act, the Bureau of Public 
Roads has asked us to build a road on the Navajo Reservation to a 
uranium mine, and there are two or three other roads of that type 


beng considered, and this particular road down there—that I think 
| could find 


The CHAIRMAN. That would be built out of 
ippropriations, will it not? 


~Mr. Brown. It would be constructed out of those funds 
Right out in here somewhere there is a uranium deposit, and the 
ontractor spent, | think we heard him say, $80,000 to get up the hill 


defense access-road 


to get to that mine 


nere, 


Well, we are going to spend about $300,000 out 
and | understand how that they have developed ad mesa there 
Vy core drilling, and have developed 2 lot more uranium, SO they are 
omg to ask us to build another road, an extension of the present one 
n out there 


The CHarRMAN. Now, this mileage that you speak of that you ar 
nlding, Is that paid fon out of the defense highway appropriation? 
Mr. Brown. That will be paid for mostly out of defense access 


oad funds Anvthine that we want to do on that road to make it 
etter, to make a public ul 


use road rather than just a truck-trail deal 
we will have to do out of this money appropriated for our 
road program 

The CuHarrMan. But that Defense Highway Act road that vo 
pointed out on the road does reach two Indian villages? 

Mr. Brown. It goes to mines 


ceneral 


This is a mine proposition. These 
villages are just wide places in the road. 


The CuarrMan. And these two places are not villages—Red Rock 
and (C‘ove? 


l 
Mr. Brown I think there is an Indian school there and an Indiar 

school there, and that is about all t *e 1S tO Il 

The (*HAIRMAN lt communi 

hese 


| { 
} 


Cll O11 


{ 
By OWN 


idenev sometimes to move 

or less squat there while 

as permanent houses art 
OMMUNLLY 

Senator Case. Do you know how large the schools are’ 

Mr. Brown. I think there are 

hools at these isolated localitie 


Senator Cast 


usually between 
\Mavbe they represent 10 or a 
Mir. Brown. Yes, sir. 

The CHarrMan. But it does illustrate the fact that the d 


Te " 
lelense 


dozen familie 


ACCESS SV stem 1s going to give you some aid? 
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Mr. Brown. Yes. 

The CuarrMANn. In meeting the community need for transportation 

Mr. Brown. That is right. It is an incidental aid. Regardles 
of whether those schools were there or not, we would have to do th 
job to get the ore out. 

The CHarrMAN. Do you have any showing of how many of thes 
projects have been located as yet on the Indian lands? 

Mr. Brown. We have this initial one. Then we have this pro 
posed extension of it, which I understand will be pretty heavy cor 
struction, and rough, and that is for uranium. Then we have anoth 
one in Arizona that is not very expensive. Then in Utah we have 
copper peer At the present time, there are just those four project: 

The CuHarrMan. At the present time, those three or four project 
are the only ones that have touched your Indian lands? 

Ir. Brown. Yes. And the agreements are noi fully made, excey 
the one that we are starting work on right now. 

The CuarrMan. All right, sir. 

Mr. Prown. Could I give you just a minute here and tell 
what we have done on the Navajo cross road there? 

The CuatrMan. Have you got something that you would like 
submit in writing to supplement your statement? If so, we woul 
be glad to have vou submit it. 

Mr. Brown. It will take just a minute. 

The CHarrmMan. If it will not take but a minute or two, go ahea 

Mr. Brown. I will give you what we would hope to have done o 
the Navajo with the $2,000,000 in the last 2 years at the end of t 
fiscal vear. We hope to have 73.6 miles of grading and base cours 
and of that amount, surfacing for 57.1 miles. The main road acros 


the Navajo is 166 miles long, and if the Appropriations Committ 
gives us $12,270,000, which we are asking for, we will have that }: 
done pretty soon, 

Thank you very much. 

The CuarrMan. Thank you, sir. 

(Whereupon, at 4:40 p. m., the subcommittee rose.) 
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TUESDAY, FEBRUARY 19, 1952 


UNITED STATES SENATE, 

PuspLic Roaps OF THE 

Pusptic Works, 
Washington, D.C. 


SUBCOMMITTEE ON 
COMMITTEE ON 


The subcommittee met, pursuant to call, at 10:20 a. m., in Room 
112, Senate Office Building, Senator Spessard L. Holland (chairman 
if the subcommittee) presiding. 

Present: Senators Holland (presiding), Hennings, and Case. 

Also present: Frank Burnett, committee clerk; Kloise Porter, assist 
ant clerk, and Ellsworth W. Bassett of the committee staff. 
Senator Hottanp. The committee will come to order. 

At the request of Senator Cordon, unless there is objection, I will 
a wire to Senator Cordon from Charles H. Grayshel, 
president, Orezon Coast Association, into the record 

(The wire referred to is as follows:) 


uy’ 


if OPpPOrari 


San Francisco, Cau 


Senate Bill 2437, House Bill 6094. 
Senator Guy CORDON, 

Uniled States Senate, Washington, D. C.: 
Coast Association at the 


directors of the Oregon r annual ses 
adopted the following resolution: 
committee to give 


Francisco have today 

Resolved, That we request vour serious col 
anging the Federal aid highway apportionment form 
locations for primary highways on the west coast. Due to 
compared to less rugged areas, our highways are 
Larger appropriations which will be met in equal an 
sential in order to alleviate traffic hazards and death traps. 
Committee on Publie Works in 


lla and to ‘ 
heavier cost 
nstruct1o! in a deploral 
yndition. 
tates are es 
We respectfully request that your 
| 2437 or Bill 6094 take these things into consideration. 
OREGON Coast ASSOCIATION, 
CuHaARLes H. GraysHeE., President. 


P. O. Box 101, Tillamook, Oreg. 
Senator Hottanp. Mr. E. L. Schmidt, acting secretary of highwavs 
if the Commoowealth of Pennsylvania, has asked that there be incor- 


porated in the record a statement which he has prepared in lieu of a 
ersonal appearance. 

Is there objection to its incorporation in the record? 

Hearing none, it will be incorporated. 

(The statement of E. L. Schmidt is as follows:) 
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ipERAL-AIpD HiGHway LEGISLATION AS VIEWED BY THE 


COMMONWEALTH 0} 
PENNSYLVANIA 


. Schmidt, Acting Secretary of Highways, February 1952) 


Pennsylvania, with its vast supply and varied distribution of natural resources 
its mammoth industrial potentiality, its large and diversified agriculture and ji 
recreational facilities, 


combined with the energy and industry of its 10 


millior 
of population, represents a true 


cross section of the United States. We are co 
same problems that must be met and solved by the combin 
actions of our people and their properly constituted and authoriz 
s. This is especially true of highway and 


meet satisfactorily the 1 
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Th 
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ik 


street transportatior 
is of all segments of our economy 
ully accepted the responsibility, 


necessary 


Cer 


Gover 
with few exceptions, for prov iding 
facilities to meet these transportation demand 
evels of government involved, namelv, Federal, State, and local 


nt ineludes counties, ci towns, townships and similar 
Kach level of government has its specific function to perforn 

rbit and sphere of activity, if the most satisfactory results are t 
h maximum efficiency and minimum costs. 
days of 


ies, boroughs 


of our Nation, the local levels of government attempted t 

necessary transportation facilities. When they failed, the Federa 

ernment and privately owned toll roads attempted to solve the problems of the 
Federal participation ended very quickly but the toll roads, as they existed 
t time, remained until the first quarter of the present century 

the exception of the cities and larger centers of population, highway ar 

maintenance remained a hit-and-miss affair, with ver) 


of the motor vehicle forced the respective 

» recognize their responsibility for providing an adequate sy 
e highways, connecting their county seats and population centers. A 
saction by the people of the Nation, for the first time, had 
system 


struction and 
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angible results until the advent 
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We have read with interest the statements of many State highway ofticials com- 
plaining of their lack of finances to proceed with a nece ssary State highway-con- 
struction program. Practically all of these gentlemen represent the 89.4 percent 
of the population affected. 

Pennsylvania recommends a complete revamping of the thinking which form- 
ulates the policies of Siate highway development and recommends adoption of the 
principle that the 2-cent gasoline tax be returned to the States where it is collected 
and only a Federal-aid appropriation in a fair and reasonable amount be made to 
those States whose present Federal-aid appropriation is less than the proceeds 
of this 2-cent tax. 

Pennsylvania feels keenly the need of additional funds for highway construc- 
tion. We are aware that m: iny other States have a similar problem. Pennsyl- 
vania contends that the proble m can best be solved by the proposals we had out- 
lined, and trusts that the Congress of the United States may concur in our con 
clusions. 


Classification of Federal aid systems 

To amplify the position of Pennsylvania on its past and present opposition to 
classification appropriations and allocations to specific systems of Federal-aid 
highways, such as interstate, primary, secondary, and urban, it is our firm convic 
tion that conditions vary so much in the respective States that it becomes most 
impractical for Congress to divide funds in a fair and equitable manner to such 
classifications. 

We wisty to commend Congress for its record in not recognizing the so-called 
interstate system for special sypeoneiots ns and allocations. The roads and 
streets in this category are unquestionably the most heavily traveled in the 
Nation. They are located in practically every instance on the primary and urban 
systems. The State highway officials of the Nation know this and certainly should 
be capable of and willing to allocate the Federal-aid funds for construction and 
reconstruction of these most important streets and highways. Pennsylvania has 
certainly recognized her responsibility as is evidence in table 10, pages 68 and 69, 
f the annual report of the Bureau of Public Roads, fiscal year 1951. Asa further 


example, all allocations to Pennsylvania for fiscal years 1952 and 1953 on the 
primary and urban systems, with two or three exceptions, are programed 
interstate highways and streets. Laws by Congress can never be a substitute fo: 


common sense and reasoning by State highway administrators and engineers. 
Pennsylvania has been and is against specific appropriations and allocatio: 
for the so-called secondary Federal-aid system. Back in 19381, Pennsylva: 
recognized her responsibility for improving a large farm-to-market system of 
secondary State highways. Siice 1931, this ze highway system to connect 
the farms with churches, schools, railroad sidings, creameries, grange halls, ete 
has grown from 20,000 miles to more than 26,000 mie s. Only 1,000 miles remai 
as earth h highwavs. Adequate bases and surfaces have been constructed on the 
¢ 25,000 miles. We are using Federal-aid secondary allocations to recor 
hs most important roads on this system where the original constructio 


remalult 
struct t 
has failed due to greater volumes and weights of trafie not anticipated at t! 
time of original construction. Pennsylvania has never used a dollar of t! 
Federal-aid money for low-type construction of earth roads on its State secondar 
system. 

Criticism has been voiced by Pennsylvanians before congressional committe: 
on the failure of Federal-aid secondary funds to be utilized on roads under loca 
jurisdiction. 

The true facts are that on June 20, 1946, the secretary of highways in Pen 
sylvania allocated $1,000,000 of the then allocated Federal-aid secondary fund 
to the local levels of government in Pennsylvania to be matched by them on 
50-50 basis for construction of roads which would qualify for inclusion in tl 
Federal-aid secondary system, with the proviso the plans be prepared by thes 
local authorities and officials. Original submissions by local governments wer 
$1,700,000 total costs covering 31.5 miles on 60 projects. Only 15 project 
totaling 7.3 miles, qualified and were programed at an estimated total cost « 
$663,000, of which one-half or $331,500 represented Federal funds. Wh: 
actually constructed, there were seven projects representing 3.4 miles, at a co: 
of $305,500, of which one-half was Federal funds. 

In 1949, an unlimited amount of Federal aid secondary funds was offered 
50-50 matching by local authorities. As a result of this offer, 60 projects, repr 
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nting 61 miles, at an estimated total cost of $1,343,000, were submitted. Only 
7 projects, representing 16 miles, at an estimated total cost of $504,500, quali- 
ed for programing. Five projects, representing 5.8 miles, at a total cost of 
$257,700, were placed under construction. There remains on the program, 
projects, representing 4 miles at an estimated total cost of $113,500, yet to be 
irted. They may be canceled by local authorities. It is, theretore, most 
yparent that Federal aid at the local level does not work out satisfactorily. 
ymplaints are made by local officials that standards are too high and that cost 
plans and construction are too great a burden for the local municipalities. 
lo overcome these objections, the Pennsylvania Legislature has appropriated 
} million for construction of local roads and streets in the State. ‘Lhis money 
ist be matched in an equal amount by local tax funds. ‘The local government 
ficials determine the location and type of construction. In most ec°ses plans 
not be necessary. This money must be utilized for new construction unless 
roads and streets in the specific local community have been improved. Under 
ch conditions it may be used for resurfacing. Again, Pennsylvania is showing 
way toward helping the local communities without Federal assistance. 
s appropriation is in addition to the $12 million given to local levels of govern- 
it in Pennsylvania for construction or maintenance without a matching 
igation on the local community. If the State and local governments recognize 
ir proper responsibilities and duties, Federal aid secondary appropriations are 
necessary. 
\ccording to the recent tabulation prepared by the American Association of 
“tate Highway Officials, the needed improvements on the existing Federal aid 
tems are as follows 


7, 000 
WK) 


wo 


\ssuming that Federal aid appropriations may be continued at the 
$500 million per year which, when matched on a 50-50 basis by the 
ild proy ide a Federal aid highway construction program of $1 billior per 
would require 32 years to accomplish the job, without further depreciation 
| obsolescence during that period. By eliminating the Federal aid secondary 
tem, it would require 234 years to do the work on the primary and urban sys- 
s which carry the bulk of the traffle. It should be apparent to everyone that 
leral aid secondary appropriations in effect are postponing the day when the 
vily traveled primary and urban systems can be completed In practically 
ases the urban system is an extension of the primary system in the urban 
munities, 
Pennsylvania recommends to the Congress, if the Federal aid appropriations are 
tinued, to make one appropriation and allocation to each State and Territory 
h the proviso that the money be matched 50-50 by the States and must be 
pended on the heavy duty roads requiring improvement, with the individual 
tes and Territories designating the project, subject to the approval of the 
eau of Public Roads. This is the only logical way to restore responsibi:ity 
the officials of the local levels of government who are capable of doing the job 
h State assistance. Federal money should be expended only on roads of 
leral importance, 
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Senator HOLLAND. Is the gentleman from the Department of De- 
fense here, Mir. D. Kenneth Chacey? 

Mr. CuHacry. Yes, si 

Senator HOLLAND. Mr. Chacey, vou may proceed 
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STATEMENT OF D. KENNETH CHACEY, HIGHWAY ENGINEER, 
OFFICE OF THE CHIEF OF TRANSPORTATION, DEPARTMENT 
OF THE ARMY; ACCOMPANIED BY MAJ. GEORGE W. LOVELESS, 


OFFICE OF CHIEF OF LEGISLATIVE LIAISON, DEPARTMENT OF 
THE ARMY 


Mii CH kChY | have a brief Stutement | Would hikce to rea 
The S cretary Ol Defense has delegated | thie Departmes 
Arm\ thre PeSPONSIDITLEN oO} express ne t weV | Dena 


to am 


Highwa 
i id lol the const! 


roads that the Depart 


DrovVISLONns ray =" 


The report of the Seer 
he Commisst rof Publhe Roads 


Do 


tf 


rom thre standpoint of tl ! rial economy, whl = mpha 


a | ] { { : 
compare its relative fu mileage ¢ Mi Uf raflic 


ii\ with that . nl other System is important Deca 


yVorindirectiv 9 lar re perce! t of thr maior mdustryv essen- 


to nat onal defense i larce 1 imber oO} Army Navy and \ir Force 
eservatllons: a lara number of major air, rail, and water transporta- 
on terminals; and areas considered to be strategic in the defense of 
the United States. All of these combined place the importance of 
this relatively small svstem of highways in a category which, in the 
pinion of the Department of Defense, warrants high priority in its 
‘onstruction and maintenance It is therefore principally for the 
purpose of correcting the major deficiencies in the national svstem of 
nterstate highways and its urban extensions that the Department of 
Defense has an immediate interest in section | of the bill. These de- 
ficlencies are of many types, but they contribute principally to delays, 
accidents, or an inability of the highwavs to accommodate the loads 
thev are called upon to carrs All contribute to inefficient transpor- 
tation and the wasting ol manpower and eritical materials 


96§246—52——16 
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Section 6 of the proposed bill makes available from money hereto- 
fore or hereafter appropriated an emergency relief fund for the repair 
and reconstruction of highways and bridges on the primary and second- 
ary Federal-aid highway systems which have been damaged by floods 
or other disasters. This provision, together with the provisions of 
section 12 of the Federal-Aid Highway Act of 1950 as amended, would 
make possible prompt construction and repair of highways and bridges 
damaged by floods or other disasters on highways of immediate interest 
to the Department of Defense. Such prompt action would insure 
the movement of traffic important to the national defense with the 
least possible delay. The Department of Defense therefore favors 
section 6 of the bill. 

Section 9 of the bill authorizes to be appropriated the additional 

sum of $150 million, to remain available until expended, for the pur- 
pose of carrying out the provisions of section 6 of the Defense Highway 
Act of 1941, as amended, and section 12 of the Federal-Aid Highway 
Act of 1950. Public Law 177, Eighty-second Congress, amends 
section 12 of the Federal-Aid Highway Act of 1950 by increasing the 
amount authorized to be appropriated and available for contract for 
the construction of access roads certified as essential to the national 
defense, and by adding a proviso which states 
that not exceeding $5 million of any funds appropri ated under this authorization 
may be used by the Secretary of Commerce in areas certified to him by the 
Secretary of Defense as maneuver areas, for such reconstruction, maintenance, 
and repair work as may be necessary to keep the roads therein which have been 
or may be used for training of the Armed Forces in suitable condition for such 
training pyrposes, and for repairing the damage caused to such roads by the 
operations of men and equipment in such training. 
In order to insure continued authorization for this added proviso, it 
is recommended that section 9 be amended by inserting the words 
“as amended” immediately after the words “Act of 1950 (64 Stat. 
785),”’ which appear on page 9, line 6 of the bill. 

It is believed the appropriation of $150 million authorized by section 
9 of the bill will provide for access-road requirements in the foresee- 
able future although there is no known way to determine accurately 
the amount of funds that will be so required. 

A brief review of the status of the access-road program at this time 
indicates that 28 projects have been certified to the Secretary of Com- 
merce in the amount of approximately $18 million; 40 proposed access- 
road projects, together with all required reports, on which additional! 
action is require 1d have been referred to the De ‘partment of Defense; 
50 proposed access-road projects have been reported on by a defense 
installation having primary interest in the road or by the Commissioner 
of Public Roads, but not both. 

There has been an average of approximately 10 proposed access-road 
projects referred to the Department of Defense for consideration each 
month from February 1951 to January 1952. Analysis of the rate 
at which we have received these projects for the past year indicates 
that it can be anticipated the Department of Defense will continue 
to receive proposed access-road projects, but at a slightly reduced rate, 

As indicated in the above review, there is a bac -klog of work con- 
nected with the review and analysis of Department of Defense access- 
road requirements which has arisen since the enactment of Public 
Law 177, Kightv-second Congress, on October 16, 1951. "This condi 





FEDERAL AID HIGHWAY ACT OF 1952 235 


tion exists only because of the difficulty in obtaining qualified replace- 
ment personnel and in making the necessary administrative adjust- 
ments to handle the increased workload connected with this access-road 
program and other highways-for-national-defense and highway- 
itilization problems. It is believed, however, that these difficulties 
have been overcome in large part. Accordingly it is estimated that 
the Department of Defense certifications to the Secretary of Commerce 
will be eurrent on or before June 30, 1952. It is estimated that, at the 
time the work is current, actess-road certifications will amount to a 
sum in excess of the funds presently authorized to be appropriated 
inder present legislation and available for projects certified by the 
Secretary of Defense. 

In carrying out the responsibilities of the Secretary of Defense as 
provided in section 12 of the Federal-Aid Highway Act of 1950, an 
effort has been made to meet all possible requirements of the Depart- 
ment of Defense through the improvement of public highways in the 
normal Federal-aid highway improvement program. 

The Department of De fense feels that it is not ina posit ion to recom- 
mend the over-all fiscal requirements for the construction of Federal-aid 
highways because there are so many engineering and economic con- 
siderations for which it is not responsible and on which it is not 
sufficiently informed. 

I have been asked by the Bureau of the Budget to include in my 
testimony the following: 

You are advised that there would be no objection to the submission of your 
proposed report, but that enactment at this time of section 9 of the bill would not 
be in accord with the program of the President, because no substantiation or justi- 

cation has been submitted which would demonstrate the need for the additional 
wuuthorization proposed in section 9. A recommendation has therefore been made 
to the committee by the Bureau of the Budget that any further authorization for 
this purpose be considered separately on its own merits, at such time as the need 
for such an increase is more clearly established. 

Senator Hottanp. Your last paragraph indicates, does it not, that 
the Bureau of the Budget feels it would be untimely to authorize an 
dditional sum of $150 million for the purpose of setting ae defense 
ind access highways because there is no jusification at the time and 
cause they feel that subject should be separately considered? Is 

hat in essence what your last paragraph means? 

Mr. Cuacry. In general, that is correct. I interpreted the princi 
pal consideration as being one of considering the access roads require- 
ment as something separate from the normal Federal-aid improvement 
program. 

Senator Hotuanp. Aside from their recommendation that it be 
separately considered, don’t they take the position that there is no 
ustification for a specific amount, anything like the sum of $150 
nillion, as incorporated in section 9 of the bill? 

Mr. Cuacey. I think that is correct; yes, sir. 

Senator HoLLtanp. But they feel that authorizations should be 
accomps inie ‘d by a program which justifies the amount authorized? 

Mr. Cuacry. That is correct. 

Senator HoLLaNp. I noticed with interest your comments which 
are confined to sections 1, 6, and 9 of the bill, are not specific insofar 
is they relate to section 1. You seem to state in your prepared 

tatement that what you are concerned with in section 1 is the subject 
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of arterial highways and particularly the interstate highway system, 
which means certain mileage on Federal aid primary system and cer- 
tain mileage on the urban highway system. Do you mean that vou 
do not favor inclusion in this bill of any amount for the Federal aid 
secondary system? 

Mr. Cuacry. No, sir. Definitely we do not mean that. The 
Department of Defense supports the continued Federal-aid highway 
improvement program. 

se nator HoLLANbD. You mean in all three of its ceneral aspects? 

Mr. Cuacry. Yes, sir 

Senator HoLLANnb. What do vou mean by vour statement that the 
thing that vou are particularly interested in is the arterial highway, 
nterstate system, and its urban extension, and that you feel they are 
entitled to very high priority? Do you mean that you would propose, 
nany way, to change the allocations between the primary aid to the 
secondary aid system and its urban system, or what is it vou mean 
by wanting to have a particular priority attached to the interstate 
system? 

Mr. Cuacry. The principal consideration there is that the Depart 
ment of Defense can specifically identify the significance of this rela- 
tively small svstem of interstate highways as compared with the much 
larger Federal-aid secondary and Federal-aid primary systems. In 
addition to that we are also aware of the effect of the m: yor deficiencies 
on that small system when vou consider it with the daily utilization 

all our public highway ~ The cong restion 1, the aceide hts, the de lays, 
the inability at times to move loads which we desire to move and in 
the event of a national emergency the inability to move some of 


quipment which, during peacetime, we would not want to move, 


emergence V, would feel necessary to. move in the defense of 
States—those factors are involved We feel that a level 
should be given to that system so as to expedite its improve- 


ment toa standard which it would serve as a System as opposed to the 
improvement of sections of a highway 

Senator HoLttanp. | understand that you favor the interstate 
system, but I am trying to understand just what you mean when you 
speak warranting a higher priority, as vou do, in your fourth 
paragraph of your statement, and then, in your next to the last 
paragraph Stat 


& positior to recommen 


The Depart 1 of fer Lee hat it i ol 
requireme! rr the construction of Federal-aid highway 


so many engi! ring and economic considerations for which 


responsible and on which it is not sufficiently informed. 


Putting those together, 1 get the impression that what you are 
supporting is the interstate system, that you feel it is entitled to 
very high priority. You say you are not qui alified to m: ake any general 
recommendations in refere nee to the fiscal requirements of the Federal- 
aid system asa whole. But I don’t get anything very specific out of 
all that. What is it that you recommend ? 

Mr. Cuacry. Insofar as the fiscal requirements are concerned, ther 
are the needs of national defense and the needs of normal civilian 
economy, Which are definitely interwoven. The Department of De 
fense does not support the construction of a system of highws ays to 
serve only the national defense. It believes that our Nation should 
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develop a system of highways which serves the normal civilian economy 
and also the national defense. 

In developing that, there enters into the fiscal requirements —— 
considerations for which we are not informed, we are not in the busi- 
ness of working with these problems and we feel that we cannot wisely 
advise as to the amount of funds that should be directed toward the 
improvement of public highways in the United States 

We recognize however, that there are many deficiencies on the 
natione! system of interstate highways, and we feel that to the maxi- 
mum extent our national economy can stand the expenditures of funds 
for the improvement of that system, it should be given priority in our 
over-all highway improvement program in the United States 

Senator Hennines. Mr. Chairman, may | ask a question? 

Senator HoLuanp. Let me just ask one more question. 

Do you mean that the Department of Defense recommends that all 
of the funds made available for the primary-aid system and for the 
urban-aid svstem be used upon those portions of those two systems 
which are parts of the interstate system? 

Mr. Cuacry. Definitely not. However, we are not in a position 
to differentiate the extent to which Federal funds should be allocated 
and used on other sections of the Federal-aid primary system. 

Senator HoLLanp. What I am trving to do is to have your testi- 
mony mean something specific and be helpful, and so far it hasn’t to 
meatall. Can you give us some lens specific by way of recommenda- 
tion as to what portion of this bill you support and what you don’t sup- 
port? 

Mr. Cuacrey. The Department of Defense supports section 1, which 
provides for the continuing Federal aid highway improvement pro- 
gram. It is of immediate interest to the Department of Defense 
because if provides for the improvement of this limited system, the 
national system of interstate highway s, which, after considerable study 
and consideration by agencies of the Department of Defense, was 
designated as the principal system of highways to serve the national 
defense. 

Senator HoLLanp. You understand that as wi 
require the application of a single dollar for the 
There is plenty of mileage on the primary system and 


system which doesn’t come within the interstate svst. 


completely possible to use the whole guthorization on s ements 
nose two systems that do not torm part of the interstate S\ Sti 
There 1s nothing mandatory inh this bill requiring the use ol tL oO 
moneys authorized on the interstate system, vet IT understand vou 

ify that vou feel that the interstate svstem should have a very hi 
oriority. How do you propose to give that priority? 

Mr. Cuacey. | think that we foal that in the administration of the 
Federal-Aid Act or, if in the view of Congress it is deemed advisa ble 
that some special incentive should be provided which would encourage 
the improvement of this svstem as a matter of high priority 

Senator HoLLaNp. Do you have any eta as to what 
kind of a spec ial incentive should be offered? 

Mr. Cuacery. I believe the position of the Department of Defense 
would be that there are so many considerations that they are not in a 
position to make a specific recommendation as to how this priority 
should be accomplished 
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Senator HoLianp. I am sorry, Senator Hennings. 

Senator Hennincs. Mr. Chairman, you have admirably and mor 
than adequately covered the ground I expected to get into. 

(Discusstion off the record.) 

Senator HoLLaNp. Senator Case? 

Senator Case. Mr. Chairman. 

As a matter of fact, how has the interstate system been developed 
to date? 

Mr. Cuacey. I am not certain I understand your question, Senato: 
Case. 

Senator Case. How have we achieved the interstate system that wi 
have up to the present time? 

Mr. Cuacey. Well, it has been developed under the normal Federa! 
aid highway improvement program. 

Senator Case. How much of the interstate system has bee 
accomplished? 

Mr. Cuacey. I cannot answer that question. 

Senator Case. Is it a substantial amount? 

Mr. Cuacey. I think there has been substantial progress made. 

Senator Case. That is, the application of funds under the formul: 
that has been used for Federal primary roads has resulted in the actua! 
construction of a substantial amount of the so-called interstat 
system: 

Mr. Cu a oat, is my understanding; yes, sir. 

Senator Case. And you feel that a continuation of that woul 
result in a ee of the building of the interstate system? 

Mr. Cuacry. There isn’t any question but that it will continue to 
improve segments of the national svstem of interstate highways 
The rate at which it will improve those segments, however, is sub 
ject to administrative policy and administrative procedures 1n carry 
ing out the provisions of the bill. 

Senator Case. And because you believe that continuation of 
system of allocations under the primary highway proposal will a: 
complish a substantial increase of the interstate system, you ar 
supporting section 1? 

Mr. Cuacry. It is because of that provision primarily that we hav: 
an immediate interest in it; yes sir. 

Senator Casr. And you think, if section 1 is carried out, you wi 
get the substantial allocation of funds necessary to complete segment 
of the interstate system? 

Mr. Cuacry. Of course, that is a question that is very hard 
determine. 

(Discussion off the record.) 

Senator Casz. Do you feel that the historical method of allocation 
under the primary system has resulted in accretions to the interstat: 
system as rapidly as should have been and in accord with the defens: 
needs of the country? 

Mr. Cuacey. It is the opinion of the Department of Defense tha 
improvements in the national system of interstate highways, a 
compared with the benefits derived by the traffic on that system o! 
highways, has lagged behind improvements on the other systems o! 
highways. 

Senator Casz. Do you mean by that, then, that the Department o 
Defense feels that there should be a change in the formula or an) 
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conditions written into the allocation of these funds to ensure a greater 
proportion of them shall be applied to the interstate system? 

Mr. Cuacey. In view of the previous statement, it would appear 
in substance that some incentive would be desirable. Just what that 
should be involves many things and— 

Senator Cass. Involves questions of national economy which you 
think are not within the province of the Department of Defense. 

Mr. Cuacey. That is right, sir. And congressional policy, and 
such things as that. 

Senator Casr. But, in any event, you do support section 1, because 
you realize that historically it has meant allocations to segments of 
the interstate system that you want section 1 as a minimum at least. 

Mr. Cuacry. That is right, sir. 

Senator HoLtitanp. Yet at the same time you say that the historical 
development under similar sections of the corlier bills has not given a 
rapid res on the interstate system, such as you feel that svstem 
deserves, and that you feel it deserves a higher priority than it has 
been accorded heretofore, but that it is a legislative matter as to how 


that priority and to what degree that priority should be given. Is 


) 


that what you are trying to say? 
Mr. Cuacey. Basically; ves, sir. 
Senator Case. Turning for a moment to section 9, in your statement 
at the bottom of page 2, on section 9, you state: 


\ brief review of the status of the access-road program at this time indicate 
iat 28 projects have been certified to the Secretary of Commerce in the amount 
f approximately $18 million; 40 proposed access-road projects, together with al 
equired reports, on which additional action is required have been referred to the 
Department of Defense; 50 proposed access-road projects have been reported o 

a defense installation having primary interest in the road or by the Commis 

oner of Public Roads, but not both 

Could you give us any estimate of the possible costs of the second 
and third categories? You give us an $18 million figure as the cost 
of 28 projects which have been completely certified. You give us no 
figure on the 40 proposed projects which have been referred to Defense, 

1 the 50 on which a report has been made by one of the interested 
parties. 

Mr. Cuacry. A review of the preliminary estimates, which are 

vailable to us, which include approximately all of the 40 projects, 
indi ates that the average project would cost something in the vicinity 
of $350,000, as compared with some $450,000 for the average of the 
earlier projects. 

Senator Cass. In other words, those 40 projects, an average of 
$350,000 would mean approximate ‘ly $14 million. 

Mr. Cuacey. Yes, sir; ; approximately $14 million. 

Senator Case. Do you have any estimates on the 50 projects where 
only a report has been made by one of the interested parties? 

Mr. Cuacey. We have no estimates on those. 

Senator Casr. Do you have any reason to know whether those 50 
proposed projects would vary greatly in their average costs from the 
10 on which referral has been made? 

Mr. Cuacey. I have no reason to believe that there will be any 
appreciable change in the average. It fluctuates considerably. We 
have projects which run all the way from $10,000 to two or three million 
dollars. 
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Senator Case. If the same average applied on the 50 as on the 40 
on which you have given a figure, that would be an additional 17! 
million, if my hurried mathematics is correct. That would be a total 
of $31,500,000 required to handle those projects, and $18 million for 
the 28 which have been certified, or a total of $49,500,000, approxi 
mately $50 million. 

What is the total amount of funds available to cover those projects? 

Mr. Cuacey. The total amount authorized to be appropriated is 
$45 million 

Senator HoLLANb. That was by the amendment of last vear? 

Mr. Cuacry. Yes, sir. That was by the amendment of Publi 
Law 177 

Senator Case. That embraced the original $10 million, didn’t it? 

Mr. Cuacry. That is right, sir. Of that authorized appropriation, 
I believe $26,500,000 has been made available for contracts. 

Senator Casr. Is that exclusive of this $18 million figure on the 28 
certified projects, the first categorv? You say there are 28 projects 
which have been certified to the Secretary of Commerce in the amount 
of approximately $18 million. Does that overlap, or is that embraced 
within this 26's? 

Mr. Cuacery. It is embraced within it. 

Senator Casr. The $45 million is the total authorization? 

Mr. Cuacry. That is right, sir 

Senator Case. And $49,500,000, under this rough and admitted] 
inaccurate estimating here that we have been doing—or that I hav: 
been doing—would mean that you would have about $5 million mor 
worth of project than you presently have authorization for, if all of 
these were approved? 

Mr. Cuacry. No, sir; the amount is greater than that, in view of 
the fact that the Secretary of the Interior and the Secretary of Agi 
culture also certify against this total authorized fund of $45 milhios 
They have certified an amount—I do not know what it ts, but 11 
a sizable amount 

Senator Casi When ( ertify, are thev also referred to 
Department of Defi 
missioner of Public Roads? 

Mr. Cuacrey. They go directly to the Commissioner of Publ 


Roads In aceordance with section 12 of the Federal-Aid Highway 
Act of 1950, the President has designated the Seeretary of the Interio 
and the Secretary of Agriculture to certify within certain limit 


ise f a rad ey go directly to the ¢ 


I 
| 
i 


tegories critical materials and timber. 


Senator Case. Does this figure of $26; million for projects whi 
have already been put unde! way, so to speak, embrace project 
which have been referred by the Secretary of Agriculture or the Se 
retary of the Interior, or is that figure limited to those which hav 
been referred by the Department of Defense? 

Mr. Cuacry. Those funds would be used by certifications of 
three Federal agencies. Therefore the $26! million I referred to was 
not entirely available to the Department of Defense or entirely 
available to apply on certifications made to the Secretary of Com- 
merce by the Secretary of Defense. 

Senator Case. Then the picture is something like this: That w 
have had a total of $45 million authorized to appropriate. Against 
that there are already charged 26! million. The two categories o! 
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access-roads projects on which the Department of Defense has some 
responsibility these 40 proposed projects and the 50 proposed proj- 
ects—on an average cost basis would run to an additional $31% 
million. Then, to get the full picture, we should also know what the 
proposed referrals of the Secretary of Agriculture and the Secretary 
of the Interior are. 

Mr. Cuacey. That ts right, sir 

Senator Case. But in any event, taking the $26 million already 
committed and the $31 million which the Department of Defense 
might propose, vou would have a total of $58 million, without count- 
ing the additional referrals by Agriculture and Interior 

Mr. Cuacrey. The Department of Defense certificati 
amount to a sum amounting to 18 plus the 31 ths 

Senator Case. I thought the 18 was included in the 2 

Mir. Cuacry. The 18 is charged against the 26 

Senator Case. It is part of the 26! 

Mr. Cuacey. That is mght 

Senator Case. | think I would still stand on my ori 


f the 18 is part of the 264 that is already committed 


») 


talking about future commitments, there is a possibility of t] 
ment of Defense from these two groups of 40 and 50 project 
$314, million 

Mir. CHACE) l think the difference in our think 
lam not certain of the total extent to which the $2 
committed to access-road proyects bv the Secret 
Our certifications to him against that have 
S1S million What the Interto: Departms ni 


that S26 million 


not cover all 
yor Departments 
It May not, but I think 1 
1 think we are then 
projects which have been 
those which Defense alone 
wht, su Howe 
unds which have 
the Secretary f Agr 
tained from the Seeretarv of Commerce or one 
Senator Cast | recognize that you cannot 
trving to find som Way her 
authorization ought to be in this bill for a continuation of the 
access-road bill The bill as drawn proposed $150 million additional 
ithorization. As of the picture we have right now, without consid- 
ng additional requests from Agriculture o1 Interior. the most | 


A 


add up Is S5S million 


Mr. CHACEY Jased on this rough estimate we have 


here, the Department of Defense alone has projects which conce! 
would amount to approximately $50 million. On our desk 

time there are that many projects By tomorrow it will be different 
How much different it will be, we cannot tell. But projecting this 


iverage ol] about LO prover {is a month. It appears the curve is actuanuy 
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tapering off a little bit in the last 2 or 3 months. Whether it will 
continue to taper or pick up again, as it has done in the past on one 
occasion, we do not know. But it would appear to us a reasonable 
estimate to assume that the curve will taper off and we will receive a 
few less in the future than we have in the past. 

Senator Case. Have vou given any consideration to the amendment 
which I have had printed and proposed to be added to the bill relating 
to circumferential and radial highways for cities? 

Mr. Cuacgey. That proposed ame ‘ndme nt has not been given official 
consideration; however, | am authorized to say that the Department 
of Defense considers the proposed project to be in the interest of 
national defense. 

Senator HoLttanp. Are you talking about one of the amendments 
or simply the circumferential one? 

Mr. Cuacey. The circumferential one. 

Senator HoLtLtanp. Do you mean the city of Washington or the 
general proposal? 

Mr. Cuacry. The city of Washington. 

Senator Case. One amendment would apply particularly to the 
city of Washington and proposes the circumferential highway or 
segments thereof for the city of Washington. 

The other amendment would extend that principle of circumferential! 
highways to cities in excess of 20,0C0 population and would add the 
possibility of constructing or improving radial highways to reach the 
circumferential highway. I propose to add that to the access-road 
section 9, which we have just been discussing, by providing that not 
to exceed 25 percent of the amount authorized for access roads might 
be allocated to these radial or circumferential highways to facilitate 
the civil defense and to lee hazards. 

| thought it was pertinent to bring that to vour attention becaus 
in the opening part of your statement you said that it is therefor 
‘principally for the purpose of correcting the major deficiencies in the 
national svstem of interstate highways and its urban extensions”’ 
that was the phrase that caught my mind—‘that the Department o! 
Defense has an immediate interest in section 1 of the bill.” 

Then your statement went on to Sav: 

These deficiencies are of m: tvpes, they contribute principally to delavs 

ecidents, or an inability of the highway accommodate the loads they ai 
called upon to carry. 


In view of that statement in your statement, which was made as a 
general statement, it seemed to me that vou were more or less describ 
ing the point of this proposed amendment which reads: 


Pro That, to facilitate the civil defense and to reduce hazards to safetv © 
congeste oi highways, not more than 25 per centum of the amounts appropriat« 
under the anthiontes of this section shall be available for the construction 
improvement of radial and circumferential highways, or segments thereof, 
adjacent to cities in excess of twenty thousand population. 

I was rather thinking in that proposed amendment we cffered at 
least one measure of accomplishing the thing to which the chairman 
was directing your attention by asking you if you had any recom- 
mendations for acc ‘omplishing this correction of the deficiencies in the 
national system of interstate highways and its urban extensions. 


I would like to have your comments on that. 
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Mr. Cuacty. The amendment to which I referred and the one I 
was familiar with provides for extending the public highway from a 
point on the Baltimore-Washington Parkway in Maryland, thence in 
a general northerly, westerly, and southerly direction to a point on the 
Shirley Highway in Virginia. 

Senator Case. That is the circumferential highway for the city of 
Washington. 

The other amendment takes the same principle and applies it to 
cities in excess of 20,000, recognizing, of course, that does not mean 
any city of 20,000 would come in, but only those who would qu: ality 
inder the general purposes of the defense access roads and the con- 
tributions to civil defense. 

Mr. Cuacry. The general principle embodied in that bill, the pro- 
posed amendment you reviewed, falis within the category of those 
mprovements which the Department of Defense has officially recom- 
mended be given priority and consideration in the development of 
arterial urban systems. 

That was made a special subject in the report I referred to. That 
; included in House Document 249. There is a paragraph 3 in that 
report which deals with the urban arterial highways and emphasizes 
the importance of that type of highway facility. 

Senator Case. And it is obvious that, if we were to address our- 
selves to correcting those deficiencies in our highways in the urban 

extensions which we have been talking about, it would provide an 
additional amount to be pictured against the totalfauthorization avail- 
able under section 9. If we address ourselves to these deficiencies in 
the urban extensions, it would be an additional demand upon the 
authorization over and above these three categories of projects 
le gp in vour statement. 

Mr. Cuacey. That is right. The question comes to my mind that, 
n your amendment, would such improvements be certified in ace ord- 
ance with section 12 of the Federal-Aid Highway Act or be of the 
ormal Federal-aid highway improvement character? 

Senator Cass. I think the way the amendment is drawn it would 
‘ave it up to the discretion of the Commissioner of Public Roads 

nee this would be an amendment to section 12, in effect. Section 12 
0 which you are referring, is the original access-roads provision. 

Mr. ¢ nee Right. 

Senator Case. And I remember, when we made the addition to or 
he ame pes to section 12 with the additional authorization last 
all, that it was finally determined that the division of costs as between 
he Federal Government and the local authorities was best worked out 
1y the Commissioner on the basis of the ability of the local commu: ity 
0 contribute and the relative local and Federal interest in a given 
stretch of road. 

Mr. Cuacry. That is correct, sir. 

It would be extremely difficult for the Department of Defense to 
issume the responsibility of advising the Commissioner of Public 
Roads of just which of these urban arterial routes would be preferred. 

Senator Case. I think the committee recognized that last fall, 
that it was difficult to set a hard and fast figure, because the Federal 
nterests vary. In some instances the Federal interest is quite high 
nh an access-road project, and in others it is less urgent. In some 
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instances it is more a part of a regular primary system than in others. 
I was persuaded, and I felt the balance of the committee felt the 
same way, that the Commissioner was in the best position to nego- 
tiate on that and to make the proper division on the basis of the 
share of interest, as they appeared in any particular case. 

Mr. Cuacry. That is correct. 

Senator Cass. And I felt the same thing would be true here. 

Mr. Cuacery. Definitely. 

Senator Cass. That is all I have. 

Senator HOLLAND. Senator Hennings? 

Senator Henninas. Nothing further. 

Senator HoLtuanp. Mr. Chacey, I would like to ask you this. You 
have mentioned three categories of these defense access highways 
which I think are rather clearly set forth in the record now. 

Are there any portions of those particular highways that are part 
of the primary or secondary aid system which would be entitled to 
have Federal funds and State funds contributed because of the fact 
that those access highways also lie on the primary or secondary aid 
system? 

Mr. Cuacry. That is definitely correct. There are many segments 
of the Federal aid system of highways, both primary and secondary, 
which require improvement, but which do not come within the cate- 
gory of an access road or a segment of the national system of inter- 
state highways. Our effort is being directed toward the improve- 
ment of as many highways as possible. 

Senator HoLLANbD. You haven't gotten my question exactly. Per 
haps I didn’t make it clear 

You have testified Lo three different categories of access highways 
which come to the various amounts that you have mentioned. Is it 
possible that any of those are projects which oucht not to be charge- 
able against the access authorizations because the ‘\ have to do with 


segments of the primary ald system or the secondary aid system 


which would be financed from other sources? 

Mr. Cuacey. | did misunderstand your other question. In our 
opinion; no sir, A very small percent of our access-road requirement 
is on a part of the designated Federal air primary system. 

Senator HoLtLanp. Are there any portions of the ne categories 
of classes of access roads which you have mentioned in your testi 
mony on the primary or secondary aid system so as to me a it unneces 
sary to charge the Federal part for their construction against the 
defense highway authorization, because they can be properly charged 
against and paid out of primary aid or secondary aid authorizations 
and appropriations? 

Mr. Cuacry. I believe oo may help get to the point you are inter 
ested in. We have many cases in which deficiencies in highways 
directly serving an insti mr ation have been corrected through the use 
of Federal-aid primary or Federal-aid secondary funds, therefore mak- 
ing it unnecessary to use access roads funds at all. In addition, a 
large part, | believe, of the projects which we have spent access-road 
money on have been, in one way or another, either from the stand 
point of paying a part of that cost, such as a right-of-way, materials, 
or something of that nature, or as improving an adjacent section of 
the highway, a cooperative type of project, thereby utilizing some 
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Federal-aid primary, Federal-aid secondary, State, or local funds in 
accomplishing the over-all needs for highway development in that 
area, 

Senator HoLianp. Is any of that deductible from either of the three 
categories which vou have mentioned or access roads? 

Mr. Cuacey. No, sir. 

Senator HoLuaNnp. Let’s get clear in the record: Are we to under- 
stand from your latest statement that, although there are roads needed 
for access purposes which do lie upon the primary aid or the secondary 
aid or the urban system and have been constructed or approved, be- 
cause of that fact, that the cost of those constructions and improve- 
ments that have been financed out of the regular primary aid or see- 
ondary aid or urban aid authorization, does not appear in these three 
classifications of purely access roads which you have mentioned? 

Mr. Cuacry. No, sir; definitely not. This is strictly aecess-road 
funds we have talked about. 

Senator HoLLANnp. Then, are we to understand that the access pro- 
gram as a whole is a good deal larger than the programs which you 
have testified to, in that vou have confined your testimony and your 
statement of these three classifications of groups of access roads en- 
tirely to those which are financed out of section 9, section 12 of the 
old act, as amended last vear? 

Mr. Cuacey. That is right, sir 

Senator HOLLAND. It occurs to me that there is another question 
that ought to be made clear. Many of these access roads lie in the 
national forests or in Indian lands. We have had testimony the other 
day that some of the projects at least were being contributed to by 
appropriations for forest highways and for Indian roads. At least | 
so understood it 

Are we to understand that the classifications of 
which you have testified about are in addition to and bevond any 
highways and any amounts which have come out of Indian road funds 
or forest highway funds or forest trail funds, or anvthing of the kind? 

Mr. Cuacey. That is right 

Senator Hottanp. Thank vou, sir 

Mr. Elhott, will vou identify vourself and thei 


» 
words 


STATEMENT OF MAX ELLIOTT, GENERAL COUNSEL, AND W. E 
REYNOLDS, COMMISSIONER OF PUBLIC BUILDINGS, GENERAL 
SERVICES ADMINISTRATION 


Mr. Exniorr, | am Max Elhott, general counsel of General Serv 
Ces Administration, and this is Commiussione! W. it Key nolds Ol the 
Public Buildings Service of General Services Administration. 

| would like to say to start with that we must apologize [Ol Mii 


Larson not bemeg hie re personally He Wanted to come but right | 


the moment he is in the midst of hearings before thr Lrdep ndent 
Offices Subcommittee of the Appropriations Commit in the House 
and, as you gentlemen know, this is a tight money market these days 

| Wnagcine, Senator Holland, that vou wish LO heel is Ooh Vout 


roposed amendment to S. 2433 : 38 that correct, sil 
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Senator HoLuanp. You are invited to appear on 8. 2437 or any of 
the amendments proposed. We would be glad to hear you on anything 
in this general field. 

Mr. Exxiorr. Let me make one very brief statement on S. 2437, 
with respect to section 9, the access-roads section that you were just 
mentioning. In his other capacity, Mr. Larson, as you know, is the 
Administrator of the Defense Matériels Procurement Agency. In 
that capacity we are very happy to see a renewal of the access-roads 
authorization, because, in this development of scarce and critical 
materials there is going to be expansion of our domestic resources 
1 am thinking of critical metals particularly—copper and aluminum 
As you know, some of the mineral resources are in isolated places, 
and there is going to be a definite need for access roads to get to thos« 
developments and bring them out. 

Senator HoLuaNnp. Your position is that the funds already com. 
mitted and those which will be committed in the near future will us 
up the entire $45 million authorized at present? 

Mr. Exuiorr. That is our information. 

Senater HoLtanp. We have noted with interest that the Bureau 
of the Budget does not approve section 9, approves the subject 
matter, but wants it incorporated in separate legislation. What is th 
thinking of vour department on that? 

Mr. Exuiorr. Well, to tell you the truth, we hadn’t thought 
through on the mechanics. Ido not have any position on that. W: 
do feel that there is a need for access-road authorization and money in 
connection with the development, whether it should be done as part 
of this bill or a separate bill, I do not have an opinion, sir. 

Senator HoLtLtaNnp. But you do want the additional authorization? 

Mr. Exuiorr. Yes, sir. 

On the amendment, with the permission of the chairman, I woul 
like to ask Mr. Reynolds if he will speak on the circumferentia 
highways. 

Senator HoLuanp. Are you speaking of the specific circumferentia 
highway proposed for the District of Columbia? 

Mr. Exuiorr. Yes, sir. 

I do not believe that on the general amendment General Services 
would have too much interest one way or another. I think that is : 
little bit out of our field. But on the specific amendment relative t 
the environs of the District of Columbia, we do have a definite interest 

Senator Casr. You have a definite interest there because it relate 
to your problem of decentralization or dispersal? 

Mr. Exuxiorr. And also to our general activities, quite apart fron 
dispersal. 

Senator Casre. And the whole problem of housing the Federa 
Government in Washington. 

Mr. Exuiorr. Yes, sir. 

If it is agreeable to the Chairman, could Mr. Reynolds pick up at 
this point? 

Senator HoLuaNnb. Yes, we will be glad to hear him. 

May I state my understanding of the situation. As I understand 
the two amendments, the general one would relate to section 9 of th: 
bill and would require the use of not to exceed 25 percent of the fund 
authorized by section 9 in the construction of circumferential © 
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radial highways in certain classes of cities throughout the country 
where such construction might be required as a part of the defense 
effort. 

The other amendment, the one to which you propose to address 
your attention, has to do with the circumferential highway that is 
proposed around the District of Columbia. It is a completely new 
and additional authorization which would carry funds of its own and 
not be subtracted from or affect in any way the other provisions of 
the bill. 

Is that correct, Senator Case? 

Senator Casrt. The Chairman is correct. 

Senator HoLranp. Mr. Reynolds, we will be glad to hear vou. 

Mr. Reynoutps. Mr. Chairman and gentlemen. We strongly sup- 
port the so-called Case amendment, as we did in our discussion before 
this committee in connection with dispersal. The traffic situation 
n the District of Columbia is becoming intolerable as you know. It 
vill increase in difficulty until major improvements are made, both 
within and outside the District of Columbia. 

As our objective we have the removal of the temporary buildings 
on the Mall. At some time these must be replaced with other struc- 
tures. We believe that the number of people, Federal employees, 
housed in the downtown area should be limited in number. 

Senator HoLLaNnb. For the record, how many employees presently 
are housed in the temporary wooden structures constructed during 
World War IT? 

Mr. Rrynoups. There are approximately 48,000 people in the 
temporary buildings including both World War I and World War II. 

In the three structures—the Munitions Building, a Navy building 
and the temporary E building, which are of reinforced concrete 

Senator HoLLANp. They were constructed in World War I. 

Mr. Reynoups. There are approximately 19,000 people. However, 
during the last war we added a fourth floor, as you will recall in prev- 
ious testimony, to the Munitions Building and Navy Building. We 
would want to remove that fire hazard as a part of the removal of the 
wooden temporaries. 

Senator Houiranp. Those fourth floors are themselves of very 
einporary construction? 

Mr. Reynoutps. That is correct. 

Senator HoLLanp. Wooden? 

Mr. Reynoups. Wood, generally speaking, ves. 

Senator Hotianp. What is the entire number, for the record, 
mployees housed in the temporary buildings of World War LI, Ais 
the additions to the temporary World War I buildings, which you 
ave just mentioned? 

\Ir. Reynoups. I would think it would be in the neighborhood of 
hirty-two to thirty-three thousand. I do not have the specific 
livures of the number of people on the top floors of those buildings at 
le moment, but that wouldn’t be far off. 

Senator HoLuaNnp. In other words, somewhere in excess of 30,000 
wople are daily employed here in the District of Columbia, crowded 
wether in those wooden structures which are nothing but fire traps 
and fire hazards, even under ordinary fire conditions or in conventional! 
bombing conditions, tnuch less under such conditions as might prevail 

there were an atomic bomb attack on the District of Columbia. 
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Mr. Reynoups. That is correct. Under an atomic bomb attack 
they would be destroyed immediately. There would be no protection 
for the people in them. 

Senator HoLtLanp. And the concentrations would effectively block 
the most needed roads by which the other people, in the permanent 
buildings, would hope to get out from the stricken areas. 

Mr. Reynoups. There is no question about the fact that Constitu 
ion and Independence Avenues would be blocked. 

Senator Case. These buildings, in addition to being temporary 
are situated where the access and egress is definitely over the most 
congested areas in the city. 

Mir. Reynoups. That is right. 

Senator HoLLtanb. And built right up to the sidewalk. 

Mir. Reynoups. That is right. 

If we are going to adopt a policy which I think is sound, as I indi- 
cated a moment ago, of a restricted number in the downtown area 
which we think should be around 135,000, then any additional con 
struction should be in the perimeter of Washington. I argued trom 
the same view that I argued years ago for the opening up of an area at 
Suitland where you can these buildings reasonably close to wher: 
people now live and also build them at somewhat less cost because 
they do not have to be of the monumental architectural character of 
those downtown. 

We have been most favorable to the circumferential highway be- 
cause the intersections would be substantially at all of the main 
arteries of travel leading out of the downtown Washington area, and 
not only the main arteries but also subsidiary roads, so that, when you 
place the future building, people can go from where they now live t 
the circumferential highway and distribute themselves around thi 
perimeter rather quickly, assuming it is built as a freeway, which it is 
my understanding is contemplated under the legislation. 

It also has a further purpose, which is not our direct interest, how 
ever, and that is in case of an attack on the city of Washington, 
forms a pertect location for temporary hospitals, receiving stations 
and things of that sort, and ereatly eliminates the confusion that 
would naturally exist in our traffic pattern in the case of an atomi 
Attack 

Senator Ho_titanp. Have you anything to offer by way of speci 
comment on the sum a uthorized or proposed t o be authorized un 
the amendment which you are discussing or on the uichelaieind 1 r 
quired to be made by the pertinent local areas and by the Distri 

Mir. Reynotps. No, I do not, Mr. Chairman. ‘This again is a b 
by the Bureau of Public Roads. | am speaking to what I think 
the great necessity for this improvement. 

Senator HotLanpb. Senator Hennings? 

Senator HenninGs. | have no questions. 

Senator HoLLAND. Senator Case? 

Senator Case. Mr. Chairman. 

Mr. Reynolds, last August I wrote vou a letter in which I ask 
about the possibility of the circumferential highway contributing 
solving the airport problem for the area of Washington. Have vo 
given any further thought to the possibilitv that a circumferent 
highway might make the so-called Friendship Airport at Baltimor 
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more accessible or more usable as ap alternate landing spot or as an 
auxiliary landing spot for planes when either traffic or weather con- 
ditions interfere with planes landing at Gravelly Point? 

Mr. Reynoups. I think it would unquestionably for those people 
that live in the environs of the city of Washington, probably not for 
those living primarily within the District of Columbia itself. But 
the environs have a population of in excess of 500,000, I believe, at the 
present time. 

Senator Case. In our correspondence at that time you made 
statement or expressed vourself in a sentence, answering a question 
in the last paragraph of my leter, and I would like to read you that 
sentence and see whether you would care to affirm that for the record 
at this time. 

You said: 

I can think of no like expenditure of funds that would do more to relic 
ongestion—first, through its abilitv to bypass a great deal of the traffic 

es to the downtown portion of Washington, and secon d, 


traffic between the arterial highwavs that come into Washington. 


a collateral benefit of tremendous value from the case of ci 


vent this country was brought into an all-out war. 

Mr. Reynoups. I will confirm that statement. That is my pres- 
ent view. 

Senator Case. Mr. Chairman, I believe earlier I put in the letter 
from the General Services Administration commenting on this amend- 
ment, 

Senator Hotuanp. I think vou did. 

Senator Case. If it isn’t in the record, I would like to put it in. 
It is signed by Mr. Larson and makes some positive statements. 

Senator HOLLAND. Suppose we ask Mr. Bassett to check the record 
to see if this is already in it. If it isn’t, it will be put in, if there are 
no objections. 

I believe Mr. Elliott stated, Mr. Reynolds, that your department 
did not feel justified in making any comments upon the other more 
ceneral amendment affered by Senator Case. 

Mr. Reynoups. I don’t think we should do so because, although 

e are interested in these matters in other cities, it is of minor interest 

Senator HoLLAnp. It doesn’t relate directly to your responsibility 

r furnishing office housing to the emplovees of the Federal Govern- 
ment. 

Mr. Reynoups. That is correct 

Senator Cass. There might be a city like Denver or Detroit or some 
‘ther place where there is a large Federal employment and it might 
that we might find situations approximating that of Washington, 
ie your placement of Federal people in those cities is not to the 

ent that it is in Washington and therefore you haven’t given that 
roblem direct attention there; is that correct? 

Mr. Reynoups. That is correct. 

Senator HoLtuanp. Any further questions, gentlemen? 

Thank you, Mr. Reynolds and Mr. Elliott. 

That seems to complete the witnesses that we had for the morning. 
| will include in the record at this point a statement by the American 
Farm Bureau Federation. 

The statement referred to is as follows:) 
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STATEMENT OF THE AMERICAN FARM BuREAU FEDERATION TO THE SENAT! 
Pustic Worxs CommitTEE With ReGaAarp To FEpERAL-AlIp Roap BIL! 
S. 2437 


This statement is made on behalf of the membership of the American Farn 
Bureau Federation which is a general farm organization comprising 1,452,210 
farm family members located in 47 States and Puerto Rico. We have long bee: 
vitally interested in legislation to promote the improvement of the highway systen 
of America including rural roads. We are aware that great progress has been mad 
in the last 30 years in improving the highways but we still have a long way t 
go in further development as well as taking care of the pressing problems o! 
maintenance of the road structures which we now have. 

The economic importance of our highways cannot be overemphasized. Moder: 
living requires that our roads receive constant and vigilant attention as ar 
important part of a strong America. 

The position of the American Farm Bureau Federation on highways and rura 
roads was expressed in the following resolution adopted at the thirty-third annua! 
meeting held last December, as follows: 

“‘Adequate rural roads are essential to satisfactory farm living standard: 
Under present economic conditions, emphasis should be placed on maintenance and 
improvement of existing roads rather than on an intensive program of building 
new ones. We urge that the American Farm Bureau Federation continue it: 
efforts to secure all-weather rural roads. 

‘‘Adequate highways and highway transportacion equipment are an essentia 
part of the long-range mobilization program. We support a balanced program of 
highway improvement and the allocation of steel and other materials for suc! 


p irpose, 

‘Emphasis should be placed on economy and efficiency in State road programs 
In carrying out these programs, we favor measures to assure competent busines 
management, with equitable distribution of costs and proper division of authorit, 
in regard to policy-making, administration, and technical operations. 


* 
1 
t 


“We believe that, with the increased use of our roads by commercial transpor 
tation, continued studies should be made by interested groups cooperating wit! 
State officials with regard to the advisability of standardization of interstat 
highway systems and the removal of State barriers. We will continue to insist 
that the making of designs and specifications for rural roads (farm-to-market 
roads) be coordinated by State and local officials. 

“The rapid deterioration of our highways due to overloading of trucks is 
matter of national concern. Size and weight limitations for highway traffi 
should be more effectively enforced. Efforts to obtain greater uniformity 
weight limitations at levels which protect highways should be continued. 

‘We further urge that all States consider adoption of uniform motor vehi 
laws and regulations pertaining to speed, signals, highway markings, and suc 
other matters related to highway safety.”’ 

The construction and maintenance of highways requires great sums of mons 
annually. The Federal Government is faced with a heavy financial burden 
prepare our Nation for defense It becomes necessary therefore to make a choi 
between having all of the roads in the highest state of utility which we woul 
like, and which we believe are ultimately necessary, and expenditures deeme 
necessary to prepare our Nation to defend itself. 

The membership of the American Farm Bureau Federation strongly believ: 
that every effort must be made to protect the financial well-being of the Federa 
Government as well as to protect all of our citizens from the devastating effec 
of inflation. Some choices must be made with regard to expenditures by t! 
Federal Government. We must, without fail, reduce the Federal budget so tha 
we can pay the bill. We believe the State governments are able to maintain t! 
standards of construction and maintenance of highways for which they have lo: 
had the major share of financial and administrative responsibility—a respons 
bility which we believe should be continued and strengthened. 

In the light of these considerations, the American Farm Bureau Federatio 
recommends that the authorization for Federal-aid roads provide for protects « 
the Federal-aid highway systems for the next 2 years at the level of $400 millio: 
It is recommended further, however, that the division of this sum between p1 
mary systems, secondary systems including rural roads, and roads for urba 
areas be made on the basis of the division in the 1950 act. This act authoriz 
the expenditure of 45 percent of the total authorization of the Federal aid 
primary systems, 30 percent on the Federal aid secondary system including rura 
roads, and 25 percent on aid for roads in urban areas. 
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We again direct the attention of the committee to the fact that the authoriza- 
tions recommended constitute a minimum amount which should be provided. 
We would further suggest that as the defense effort diminishes this committee 
should promptly take cognizance of the conditions of the highways and begin 
preparation for a more adequate program of maintenance, improvement, and con- 
struction. 

A provision of these bills stipulates that up to 25 percent of the amount appor- 
tioned to any State in any year for expenditure on the Federal-aid primary system 
may be transferred for use on the Federal-aid secondary system or vice versa, 
provided such transfer is requested and certified as being in the public interest by 
the State highway department and approval is granted by the Commissioner of 
Public Roads. We believe this provision is unwise in view of the size of the au- 
thorization. It will interfere with the most efficient use of available funds. 


(Whereupon, at 11:45 o’clock a. m., the committee recessed to 
reconvene at 2 o’clock p. m.) 


AFTERNOON SESSION 


Senator HoLLanpb. The subcommittee will be in order. 

Is Mr. W. K. Maher here, of the Atomic Energy Commission? 
Mr. Mauer. Yes, sir 

Senator HoLLanp. Will you come forward and have a seat, please, 


») 


Sir! 


STATEMENT OF W. K. MAHER, ASSISTANT DIRECTOR FOR CON- 
STRUCTION ENGINEERING, DIVISION OF CONSTRUCTION AND 
SUPPLY, ATOMIC ENERGY COMMISSION; ACCOMPANIED BY 
A. BRUCE MERCER, OFFICE OF GENERAL COUNSEL, ATOMIC 
ENERGY COMMISSION 


Senator HoLLtanp. You are Mr. W. K. Maher? 

Mr. Mauer. Yes, sir. 

Senator HoLLanp. What is your position with the Atomic Energy 
Commission? 

Mr. Maner. Assistant Director for Construction Engineering, 
Division of Construction and Supply. 

Senator HoLLaNp. You are here to testify for the Commission with 
reference to S. 2487? 

Mr. Manner. Yes, sir. 

Senator HoLLaNnp. Proceed in your own way, please. 

Mr. Mauer. This statement 1s presented in connection with the 
committee's consideration of section 9 of S. 2437, a bill to amend and 
supplement the Federal-Aid Road Act approved July 11, 1916, as 
amended and supplemented, to authorize appropriations for continuing 
the construction of highways, and for other purposes 

The Atomic Energy Commission is currently engaged in a sizable 
expansion program, including the construction of new production 
plants together with a continually expanding program of exploration 
and mining for uranium. ‘The major objective of this program is, of 
course, to increase the Nation’s atomic weapon potential. In con- 
nection with this expansion, it has been necessary for the Atomik 
Energy Commission to request certification by the Secretary of 
Defense or by the Secretary of the Interior for the construction and 
improvement of a number of access roads to AEC project sites with 
Public Roads Administration funds. The requests cover work for 
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the construction of new roads in order to reach project sites, particu- 
larly in the case of uranium mines, as well! as improvement of e xisting 
roads required for access to new project sites. 

According to the Bureau’s latest estimates, we have the following 
access roads certified and programmed under the provisions of section 
6 of the Defense Highway Act of 1941, as amended, and section 12 of 
the Federal-Aid Highway Act of 1950, at a total requirement for 
Federal access roads funds of approximately $9,018,500. 

These projects are: 

In South Carolina, we have five projects serving our Savannah 
River plant, at an estimated cost of $4,511,000. 

In the State of Kentucky, there are three road projects serving our 
Paducah area plant, at an estimated cost of $746,700. 

In the State of New York, one road project serving our West 
Milton facility, at an estimated cost of $30,000. 

In the States of Arizona, New Mexico, Colorado, and Utah, 24 road 
projects serving our raw-materials program at an estimated cost of 
$3,730,800. 

In addition to this estimate of $3,730,800 of Federal access road 
funds, the States are contributing an additional $118,400. 

This gives a total of projects certified in an amount of $9,018,500. 
All figures are Federal access-road funds. 

In addition to the foregomg, the following projects requiring 
approxunately $1,470,700 of access-road funds are being considered 
for certification. These projects are: 

In the State of Arizona, one road project serving our raw-materials 
program, at an estimated cost of $197,000. The certification was 
requested of the ye cretary of the Interior on January 18, 1952 

In the States ’ Arizona, Colorado, New Mexico, and Utah, 13 
projects Pee ec our raw-materials program. These surveys are in 
progress. The total cost is estimated to be $415,000 

In the State of Colorado, three projects serving our Rocky Flats 
facility, just outside of the city of Denver, at an estimated cost of 
$400,000 

In the state of Ne Vi ada, one project serving our test-site facility, 
at an estimated amount of $362,500. 

In the State of Ohio, one project serving our feed-materials produc - 
tion plant just north of Cincinnati, at an estimated amount of $96,200, 
making a total of project proposed to be certified, requiring $1,470,700 
of additional access-road funds. 

These constitute the currently known require me nts. However, the 
changing nature of our program may well develop the necessity for 
additional roads. This is particularly true in our raw-materials 
program where the expanded exploration program can be expected to 
turn up hew ore deposits, 

Senator Ho.iianp. I notice you left out notes 3 and 4. You 
brought in notes 1 and 2. 

Mr. Maner. I inadvertently did so, sir. 

In the State of Nevada, which is one road project serving our test 
facility, it is estimated to cost $362,500. These are all aecess-road 
funds. In addition, there is an additional cost which will be con- 
tributed by the State funds in an amount of $58,943, and Federal-aid 
primary funds in the amount of $303,557. 
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Senator Hoxuuanp. In other as the location is on the primary- 
aid system, and you propose to show that cost between the defense 
funds, the prumary- -aid funds, and he State funds? 

Mr. Mauer. That is correct, 

Senator HOLLAND. Very wah. 

Mr. Mauer. In the Ohio job, the one project serving our feed 
materials production plant, just north of Cincinnati, it is estimated 
that the funds from access-road funds will amount to $96,200. Cer 
tification was requested on this project on January 28, 1952. In 
addition to the $96,200 of access-road funds, State funds to be con 
tributed to the project will amount to $6,250, and Federal-aid 
secondary funds will amount to $12,500 

Senator Hotianp. In other words, that mileage of road happens 
to lie on the Federal-aid secondary system? 

Mr. Maner. That is right. 

Senator HoLLaAnb. And the cost of the ni construction is to b 
shared in accordance with the three separate figures which are shown 
in your statement? 

Mr. Manger. That is correct, sir. 

Senator HoLttanp. Has the Atomic Energy Commission expressed 
itself on the question of whether it desires to have this program nerved 
through the adoption of section 9 of this proposed bill now i aring 
or whether it prefers to have separate legislation on Sl 
suggested by the Sas Sureau? 

Mr. Mercer. We have made a statement 

Senator HoLLAND. Your name, please’ 

Mr. Mercer. My name is A. Bruce Mercer l am a 
with the Office of the General Counse e Atomic I 
mission 

Senator Hous Very well, sir. Proceed 

Mr. MAHER an express our policy of proceeding 
road, sir 

The CHarrMan. As vou may wish. 

Mr. Manger. Would vou care for a copy, 

Senator HoLLtanp. What is this paper r 

Mr. Maner. This is an expression of the 


} 


in obtainmme funds to build access roads, 


} 


wish, sir 

Senator Houua? Very well, sir. 

Mr. Maner. The Commission's polite 
necessary to its program through funds made avails ible 
6 of the Defense Highway Act of 1941, as amended, and section 12 
' the Federal Aid Highway Act of 1950, rather than by financing 
such roads throu rh AEC appropriations 

As you may know, roads built within the boundaries of our installa- 
tions are built with our appropriations. Off-site roads, however, 
necessary to our program, are provided through the use of access- 


road funds. Our practice of securing off-site “access roads Ink this 


under section 


1 
i 


manner is based on our understanding that the prov 10ONns of the 
above ucts were desi med to serve all defense m eds, mn luding those 
of the AEC as well as those of the Department of Defense, and upon 

desire to utilize the excellent services of the Bureau of Public 
Roads, which has personne!| and broad experience necessary for 
programing and carrying out these project 
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Consequently, we have refrained from including funds for off-site 
roads in our request for appropriations and have instead supported 
the Bureau of Public Roads’ request for such additional authorizations 
as they may require to service our needs. 

This action is consistent with our general policy of refraining from 
doing work which other agencies have a general Federal responsibility 
for, and are more adequately equipped to perform whenever our pro- 
gram needs may be adequately served by using their services. 

Mr. Mercer. Sir, may I ask a question off the record a moment? 

Senator Houtanp. Yes. 

(Discussion off the record). 

Senator HoLLanp. On the record. 

To repeat my question, has the Atomic Energy Commission formed 
or expressed any opinion as to whether or not it would prefer to have 
the defense access highway needs covered by section 9 of this act or 
of any Federal-aid authorization act which is passed at this session, 
or would it instead prefer to stand with the Budget Bureau in its 
express views that separate legislation be employed to cover the 
authorization of defense access roads? 

Mr. Mauer. To the best of my knowledge, we have published no 
policy expression of that sort. I shall be glad to supplement my 
testimony here with such. Our previous action and our present action 
have been along the lines of the former, namely, that we thought that 
we should participate in such as provided for in section 9 of S. 2437. 

May I talk off the record a minute, sir? 

Senator HoLuanp. Yes; if you like. 

(Discussion off the ree ord.) 

Senator Hotuanp. On the record. 

What department or agency certifies access road needs of the Atomic 
Energy Commission for the Commission? 

Mr. Mauer. In our roads, which are for our normal production 
facilities, or the laboratory facilities, if needed, we obtain certification 
from the Department of Defense. 

Senator Hottanp. That would be for a new plant like the Savannah 
River plant? 

Mr. Mauer. That is correct, or Paducah, or Rocky Flats plant; 
any industrial facility where we need roads, we oaks for certification 
to the Department of Defense. 

Senator HoLianp. In that case, the road certified would come only 
to your property line? 

Mr. Mauer. That is correct. 

Senator HoLttanp. And you yourself would build out of your own 
appropriations the communication roads and highways within your 
property? 

Mr. Maner. That is correct. In fact, at Savannah River, we have 
approximately 50 miles of permanent roads on the property. 

Senator HoLutanp. Within the property? 

Mr. Maner. Within the property, that we are building with our 
own funds. 

Senator HoLtuanp. Which does not come at all under the defense 
access roads? 

Mr. Mauer. That is within the boundary. 

Senator Hotuanp. All right. Now, you may proceed to describe 
the other part of your access roads. 
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Mr. Mauer. Then we have roads for exploration or mining opera- 
tions which are certified by the Department of the Interior. 

Senator HoLtLanp. Then you look to two agencies, the Department 
of Defense and the Department of the Interior, as your certifying 
agencies, depending upon what kind of facilities you are to serve? 

Mr. Maner. That is correct, depending on what facility the road 
s to serve. 

Senator Hottanp. Do you know whether or not your present 
\tomic Energery Commission needs, which have been listed by you in 
your principal testimony, are covered by present authorizations, that 
is, the amendment of last year, which provided a fund of $45,000,000? 

Mr. Manger. We believe for the authorized program that the funds 
which have been provided, plus those on which we are requesting 
certification, which are listed here, the respective amounts being 
$9,018,500, and $1,470,700, meet our needs in so far as our require- 
ments are known at this time. 

Senator HoLtuaANpb. That is not the question. The question is 
whether or not those needs, as far as your requirements are now 
known, will be met adequately out of existing authorizations, that is, 
out of the existing $45 million authorization, or whether it is going to 
require an additional authorization. 

Mr. Mauer. We do not know that. I am sorry. 

Senator HoLtanp. You do not know, because you do not know 
what is the sum total of the defense access requirements of other 
agencies which, like yourself, look to this particular fund; is that it? 

Mr. Mauer. That is correct. We only have a look at our own 
portion, our own part of it. 

Senator HoLtuanp. I see. And you are unable to say whether the 
$45 million covers you and the other agencies which must look to it? 

Mr. Maner. We have no way of telling. 

Senator HoLtuanp. Very well. Thank you very much. 

Mr. Maner. Thank you, sir. 

(A supplementary letter on this matter is as follows:) 

Aromic ENrerGy CoMMISSION, 
Washington 25, D. C., February 29, 1952 
Hon. Spessarp L. HOLLAND, 
Chairman, Subcommittee on Roads, 
Public Works Committee, United States Senate. 

DeAR SENATOR HOLLAND’ We wish to take this opportunity to supplement the 
estimony presented by our representative, Mr. Maher, to your subcommittee on 
February 19, concerning the Commission’s interest in section 9 of S. 2437. Spe- 

fically, we wish to elaborate on Mr. Maher’s reply to your request for our views 

to the Bureau of the Budget’s recommendation that section 9 of 8. 2437 be 
leleted, and that any requirement for additional access-road authorization be 
sidered separately from the normal continuing highway programs on its own 
erits at such time as the need for an increase in authorization is more clearly 
tablished. 

\s we do not have knowledge of the requirements of other Federal agencies for 

cess roads, we are not in a position to comment on the merits of the reeommenda- 

n to delete section 9 of S. 2437. From the viewpoint of our program, however, 

find no objection to the recommendation that defense access-road requirements 

considered apart from the normal continuing highway programs. 
Sincerely yours, 


Unirep States Atomic ENERGY COMMISSION, 
Gorbvon DEAN, Chairman. 


Senator HoLtanp. Mr. John Nolen, Director of the National 
‘apital Park and Planning Commission. 
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STATEMENT OF JOHN NOLEN, JR., DIRECTOR, NATIONAL CAPITAL 
PARK AND PLANNING COMMISSION 


Mr. Noten. Mr. Chairman, I am appearing here at your request 
I presume, to discuss Senator Case’s amendment to the Federal aid 
road bill. 

Senator HoLLtanp. You mean that amendment of Senator Casi 
which relates to the proposed circumferential highway around thx 
District of Columbia? 

Mr. Noten. That is our understanding. 

Senator HoLLaNnp. Your testimony is limited to that subject? 

Mr. Nouen. Yes, sir 

Senator HoLLANb. Very well, sir. Proceed in your own way. 

Mr. Noten. We have not prepared a special report on this amend- 
ment as applied to the Federal aid road bill. We did prepare and 
submit in January, with the proper clearance from the Bureau of 
the Budget, a report upon the bill that Senator Case introduced 
the last session, namely, 5. 2209. 

As the two bills, the amendment and the original bill, are identical 
I presume that it would be appropriate to draw upon that report, 
copy of which | believe you have before Vou. 

Senator HoLLANb. A copy of that report was placed in the record 
already at the request of Senator Case. 

Mr. NoLen. Very well, 

In that report, we made five particular points in regard to the 
importance of Senator Case’s proposal: 

First, that his proposal does conform to the Commission’s compre 
hensive plan for the Washington metropolitan area, which it worked 
out about 2 years ago and has been published, and on which ther 
seems to be very substantial agreement among the authorities con 
cerned in the Washington area. 

The second — was that a bypass in this highlly centralize: 
community of the National Capital is an essential feature if we ar 
to have a sound growth in the period ahead 

The third point is that we do not believe that it would be wise to 
specify in the legislation too specific limitations for the location of th 
route. We believe that some latitude is needed in studying th 
specific locations. We have a ‘tila that has been worked out for th 
location of the circumferential route, which apparently this b 
intends to nail down and bring to reality. 

The course of development in the Washington area is so rapid tha 
a location that is feasible today may be impractical tomorrow, du 
to construction and subdivisions; and so on, that have constanth 
pushed this route farther and farther out, thereby somewhat lessening 
its usefulness for a large r number of pe ople. 

The fourth point was that Federal financing seems to be essentia 
if any action is to be taken in the realization of this part of the plan 
The reason for that is that it is an interstate project, to begin with 
It is of such magnitude that it far exceeds the financial abilities of th: 
jurisdictions involved in Maryland and Virginia, and even if it did not 
the benefits that would flow to the District would be substantial, 
that they would have the anomaly of Maryland and Virginia expe adie 
a substantial sum of money for a benefit that would largely be realized 
by another jurisdiction. 





~-— 


FEDERAL AID HIGHWAY ACT OF 1952 Zul 


Senator Hotianpb. Is what you are trying to say that you think 
this should be financed 100 percent by Federal funds? 

Mr. Noten. That is the proposal of Senator Case. 

Senator HoLiaNp. Is that what you intend to say, that it is your 
opinion? 

Mr. Nouen. Yes, sir. And that was the statement that we made 
in our report on Senator Case’s bill and which, as I indicated, has 
cleared the Bureau of the Budget. 

Now, the financing problem involves two related matters, but quite 
different in time. One is the right-of-way problem, which I previously 
referred to, which is immediate and urgent. Routes that have been 
chosen some years ago for this circumferential route—and this is not 
a new idea, but it has been in the plans of our Commission and of the 
Marvland National Capital Park and Planning Commission for many 
years theroutesthat were earlier chosen, that were highly satisfactory, 
have been preempted, as I indicated, by some form of private con- 
struction in the course of the development of this area. In some cases 
the Government itself has established an institution that blocked an 

itherwise very feasible right of way. 

So the problem of primary importance Is the preservation of the 
right-of-way for a route that might in its various parts be constructed 
over a considerable period of time, because there is some difference 
in the degree of urgency of portions of the route, but of course it is 
needed in its entirety, as described in the bill, from the Baltimore- 
Washington Parkway to a connection with the Shirley Highway in 
Virginia. 

The final, and the fifth point that we made in our report was that 
there should be high st: ne established for such a route. It 
should be of the expressway, or freeway, type, wherever possible. 
The standards set forth in the bill should be sufficiently flexible so that 
the realities of specific situations can be reckoned with. 

For example, there are areas through which the highway may have 
to go that are already so developed that for short stretches maybe the 
same high standard of development that would be proposed for the 
major part of the route could not be realized in that local area without 
undue cost, at least not in the initial program. 

Those were the five major points that we had with respect to the 
proposal submitted by Senator Case. 

We have proposed an amendment that we found rather desirable 
in connection with other legislation involving Federal projects in the 
Washington area. Perhaps | might read it at this point. It is very 
simple. 

It provides that— 

Before determining the location of the circumferential highway, the Secretary 

f Commerce shall request the National Capital Park and Planning Commission 
) submit a report and recommendation as to the relationship of the proposed 
ocation to the comprehensive plan for the National Capital and its environs. 
Said Commission shall submit such report and recommendation within 60 days 
hereafter. 


Now, the purpose of that amendment is very simple. We are the 
agency set up by the C —— ss to colls borate with the loc al jursidic - 
tions in the development of the broad, over-all features of the plan, 
one we have the machinery, we have the day-to-day contacts, and 

e believe that an arbitrary location or decision by a Federal agency 
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of such a route vitally affecting the complex of the local communities 
Maryland and Virginia, would be a mistake without prior consultation 
The Commission is simply the machinery through which that is don: 

The second point is that the Commission is the agency which ha 
knowledge of other Federal programs which this particular projec 
would be designed to serve, such as the program for additional Federa 
institutions, public buildings, et cetera, in the metropolitan are 
outside the District. We are the focal point for the correlation o 
these plans one with the other and with such things as proposed | 
Senator Case’s amendment. 

I might point out the location of this route as shown on the pla 
published 2 years ago. This map, on which are shown the regiona 
proposals of the comprehensive plan, covers the territory out abou 
15 to 20 miles from the center of Washington. The District o 
Columbia is shown here. The territory showa in yellow on the ma 
is that subject to land-use controls, through zoning or otherwis« 

The highway proposals consist of an integrated system of radia 
routes, some of which are over existing routes and some of which ai 
new proposed routes, and integrated with a system of three circum 
ferentials: An inner belt, approximately a mile from the downtow 
area: an intermediate belt, roughly 4 to 5 miles out, entirely inside th 
District, the right-of-way for which has practically all been acquired 
known as Fort Drive, and parts of which have been approved in a 
intermediate fashion; and then an outer belt, which is roughly that 
which is described by Senator Case in his amendment. It is locate 
8 to 10 miles out. 

The Case amendment described only the northern and western 
serments of this circumferential route. The southern and eastern 
seements, however, are indicated on our plan and shown here in th 
manner that I have indicated. 

At the time this plan was published, the route as precisely show 
here was capable of realization. In other words, the land for tl 
right-of-way was vacant. In some cases, that land has been pr 
empted, but substitute locations have been found satisfactory to mee! 
the ceneral objectives of the circumferential route. 

The route will require two additional river crossings, one in th 
vicinity of Cabin John, indicated here, and the other at Alexandr 
Both of those crossings are needed in connection with other proposa 
of the plan. 

In other words, this plan for a circumferential route has been tho 
oughly integrated with other requirements, such as, in the case of th 
Cabin John bridge, a route for the Northwest freeway to bypass th 
downtown portions of the District by a route that would general! 
follow through open territory west of Falls Church and connect wit! 
the Shirley Highway in the vicinity of the access road to the ne 
Burke Airport. 

Similarly, the Alexandria crossing would provide a new radial rou! 
‘nto the downtown area, particularly the Capitol Hill area, withou 
going through the congested sections that the Fourteenth Stre 
sridge leads to. 

Senator HoLLanp. Senator Case’s amendment as proposed to th 
bill does not involve an Alexandria crossing, does it? 

Mr. Nouen. No, sir, it does not. T am merely pointing out that 
this proposal of Senator Case is part of a larger plan. Although bh 
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proposal in itself is a very comprehensive one, it is part of a larger 
scheme of circulation that we propose in the Washington are: 

Now, this is being analyzed, this whole thoroughfare scheme that 
was published, is being analyzed by a special committee, called the 
Regional Highway Planning Committee, on which I represent the 
Commission. It is a small committee of seven persons, consisting of 
representatives of the highway agencies of the region, of the State of 
Maryland, Virginia, and the District of Columbia, Public Roads, the 
transit interests, the Military District of Washington, and the Plan- 
ning Commission. 

‘The regional part of this report has not yet been publicized; so Tam 
not at liberty to speak on the attitude of the committee toward this 
proposal as yet. It undoubtedly will come up with some recom- 
mendations with regard to this circumferential route when its report is 
released. But there has not been agreement on the program as a 
whole. So we cannot give you its conclusions as yet. 

I would like to speak of the value of a circumferential route in these 
rrowing metropolitan areas. I had occasion this summer to be in the 
New England area, and went over a new route that is quite like this 
route described in Senator Case’s amendment, in the Boston area. 
It connects US 1 to the south, nearly half the way to Providence 
with U S 1 on the north as it extends up into Maine. It lies some- 
where from 9 to 12 miles out from the center of Boston. 

As you know, the Boston metropolitan area is somewhat larger and 
spreads over a somewhat greater territory than does the Washington 
area. It is more of a decentralized, dispersed metropolitan area than 
is the Washington area. 

So you would expect that a circumferential route would carry a 

creat deal of trafie. ‘The route was opened early in September. I 
went over it the third day. It is 40 miles long, and has 46 grade 
separations, with continuous-moving traffic, no traffic lights, no stops 
at all, with a speed limit of 50 miles an hour. ‘This was a brand new 
facility, just opened. On that week end it was carrying practically 
bumper-to-bumper traffic, and yet the route had not been in existence 
the previous week end 

I came back over that route during a weekday There was not 
quite so much traffic, but it was, ] am sure, far ahead of the estimat 

Now, these circumferential routes, to those of us who have been 

studying the traffic complex of the metropolitan areas, we feel provi le 
a service that is hard to predict. They will not only justify themselves 
in providing for the new movements which people ae | like to make 
from one section of a big metropolitan area to another, but they wil 
also subtract traffic from the downtown congested areas that has to 
ro through those areas now because there is no other choice. 

So they have a double benefit to them. 

We have in the plan within the District of Columbia this intermedi- 
ite circumferential route, the right-of-way of which is about 98 percent 
omplete, this Fort Drive route of which I spoke to you earlier, the 
principle of which is illustrated on this map. It shows that it will 
connect these radial routes, and provides for interchange between the 
different radial routes before traffic reaches the congested area, and 
also provides for travel between one outlying portion of the District 
and another. 
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For example, traffic from the south here destined for points to the 
north up through Silver Spring, instead of coming through the heart 
of downtown Washington, would readily travel over this outer route 
in less time, although, to be sure, a somewhat greater distance, but 
in less time, because of the fact that the route would be a grade separa- 
tion and continuous-flowing route. 

The same plan is shown in more detail here. It originally started 
with the idea of being a route connecting the various elements of the 
park system, and just before the war we completely revised the plan 
on the recommendation of Mr. Jay Downer who was the designer of 
the Westchester County parkway system. We redesigned it to im- 
prove the standards of alinement and grade so as to have major traflie 
functions in the circulation svstem of the District and immediately 
adjoining areas, 

I think that ts all, Mr. Chairman, at the moment, unless vou have 
some questions ; 

Senator HoLtuaAnp. Do you have any estimate of the cost of the 
circumferential highway, that part of it covered by Senator Case’s 
bill, extending from the Baltimore Highway around to the north, west, 
and south, and so to the Shirley Highway? 

Mr. Noten. No, sir, we have made no separate estimate, since the 
bill carries an authorization of $30 million, and I presume that it was 
made in consultation with the highway authorities. 

Senator HoLtianp. $36 million is the amount. 

Mr. NoLen. $36 million. 

Senator Hotianp. Very well, sir. Thank you. 

Senator Hoituanp. The Maryland National Capital Park and 
Planning Commission. 

Is someone here from that? 

Mr. Smirxa. Mr. Chairman, I am general counsel of the com- 
mission. 

Senator HoLLAnp. You are Mr. J. Bond Smith? 

Mr. Smrrx. Yes, sir. I have my director of planning, Mr. Tuemm- 
ler, here. 

Senator Hotuanp. Mr. Fred W. Tuemmler? 

Mr. Smirn. Yes, sir. 

Senator Hotianp. Will you gentlemen have seats here? 


STATEMENT OF J. BOND SMITH, GENERAL COUNSEL; AND FRED 
W. TUEMMLER, DIRECTOR OF PLANNING, MARYLAND NA- 
TIONAL CAPITAL PARK AND PLANNING COMMISSION 


Mr. Smrrx. I would like to say generally, Mr. Chairman, that we 
are here at the direction of the Maryland National Capital Park and 
Planning Commission, which we represent, which is the State agency 
in Maryland charged with the jurisdiction over what is known as the 
Maryland-Washington regional district. That is the area in Mont 
gomery and Prince Georges Counties immediately adjacent to the 
District of Columbia and through which the thoroughfare authorized 
by Senator Case’s amendment to this bill would pass. 

It so happens that our agency as a planning agency has visualized 
for some time the necessity for this sort of outer belt, or circumfer- 
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ential highway, which will amply serve the stated purposes of the 
Case amendment. 

We are here today to suggest, however, an amendment to Senator 
Case’s amendment which would do what Mr. Nolen has just de- 
scribed, and that is, complete this circumferential highway so as, at 
least, to complete it from the standpoint of acquiring the rights of 
way for this outer thoroughfare. 

We have this amendment to propose, which is in the form of an 
amendment to Senator Case’s amendment to the bill. If vou have 
that before you, on page 2, line 6, of the amendment, in section 10, 
after the words ‘‘on the Shirley Highway in Virginia,” strike out the 
period and insert the following: 
thence easterly across the Potomac River through the District of Columbia or 
a location south thereof, and thence easterly and northerly through the State of 
Maryland to the point of beginning 
which would complete this circumferential outer highway. 

Now, inasmuch as it presents purely planning questions’ and not 
legal questions, I would like to turn over the planning discussion to 
our director of planning, who has just brought a map which shows 
the project very clearly, and I would like Mr. Tuemmler to pick up 
where I leave off and tell you, Mr. Chairman, from a planning stand- 
point, just why our commission feels it essential to make this amend- 
ment, and thus provide in this bill for the original procedures to 
complete this entire circumferential belt. 

I will ask Mr. Tuemmler to proceed from this point. 

Senator HoLtLtanp. Very well, Mr. Tuemmler 

TuemMuer. Mr. Chairman and gentlemen of the committee 
the map which you see before you is the map of the Marvland- 
Washington regional district in Montgomery and Prince Georges 
Counties, Mea. It takes up about 312 square miles of the combined 
areas of the counties, which total nearly 1,000 square miles 

As the Planning Commission responsible for planning in this vast 
area, north, northwest, northeast, and east of the District of Columbia 
we are charged with the job of preparing a general plan for the physical] 
development of this district, and that plan is supposed to show our 
recommendations for a number of things, including highways. In 
doing that, we work very closely with the National Capital Park and 
Planning Commission, the Bureau of Publie Roads, the Regional 
Highwav Planning Committee that Mr. Nolen referred to a few 
moments ago, with the State Roads Commission, and all of the other 

cles | volved. 

The plan that we have now in preparation is a revision of a plan we 
prepared in 1944 and 1945, which ne luded many of the radial express- 
wavs on this map, and a portion of the circumferential, or belt, eate 
lhe ee plan now in preparation, and the map we have here to 
portray it, shows many roads that have already been constructed « 
are calla construction or definitely planned, and it shows the route 
under consideration today 

The population oi these two counties, as you know, has grown 
tremendously in the last 10 vears. In Montgomery County we now 
have 164.000 people, as against 83,000 10 vears ago. In Prince 
Georges County the 1950 census showed 194,000, against 89,000 10 
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years ago, an increase of 117 percent. Forecasts for the future 
indicate that by 1980 the population in the Maryland portion of the 
National Capital region, which includes the two counties, will be 
around 500,000 to 600,000 people. 

At preseat, 82 percent of the total population of Montgomery and 
Prince Georges Counties lives in the section under our jurisdiction. 
So it is becoming rather rapidly urbanized. 

The results of insufficient land in the District for increased popula- 
tion and development have been the establishment of many Federal 
centers of employment outside the District of Columbia; and, of 
course, the population has followed that. Down here in Charles 
County, off the map, we have the naval powder plant at Indian Head. 

Then coming up here in Prince Georges County we have the Suitland 
office building area, where you have about 7,000 employees now. Out 
here to the east a portion of Camp Andrews is under our jurisdiction. 

As we go farther north, we come to the vast holdings of the Agricul- 
tural Research Center, the Government recreation area south of 
Greenbelt, the Bureau of Mines, and the Naval Ordnance Laboratory. 

North of the Agricultural Research Center, out of our jurisdiction, 
iq Fort Meade, which is the Second Army headquarters; and, of 
course, down on the other side, in Virginia, vou have the Fort Belvoir 
area, which is also an important military establishment in the south- 
east quadrant. 

Going into Montgomery County, we have a portion of the Naval 
Ordnance Laborator y, the Army Medical C sie: the Naval Medical 
Center, the National Institutes of Health, the David Taylor Model 
Basin, and the Army Map Service. 

So, you see, there is a whole list, a regular ring, of Federal establish- 
ments outside the District of Columbia in Maryland, in Montgomery 
and Prince Georges Counties. 

Now, within the Prince Georges County portion of our jurisdiction, 
about 10,000 acres of land is owned by the Federal Government 
On the Montgomery side it is a little over 2,500 acres. So the total 
is about 12,500 acres. 

In the past 10 vears a system of express facilities has been developed 
in this region. The roads that I will point out are all part of tha 
system. Starting at the south, we have Indian Head igheay, 
a road to the naval powder plant and built by the Federal Govern 
ment as an access road to that establishment. It is 21 miles long, and 
it was built around 1943. 

We have Maryland Route 5, which has just been completed by 
the Maryland State Roads Commission as a limited-access facilit) 
from Branch Avenue and the Suitland Parkway down to Wood's 
Corner. It will be extended as a State limited-access facility to 
place called TB, where it meets Route 301, which goes down to th 
Potomac River bridge at Morgantown. 

Then we have the Suitland Parkway, extending from the Sout! 
Capitol Street Bridge through the Suitland office building area, wher 
you have the Census Bureau and the Naval Hydrographic Offic 
and other facilities, and on out to Camp Andrews, where you hay 


the Air Force base, Military Air Transport Service, and so forth 
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The Suitland Parkway is a Federal road built with Federal funds. 
So is the Indian Head road. 

The next road of great significance is the Annapolis Freeway 
That is now under construction from Annapolis to U S 301, and its 
ocation. is definitely planned to come in along the north side of the 
Pennsylvania Railroad to the Kenilworth interchange, where it meets 
he Baltimore-Washington Parkway. That is a Maryland State 
project, and it is beyond the nebulus stage. It is now a definite 
fixture, and all that remains is to have this actually programed for 
construction. 

The Baltimore-Washington Parkway is a Federal project from the 
District of Columbia up to Jessups, which is at Fort Meade, and that 
s built entirely with Federal funds. The section from Jessups to 
Baltimore bas been built by the Maryland State Roads Commission. 

Now I point these out because these are not proposed facilities, 
these are actually in being, they are actually here or under construction 
or definitely planned. 

Coming into Montgomery County, we have a proposal, the Nor- 
thern Parkway. We have already planned the extension of the 
Washington National Pike, which comes from Hagerstown, Fred- 
erick, on down past Gaithersburg and Rockville, in toward the Dis- 
trict of Columbia, which it will approach on two routes, one coming 
down through the Canal Road-MacArthur Boulevard route, and the 
other a bypass route to Wisconsin Avenue. 

On the Virginia side, of course, you have the Pentagon network, 
Lee Boulevard, and the Shirley Highway. 

Mr. Smirn. Show them the Baltimore-Washington Boulevard. 

Mr. TuemMuer. The Baltimore-Washington Boulevard, of course, 
s not an express road, but it is the present United States Route 1, 
which runs right up through here and right now carries about 35,000 
vehicles every 24 hours through the Hyattsville area. It is the most 
heavily traveled road in this section 

Now, you will notice, too, that we have shown a circumferential 
route. We have it in two colors to distinguish it for the purposes 
{ this presentation. In blue, we have what is generally the route 
proposed by Senator Case’s amendment, running from the Baltimore 
Parkway in Maryland northerly and westerly to the Shirley Highway, 
vhich is in Virginia. 

‘The map referred to is as follows: ) 
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Mr. TuemMierR. The amendment which we respectfully recommend 
for your consideration is one which would complete this ring, and is 
shown in. red on the map. It would complete this ring going from the 
Shirley Highway easterly across the Potomac River and northerly back 
to the point of beginning, which is here. We believe that that is an 
important addition to this bill. 

We say so, I might point out at this time, not because we indicate 
that this—the blue route—should be built before that—the red rout: 
It is not a matter of playing one portion of a route against another, but 
the recognition of the fact that a complete circumferential route is 
required in this Washington metropolitan area. 

We realize too well from past experience that while we may plan 
one of the greatest obstacles to the accomplishment of these plans is 
the lack of adequate tools to forestall encroachment on areas which ar 
required for vital, necessary public improvements. That goes for 
highways, public schools, parks, and anything of a public nature that 
you may nane. Once such a proposal is indicated on a plan and a bill 
is passed which provides an authorization for only a part of the rout 
the time will come later when the link must be closed, and then it will 
be very difficult to get the additional right-of-way within reasonable 
cost limitations. 

Senator Casr. Mr. Tuemmler, has any estimate been made of the 
right-of-way cost for this addition that you propose. 

Mr. TurEMMLER. No, sir; there has not been an estimate made of 
the right-of-way cost, but I think I could provide one for you if you 
would like to have it. 

Senator Casi At least I would like to have an estimate for the 
information of the committee members. Perhaps it ought not to 
xo Into the record at this time 

Mr. TurmMuerr. | think that would be a good idea. sir. not to 
have it in the record. 

The emphasis on this need for tying down rig for future 
highways is stated nowhere better than ina letter of transmittal from 
Gen. Philip B. Fleming, then Administrator of the Federal Works 
Agency, to the President of the United States on January 5, 1944, 
when the interregional highway report was transmitted to the Pres 
dent for its further transmittal to Congress In that letter, comment- 
ing on the need for protecting this vast svstem of proposed express- 
ways, General Fleming said: 


hts-of-way 


Rights-of-way for the planned impro\ 


his purpose should be made availabl 


Later in commenting on the difficulty of the various State highway 
agencies to provide funds for this purpose, he said 


Moreover, this right-of-way ob 

very important projects that are 

e1ties 

Now, this Washington metropolitan area is all part of a city. From 
a planning standpoint, the National Capital region is one economic, 
social, physical unit, and we regard it as such, and the present bills 
now under consideration which propose to reorganize the Nationa! 
Capital Park and Planning Commission clearly recognize the need 
for that concept of this National Capital area. 


96246 52 18 
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One of the reasons why we believe that this red portion of the belt 
road should be included in the bill is this: We have already a very 
vast investment of Federal establishments in this Prince Georges area 
all the way around the city, as I have pointed out. 

Senator Case. For the sake of the record, would you indicate what 
you mean by that area? 

Mr. TuemMcer. In this portion of Prince Georges County, which 
lies southeast, east, and northeast of the District of Columbia, wi 
already have many Federal establishments, and the Federal Govern 
ment has expended vast sums of money for these, and they are becom- 
ing increasingly important as location points for more Federal! 
employees. 

The Federal Government has also spent large sums of money to 
build the Indian Head Expressway. Figures I received this morning 
indicate that there was around $2 million spent for 21 miles of highway 
It has po interchanges and no grade-separation structures; conse- 
quently, the cost was relatively low. 

The Suitland Parkway, also built by the Federal Government, cost 
about $3,600,000 and is about 9 miles long. 

The Baltimore-Washington Parkway from the District line up to 
Jessups will involve a Federal expenditure of about $15 million. 

All of these serve Federal employment areas; in fact, the Indian 
Head road was built because of the naval power plant; the Suitland 
Parkway was built because of the Suitland office building area and th: 
airport; and this Federal Baltimore-Washington Parkway is built as a 
joint project with the State of Maryland because of the recognized need 
for an express facility devoted entirely to the single purpose of carrying 
people and goods between the Nation’s Capital, Baltimore, Phila 
delphia, New York, and other points north in New England. Th 
road also serves federally owned areas at Beltsville and Fort Meade. 

We have the Federal interest here, the Federal expenditures fo: 
highways and the State expenditures, too. If the stated purpose of 
of the bill is to be followed—that is, to improve ingress and egress t 
the District of Columbia and. circulation to the area generally 

ems only logical to tie together these important radials in which th 
federal Government has already expended vast sums of money and t 
make more accessible to one another those Federal centers of emplo) 
ment which = undoubtedly be used more extensively in the futur: 

| have read many accounts of consideration of greater utilizatio: 
of areas at Be Itsville, for instance, and other sections ¢ omple ‘tion of t] 
belt ros id will mean that it will be possible to travel quickly from point 
to point in the outlying areas without having to do into town and ou! 
again or use roads that are inadequate for the traffic capacities tha 
will be generated as a result of these radials and the greater use « 
Federal land 

Senator Casr. Where are the Beltsville areas on this map? 

Mr. Tuemmuer. The area shaded in light green up here. Ther 
a vast area that extends on bevond that. I mentioned that we ha 
about 10,000 acres of Federal land within our jurisdiction in Prine 
Georges County. A letter | received from the county assessor’s offi 
indicates that the total for the county is about 30,000 acres; and mu 
of it, of course, lies in the portion of the Agricultural Research C 
not shown on this map, the Patuxent Wildlife Refuge, and bevor 
that Fort Meade in Anne Arundel County 
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In addition to the traffic that will come down from the north along 
the Baltimore-Washington Parkway, we have the traffic potential on 
the Annapolis Freeway which will connect with the Chesapeake Bay 
crossing, now under construction. On the other side of the bay the 
State is building a route which will take is to U.S. 13. From there 

is a short distance to New Castle, the bridge across the Delaware 
River, and the New Jersey Turnpike, which was opened only a few 
weeks ago. 

So we will have vast volumes of traffic coming down over this outer 
route, the New Jersey Turnpike into U S 13, then down on to the 

ww Maryland State route from the Delaware line to Queenstown and 

0 > the Chesapeake Bay crossing, bypassing Annapolis, and coming in 
on the Annapolis Freeway. We will have that traffic approaching 
Washington. 

Vehicles coming in here on the Annapolis Freeway cannot get on the 
circumferential route, as proposed by Senator Case’s amendment, if 
they are destined for the Shirley Highway. They can only travel on 
the roads that lead them into town. Thus this link, the addition 
proposed by our further amendment, becomes important not only 
because it closes the gap and serves the Federal areas and enhances the 
investment already made but because it will serve a large volume of 
traffie moving between the North and South. 

We therefore recommend to the gentlemen of the committee that 
this additional amendment to the amendment already offered by 
Senator Case be included in the bill, and that emphasis be placed on 

t least the acquisition and protection of the right-of-way 

Senator HoLuanp. You expect the right-of-way to be bought at 
Federal expense, do you? 

Mr. Tuemmuer. The bill as now written provides for $36 million 
or acquisition and construction. If the Federal Government is to 
assume the responsibility for one portion of the route, the rest of it is 
part of the same project. It does seem to me, \Ir. Chairman, as Mr. 
Nolen said before, that the local communities and the States of Mary- 
land and Virginia have problems that far surpass their individual 
a to cope with them, especially in metropolitan areas like this 

» Which is an unusual one, with large traffic volumes generated by 
ty completely bevond the jurisdiction of the State, and from which the 
tute derives no direct revenue in gas tax or any other way except 

t nnaulil the normal Federal aid to highways. Of course, every State 
that aid. 

The District of Columbia, which is only 66 square miles, In area, 
es not reveal the comple te picture of what we have in the way of a 
National Capitol region. The existence of all these Federal establish- 
ents in Maryland and Virginia and the vast population that has 
me here is indicative of the fact that this is a city which extends fo 

iles beyond the District of Columbia boundary line. 

Senator Casz. Mr. Tuemmler, isn’t there what amounts to a free- 
vay existing along the Anacostia Parkway from the Sousa Bridge down 

the new Anacostia Bridge on the southeast side of the Anacostia 

ver? 

\Ir. TuemMMuer. Yes, from Pennsylvania Avenue extended, Sousa 
‘ridge, you can ride down to the approach of the South Capitol 
Bridge. 
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Senator Casr. Does that go on further and connect with the brid: 
that would be indicated by your yellow line? 

Mr. TuEMMLER. South (¢ Capitol Street is not an expressway. It 
really a major street. We show it to indicate the connection betwee 
the Indian Head Road and South Capitol Street Bridge. 

Senator Case. | was wondering how, with those roads complete 
that vou show there in orange, if it wouldn’t be possible to stay at th: 
present time on the southeast side there of the Anacostia River ai 
not get over into the heart of the city if you were coming down on thy 
east side there. 

Mr. TurmmMier. When the Baltimore-Washington Parkway 
completed, it will involve the completion of Kenilworth Interchange 
and Kenilworth Avenue, which Mr. Harrison of the District o| 
Columbia Highway Department will tell you more about, and the 
East Capitol Street Bridge. 

Senator Casg. Can’t you go right on down there? 

Mr. TupmMuer. Yes, sir; it is possible. As a matter of fact, it is 
included, if Mr. Nolen’s plan is still available, in the plan for the con 
pletion of express facilities in this area. It, too, is a needed facility 

The fact that this might be possible for sometime does not, in m) 
opinion, nullify the need for the completion of the belt route. 

Senator Case. I will agree there, looking at the thing as you hav 
it on the map, it would seem best to get the complete circle built, but 
it must be recognized that, as these things grow, vou build the seg- 
ments, or should build them, where the maximum service can be 
obtained, and your building programs are going to take some period 
of time. 

What I was thinking was if we had those others and if you could 
Stay on the other side of the Anacostia River, you wouldn't hs ave qui 
the bottleneck that is suggested by crossing the river and coming ba 
wain, if it was traffic that wanted to go on to Indian Head Highway. 
for example. 

Mr. TuemMuer. That is true. We agree that program must b 
followed, and we agree, too, that simple economics of road constr 
tion would dictate the building of portions which origin destinatio 
studies show should be built first. In suggesting the further amend- 
ment, we are merely emphasizing the need for providing for this re 
link in the bill, so that, we can say that we are going. to build a con 
plete belt route sometime and then we will not be limited by the au 
thorization to acquiring only portions of right-of-way from the Balt 
more Parkway westerly to the Shirley Highway. It may be possib! 
and will be possible, if our amendment is adopted, to acquire any 
portions of the route which may be in danger of loss through encroach 
ment. Even if these sections are not built for some time it certain|) 
will pay. 

[ have discussed this with people whose judgments in highway 
matters I respect very much. I believe, if our efforts for the n 
year or two with respect to new highway projects, were devoted 
nothing but the acquisition of rights-of-way. we would save man) 
many thousands, maybe millions of dollars. 

Senator Cass. That is the same principle you follow with respe 
to acquiring lands desired for park purposes within the District of 


Columbia, even though you couldn’t immediately develop them. | 


N 
‘ 
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you felt there was a particular area where some industrial, or apart- 
ment house development was likely to go and huge investments had 
been created if the land were not acquired, you have sought in some 
instances to get that land, even though you couldn't do very much 
with it for the time being. 

Mr. TurRMMLER. Yes, sit 

As you know, we have worked closely with the Federal Government 
through the National Capital Park and Planning Commission in the 
acquisition and development of a system of recreational parks, which 
is shown on this map; Anacostia River Park; the Northwest Branch 
Park; Sligo Creek Parkway; Rock Creek Parkway; Cabin John. 

All of that emphasizes that this metropolitan area is one planning 
unit. We have done that very thing. We have tried to keep one 

inp ahead of dey elopment. 

Senator HoLLaAnp. What is the reason why vou feel that the Federal 
Government should meet all the expenses for both right-of-way and 
highway construction? 

Mr. TuremMuer. The principal reason I think because we must 

' the fact that what we are domg here im our planning rand im our 
development work is to create a Nation’s Capital—or not to create it, 
but to enhance it-—-and make it funct ionally useful, make it a good 
place to live. This Nation’s Capital is the seat of the Federal Gov- 
ernment. It is not the capital of the State of Maryland or of Virginia, 
but of all the United States, and all of the people of the United States 
have a stake in it. It is their Capital. Because it is their Capital, 
ind because the people who come here and live here are concerned 
largely with the Federal Government, it seems to us that it is chiefly 

Federal problem. The basic industry here is the Federel Govern- 
ment. It takes the place of industry in other cities. Here, 30 percent 
of the total number of workers is employed by the Federal Government 
and about 7 percent employed by manufacturing. That contrasts 
with other major cities where about 29 or 30 percent are employed by 
manufacturing industries and about 5 percent by government. So the 
very reason for the existence of this city is that it is the seat of the 
Federal Government and it helps to make the Federal Government 
function more efficiently. 

The Federal Government is extending its development into Mary- 
land and Virginia, and the mere presence of a jurisdictional boundary 
ne doesn’t change the economic and physical and social factors 
vhich are related to this prob lem. 

Senator Casg. Are there any portions of that circumferential high- 
vay, as you show it there, in the complete round, on any programing 
f either the Maryland or Virginia Highway Commissions, as far as 
vou know? 

Mr. TuemmMier. We have suggested and recommended to the 
Maryland State Roads Commission that this belt route be among the 
projects which they recommend to the regional highway survey com- 
nittee, of which Mr. Nolen is a member and Mr. Harrison is chairman. 
The State roads commission has its representative on that committee. 
We recommended that the belt road be included in the program with- 
uit indicating to the State that it should bear the expense of providing 
r that road. 


~ 
] 
i 
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As a matter of fact, in my report to the Commission I made 0: 
comment in which | suggested that— 

a drastic, far-reaching highway construction program must be begun at o1 
This program may call for an outlay of money beyond the existing or foreseea 
revenues, but additional means must be found to meet the need. 

The ways of meeting that need are something that could requ 
extensive exploration. It has already been studied extensive 
Some suggestions have been made for the creation of a metropolit 
construction authority patterned after the New York Port Author 
or the Missouri-Illinois compact. We recognize the fact that 1 
determination of financial obligations is a very important and serio 
consideration. 

In our recommendation to the State roads commission we mer 
suggested that they include the circumferential road in a progran 
recommend it for inclusion 

Senator HoLuanp. Let’s go back to the question of the Fed 
Government paying the entire cost. How many people do you s 
are in Prince Georges and Montgomery Counties? 

Mr. TurmMuer. Prince Georges has about 200,000 people 
Montgomery has about 170,000. The census figures were 164,0 
and 194,000. 

Senator HoLtLAnp. Then something like 360,000 people live in t 
two counties? 

Mr. TurmMuer. That is correct, sir: yes. 

Senator HoLtuaNnp. They buy gasoline for their cars, don’t thev: 

Mr. TurmMuer. They do, and they pay the customary 5 ce1 
tax for their gasoline. 

Senator HoLianp. If they buy it in the District of Columbia, th 
pay how much? 

Mr. Turmmurr. If they buy it in the District of Columbia tl 
pay the District of Columbia gas tax, which is now 4 cents. A 5-c 
tax is under consideration. It is a 4-cent tax now in the District 
Columbia. 

Senator Houtuanp. If they buy it in the District of Columbia t 
pay 4 cents and if they buy it out in either of your counties, they 


- 
o cents 


Mr. TurmMMuer. That is correct, anywhere in Maryland. 

Senator HoLLANpD. Their weight, so far as being residents in M 
land is concerned, is added to Maryland to affect the Federal! 
apportionment to Maryland, isn’t it? 

Mr. Tuemmuer. Yes. The formula covering area, road area, po 
lation, applies and the same all over the United States. 

Senator Houianp. Still you think that neither of those facts, 
fact that they pay gasoline tax in Maryland, the fact that they 
their presence, largely step up the Federal aid participation fo 
Maryland programs, both primary and secondary and urban 
three of those programs, do not impose any requirement that Mary 
should participate at all in the expense of acquiring right-of-way 
paving this highway? 

Mr. TurmMter. I don’t know whether that might have beer 
ferred from what I said, sir, but, while I think that this highway n 
be solely the responsibility of the Federal Government, I could p 
out that the State of Maryland and the counties have their own ‘ 
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rations with respect to highway improvement. The State of Mary- 
land has, for example, the job of building the Annapolis Freeway. 
[t built the Baltimore-Washington Parkway down to Jessup. It is 
building the Washington National Turnpike all the way into the 
District of Columbia. 

Senator HoLuaANp. It is sharing in all those projects, but you don’t 
want it to share in A circumferential project, is that it? 

Mr. TuremmMuer. I believe there must be some way for additional 
Federal participation in the highway construction program in this 

egion. I do. I think that it will probably be rather difficult to 
change the Federal Aid Highway Act, so the District of Columbia 
ind its environs would have some special consideration that the other 
States did not get, but I do think that the verv existence of the 
Federal plant here, which imposes certain economic problems on 
Maryland and Virginia, does make it a Federal responsibility. Yes, 
| do. 

Senator Hotianp. Allright. What about the District of Columbia? 
Do they have to pay for their highways and pay for the bridges they 
build out of their gasoline tax? 

Mr. TuemMmuer. There are a great many as, avs paid for by the 
District of Columbia gas tax. I would have to leave the details of 
that to someone better informed to answer the sadtieds Mr. Harrison 
would be better fitted to do that than I. 

Senator HoLLANb. But you are perfectly willing for them to pay 
ir their roads and highways, even for the segments that add to the Se 
federally financed roads that go out, say, to Suitland, et cetera, but 
you do not think that Maryland should pay? 

Mr. TuremmMtuer. | think an investigation of the formula ynight dis- 
close that the Federal Government responsibility in the District of 
Columbia is about the same as we are proposing in the area beyond 
| don’t have the figures to prove that, at this point 

Senator HoLLanp. Are you proposing the extension of the District 

f Columbia so as to include the highly urbanized areas that are adja- 
nt thereto? 

Mr. Tusmauer. I didn’t say anything about that. [I wouldn 
have anything to sav about that because that would be a matter fo 
He ¢ onside ration of the General Assemblies of the States of Mary land 

d Virginia. 

Senator HotLtanp. You would like to have al! the advantages of 
loseness to the District of Columbia, but none of the responsibilities 

Mr. Turemmuer. Not at all, sir. | believe we exercise and share 
ir responsibilities quite fully. I think the State of Maryland with 

e funds that it has in hand has done quite a job of meeting the prob- 

m that has been pose “ by thee xpi insion of me tropolits in communities 
n this area. It also has the city of Baltimore, which is an important 

roblem. 

Senator Hotianp. I rather agree with you up to this point, but I 
nnot see the extension of your philosophy in this suggestion you are 
aking now. It seems to me that now you have come to the point 
vhere you want Uncle Sam to take over the full expense of the acquisi- 
tion of rights-of-way, building up important vehicular highways, which 
vill be more important to you than anybody else, and I have not 
followed vour reasoning in thai at all 
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Mr. ‘TTuemMMuer. | would like to say that I am not a subscriber t 
paternalism. I think we would all be a lot better off if everyon 
learned to pay his own way. 

Senator HoLLtaANb. | understood your State 1s called the Free Stat 
and that is the reason I was a little bit surprised at the philosophy 
that is shown in your testimony on this point. 

Mr. Smirra. Mr. Chairman, might I interject the remark here tha 
[ do not like to see Mr. Tuemmler, who is a planner, interrogated a 
length about questions of policy. We are here merely suggesting 
change in the language of this amendment and | am very frank to say 
that our commission has not considered any of these questions whic! 
vou are asking Mr. Tuemmiler. It is just a little bit unfair to him 
expect him to respond to a matter which the commission, itself, h 
not considered 

Senator HoLLANb. I hope vou will leave it up to the chairman 
lecide what is fair and unfair. We will trv not to be unfair 

Mir. Smrru idn’t mean vou were being unfair. 

Senator HoLtLaNnp. This philosophy seems to be so completely fo: 
ign to what | have heard heretofore emanating from Marvland that 


; 
| was wondering about it 


Mr. Surra. We took the position that the Case amendment pri 
sented a certain psychology with respect to the construction and 


that would include the rights-of-way of this portion of the circum 


7 
ferential highway, which is indicated in blue on the map. 


| am frank to sa at our commission, in considering that, cid 
not inquire into those matters about which you are now inquiri 
of Mr. Tuemmiler. 

Senator Hoiianp. If vou will recall, the Case amendment w 
locate in Marvland only the right-of-way and the construction fron 
somewhere up there on the Baltimore Highway, around to the rivi 
whereas, you propose, while this program is under way, to lay the 
schedule for and buy the rights-of-way, entirely at Federal expens: 
of the remaining portions of the circumference, most of which lies 
Marvland 

Mr. Smiru. Yes, su 

Senator HoLiaNp. So it is a proposal that comes from a Marylai 

»~ave)»hc \ 
SmirH. Yes 

Senator HoL_uanp. Therefore, I felt that it was perfectly air 
investigate into the conditions of it 

Mr. Surrxu. The answer to that, I think, Mr. Chairman, is th: 
we are dealing with this connecting belt in the same manner ai 
would make the Case amendment applicable to the entire co 
struction 

Senator HoLttanp. In other words, while somebody was talkin 
about building a road at Federal expense around half of the perime 
of the District, vou want to be sure it goes all the Way around, 

Mr. Surrn. Yes, sir; that is it, exactly. 

Mr. Turmmuer. If I might make a qualifying statement, ther 
sir, only with this in mind and not thinking of getting a hand-o 
at all really, I think it is worth emphasizing what I said before that 
we, who are in planning work, know all too well that, when we p 
these lines on maps, we are setting the stage for eventually gettn 
something poured in concrete. The difficulty of accomplishment 
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in the fact that as soon as we put it on a map and someone takes a 
step to validate a part of it, as you would do by building this por- 
tion, the blue section, then it becomes a certainty in the minds of a 
vreat many people that this red section is coming along some day. 
Then there are the problems of land speculation, zoning, housing, 
and all kinds of things, which dog us and make it impossible for us 
to complete our objective, to complete a ring road. 

Believe me, that is our sole reason for recommending that the 
authorization provide for the whole belt road and not just a part of 

l am talking not for the Commission, but for myself 

Senator HoLLanpb. I thought you were appearing for 
mission as a witness for the Commission. 

Mr. TuremMuer. Yes, I have been. 

Senator HoLLtaNnp. In the request that this be 
around the District? 

Mr. TurmMier. Yes, sir. Up to this point, I have been talking 
for the Commission, but now | am talking as a planner who is co 
nizant of the great problems of planning in this area, not only the 
planning of the projects, but the accomplishment of them, because of 
difficulties of financing. I agree that perhaps some formula may have 
to be worked out so that there will be additional participation. It 


may be desirable to find some formula, and I say that not for th 


Commission, but as one who has discussed this problem with mai 
people in the planning and highway construction field, 

We know that it cannot all be saddled on the Federal Governme: 
and we are not asking for a hand-out. 

Senator Cast. Mr. Tuemmiler, some time back in your testimon 
you referred to the New York Port Authority and some other autho 
ties. 

Mr. TurmMuier. Yes, su 

Senator Case. Of course, vou are aware that the Pennsvivar 
Turnpike has been set up, and I think Ohio is working on 
where they have a turnpike commission. 

Mr. TurmMuer. That is true 

Senator Cast. It operates a toll highway. In 


be possible to think of at least portions of this hig 
toll highway 
Mr. TuremMier. Of course, that gets into policy 


» 


; — ; a5 2 vee : j 
suppose 1 could be & TOLL road The question arises as 


not it would be a good policy, and I cannot answer that 


speculate and recall some of the things that people have said when 


other routes such as the Baltimore-Washineton Parkwav were sug- 


l 


gested as toll roads. Many people said, “Well, folks from other 
States will certainly be critical of a policy which establishes a toll in 
order for them to come and visit their Nation’s Capital.’ 

Senator Cast. | pay a toll or two on bridges every time I drive 
Washington, 

Mr. TuemMuer. Yes, sir. I am sure anvone heading northeast o1 
nh any direction does that. lt is something that certainly is worthy 
of exploration. A great many highways in the New York City area 
were built as toll roads. The Hutchinson River Parkway, the Mert 
Parkway, the bridges built by the Triboro Bridge Authority. It has 
been proven to be a very good method in that area. It may be 
thing that we might explore further here 
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I do think that perhaps the kind of authority that I describ: 
having the right to issue bonds and derive support from the Feders 
Government and from Maryland and from Virginia, may be th: 
answer. I think it would be good to develop a formula that would | 
equitable and fair to all of the jurisdictions concerned. 

Senator Case. You mentioned the Merritt Parkway. Where does 
that go from, from what point to what point? 

Mr. TurmMmuer. That is the parkway in Connecticut that goes fro: 
the New York State line where it leaves the Hutchinson River Par! 
way up past New Haven and then into the Wilbur Cross Parkwa 
which goes up north through the State of Connecticut. 

Senator Cass. What was the justification or the occasion for 
construction? 

Mr. TurmMuer. What was the occasion for its construction? 

Senator Case. Yes. 

Mr. Tuemauer. The large volume of traffic running between Ni 
York and Boston and other points in New England was using Unit: 
States Route 1, the Boston Post Road. It was overloaded. Th 
traffic volume exceeded its capacity. There were many bottlenecks 
particularly where the road passed through cities. It was felt desi 
able to build an express facility that would accommodate traffie and 
provide for its movement, without any interruption and interferen 
from marginal development. That is usually the reason for building 
express facilities. 

Senator Case. About how long is that route? 

Mr. TuemMuer. | don’t recall. I think it is 

Mir. Noten. Ninety miles, including the Wilbur Cross. 

Senator Case. How long has that been in operation, if you know” 

Mr. TuremMier. The Merritt Parkway. I think, was opened som: 
where around 1938. 

Mr. Noten. The 90 miles include the Hutchinson River Parkway 
and Westchester system down to the George Washington Bridge. 

Mr. Turmmuer. The Wilbur Cross Parkway was opened within 
the last 4 years. But the original section of the Merritt Parkway 
running from the New York State line to a point a short distance w: 
of New Haven was opened around 1938. 

Senator Case. And that was successfully financed, constructed, and 
operated under that system? 

Mr. TusmMuer. Yes, sir; I believe it was. 

Senator Cask. Would that same thing apply to the other illustra- 
tions you mentioned? 

Mr. Turmmuer. I think so. I have not had any financial reports 
from the Triboro Bridge Authority which would indicate the success 
of that method, but I believe it has been successful from other inform: 
tion that I have had. I believe the Triboro Bridge Authority has 
practice of continuing its tolls on all of its facilities and the funds 
derived therefrom can be applied to any new facilities that may |: 
constructed later. 

Senator Case. I think your suggestion is interesting. Admitted!) 
we are dealing here with a problem situation and in looking at it, 
must be recognized that it is nothing that can be accomplished over- 
night. A few plans can be accomplished overnight, but sound pla: 
ning is part of successful development of any area, and I think it is 
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well to get this picture before us as much as we can and to see the 
possibilities and to explore them. 

It may be that the Federal interest is heavier in respect to certain 
segments. I would say by-and-large, it is heavier, the portion of 
Federal interest is greater, and we recognize that, as I mentioned this 
morning, in the building of access roads, where we allow the Commis- 
sioner of Public Roads some latitude in making agreements on access 
roads in proportion to the Federal interest. It may be that here we 
have a problem that cannot be given a simple, single answer, but that 
the thing might be broken down into steps that can be handled 
a cording to the degree of Federal interest. 

Mr. TuemMuer. I think that is very true, sir. I think the problem 
of financing these projects is one that requires very great study and 
f ploration 

Senator Horianp. I understood you to say, a moment ago, that 
quite possibly would require the contributing of some local and State 
funds, and that was something to be worked out. Is that correct? 

Mr. TursmMuer. | said I thought that, if one were considering the 
type of agency that 1 described, one like the New York Port Authorit y, 

rhaps a formula might be developed for joint participation. 

Senator HoLuaNpb. I thoroughly agree that there are differences in 
interest that might apply to various parts of this project or that 
might differentiate this project from some other, but I believe I could 
never subscribe to the theory that the many thousands of people in 
Maryland and Virginia who are so greatly served by such a project, 
who live in those areas, pay their gas taxes there, should not have to 
make some contribution to the construction of a highway like this, 
just as it has to be made in the case of the States in the building of 
circumferential highways around every other city. 

For instance, the city of Richmond—you are probably aware of the 
belt line around Richmond. 

Mr. TurmMtuer. Yes, sir. I am familiar with the planning work 
done there in the last year or two, proposing a circumferential highway 
in one case and a route through the city in the other. 

Senator Hotianp. The State there evidently felt that it had an 
nterest being served because it worked out that the construction of a 
circumferential highway, is part of its system. I believe there is a 
toll bridge across the James River which ts part of the circumferential 

chway. The State there is comparable to the States of Maryland 
and Virginia here. The State didn’t feel that it had no stake in the 
matter of speeding traffic by the building of a belt line. I suppose 
you could multiply that illustration by dozens and dozens, if not 
hundreds, of instances. 

| do not believe that the two States through which circumferential 
highway would run could simply wash their hands of responsibility 

d say they shouldn’t contribute in any measure at all to the develop- 
ment of an improvement which would be of so much value to them. 
lt would be of unspeakable value to them. 

Mr. TueMMLER. I don’t believe that the States have indicated that, 

r, Chairman. 

As I said before, I think the States have made very definite and 
mportant contributions to the portions of the highway system that 
serves the Washington area. 
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Senator HoLtuanp. To which we would all subscribe. They hay 
made matching contributions. You have given two illustrations 
that fact, but, when it comes to building a cg ERC ie belt line hi 
way entirely around the District of Columbia, but located entirely 
the two States which adjoin it, and make that exclusively the expen 
and obligation of the Federal Government, it seems to me as if 3 
would depart from the policy which you followed up to now and wh 
l approve. I think it is a good policy 

Mr. TusemMuer. As Mr. Smith has pointed out, IT am not rea 
qualified to act as a witness on matters of polic vy, and there certai 
are many things that must be studied, many facts which must 
gathered before one can form an opinion about a matter of this kind 

Using the example of Richmond, there is a counterpart in Maryl 
where any express facilities around the city of Baltimore or thro 
Baltimore will Ee hati with funds of the city of Baltimore and fur 
of the State of Marvland, with, of course, normal Federal « 
tributions ' 

Senator Case. Mr. Tuemmler, most of our Federal matching 
been on a 50-50 basis In the case of the defense highway prog: 
which operated for a few vears, we had a 75-25 percent ratio. 
enty-five percent Federal and 25 percent local. 

In connection with the aecess roads, Commissioner MacDona 
told us that, with the latitude that was allowed him in negotiating, li 
had hot exceeded the average Federal share ot 19 percent, but he | 
latitude, so he could adjust it to the degree of Federal interest. 

Would you think it would be out of the wav in case Congress we! 

matter ol policy, to give some consideration to a program ol 
to provide that the contributions by the local interest—wheth 
iIntv, citv or some other source—should be not less th 
percent of the estimated cost of anv particular project 
lr. TurmMuer. I would not like to comment on a percenta 


i 
} 


‘nator, without having an opportunity to study the factors 
yn the probl inh I reeall that several years ago the chief engu 
the State roads commission, Mr. William F. Childs, Jr., app 
an American Society of Civil Eyggineers meeting. At that mee 
commented on the highway system around the District of Colun 
told of the mileage in the area and the conditions of the road 
of money that would have to be spent in order to | 
1950 standards, and some of the problems of financing 
ate was confronted with, and there are many, many ramific: 
the problem. It would make it difficult 
Senator Case. There are 
| think the chairman very properly expresses some concern abo 
what the total pete of this would be if it appeared that the Fed 
Government were to be the sole payor in this case. Admittedly 
part of the so-called circumferential highway that is within a St 
d be put on that State svstem if the State took such steps as 
necessary to make it comply with whatever requirements it may h 


in its own law lt would become « ell ible for mate hing with the ed 


{ 
] 
| 


4) 
CO 


Government on a 50-50 basis as if it became a part of the primary 
secondary system 
So to suggest that the Federal contribution must be up as much 
ent would merely be to play between the 50 and the 75 per 
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It seems to me we would get some guaranty that the local participa- 
tion would be a partial recognition, at least, of the respective interests. 

Mr. Turemmuer. I| think, Senator, the only way that your question 
and many of the questions in connection with this could be answered 
would be by a full exploration of the problem with the people at State 
level. I mean by that, the people in the State roads commission. 
They are naturally fully familiar with their financing problems and I 
am not an employee of the State roads commission and therefore, 
am not as familiar or qualified to speak on their behalf. 

Senator Case. I should just like to make this much of an observa- 
tion, at this point. I have always felt that if the Federal Government 
stands in the position of paying 100 percent on anything, it is very 

asy for people in any community—in my community or any other 
community to say, “Well, the Federal Government is ready to take 
the whole cost of this.” So there are no brakes upon urging that 

his thing be done and that be done, now. 

Whenever it is necessary for a local community, even on the level 
of a State, to say, “We will share in that,” that requirement acts as 
a sort of policeman on the project. 

[ remember back in WPA days that, if projects could be proposed 
on a 100 percent basis as far as the Federal Government was con- 
cerned, in the first bloom of that program, communities were a little 
careless, let us say, in what they proposed. But as the requirement 
for a sponsor’s contribution was established at 15 percent, then 25 
percent and then 35 percent, the local communities were much more 

eticulous in proposing projects, because they wanted to be sure that 

hey had merit. That was evidenced by the size of the contributions 
hey put forward. 1 felt that same principle is true, incidentally, on 
ur whole foreign aid program 

So L think there is considerable to be said for the chairman’s feelings 
that there should be some way in which the value of the program, 
such as this, to local communities, could be recognized and the labili- 

for prosecuting such a program rest on the interested parties to 
he extent of their interest 

Mr. TurmmMuer. | believe, too, Senator, that the problem should 
explored. Of course, when we read copies of this bill, none of 

hose problems were raised in the bill. 

Senator Case. It must be remembered that that proposal there is 
outgrowth of the program that we were discussing last vear In 
so-called dispersal program where we were envisioned certain 

inite Federal areas outside of the city of Washington, and | think 
he circumferential highway was thought of originally—not wholly, 

in a large degree—as a method of making those usable and service- 
to the defense needs of the capital city in case of an attack or 
the facilitating of the Federal business 

\ir. TuemMuer. Yes 

Senator Case. I don’t want to get into that too much, but most of 
locations that were deseribed to us as potential locations for some 

those major dispersal centers would have been served by the high- 

ay that is envisioned in your blue line there. ‘There was no such 
ason for indicating as large a degree of Federal interest in what vou 

OW propose as the orange extension. 

Mr. Turmuuer. Of course, [ do not know, and I suppose no one 
ept those who are closely in touch with it, as Members of Congress 
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were, where the proposed locations of Federal centers of employme: 
were to be, but emphasizing the present thinking on dispersal, wh 
seems to be to employ existing areas, utilizing them more fully, I « 
call your attention to the fact that over here, with the Indian H: 
plant, Suitland Office Building, Camp Andrews, which has about | 
acres, and the Navy Communications Center in Cheltenham, and t 
vast area down here at the Agricultural Research Center and F 
Meade, you have quite a chain on this Prince Georges side. Th 
are 10,000 acres of Federal land in our jurisdiction and about 30, 
acres in all of Prince Georges County. ‘This doesn’t mean to mi 
mize what we have on the Montgomery County side because th 
are very important installations there too. 

If you are thinking in terms of defense needs, it serves to emphas 
the need for closing the ring and this next comment may have a bear 
on it. 

Fort George Meade is just northeast of Prince Georges Count 
Fort Belvoir is down in Virginia, close to the Potomac River. Cai 
Andrews is in between. It would seem to me there might be son 
military significance in having this eastern portion of the ring road | 
connect these military establishments. I am not a member of 
military, so I am not qualified to give that as an opinion, but L mer 
offer that as a possible field for exploration. 

Senator HoLianp. Referring again to the desirability of havi 
State participation, suppose a car travels down from Baltimo 
reaches the point there on the Baltimore Highway where the 
cumferential highway turns off westwardly, and suppose that ca: 
headed for Leesburg, Va., or Charleston, W. Va., and it diverts 
the circumferential highway. You will notice instead of havi 
very limited additional mileage over the Maryland roads down 
Hyattsville, which is all it would have to travel if it followed 
present roads, it would go for long mileage around the cireumferent 
highway, clear to the proposed bridge on the Potomac, and 1! 
means, if many cars do that, a much larger purchase of gasolin 
much larger payment of taxes on gasoline to the State of Maryla 

Similarly, if the belt on the east was built there, if that same 
was traveling, let us say, to Indian Head, whereas now it would h 
to go through the District of Columbia and a large part of the mil 
would be through the District of Columbia, it wouldn’t have to 
through the District of Columbia at all, but would have much lo: 
mileage than now exists through Maryland, with the attend 
purchases of gasoline and paying of the gas tax 

So it seems to me any way you look at it, the construction of 
belt road would be a very great enhancement of revenue source: 
both of the States affected and a very great additional conve! 
source of service to the people who live in both the affected Stat 
There is no way in the world to get away from the conclusions 
the States do have a very vital interest in it and that it is fair t 
to measure that interest to see what proportional contribution 
should make, both in the acquisition of rights-of-way and_ in 
construction of the highways and the bridges that are needed 
would be my feeling that in order to have what would be rega: 
by the Congress as a reasonably fair approach, something of 
sort must be done, because here is a major improvement. of 
importance to the States affected which you now suggest be do 
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in size and scope from that which was suggested last year as a part 
of the dispersal program, and yet you suggest that the States would 
be entirely excused from partic ipation. 

I do not believe that the Congress would be inclined to feel that 
that would be a reasonable approach at all, speaking only as one 
\lember of it, and I wouldn’t feel that is a reasonable approach. 

Mr. TurMMLER. I was not talking to that part of the problem, of 
course, When we proposed the amendment to Senator Case’s amend- 
ment. We were talking about providing for the entire route in the 
authorization. The amendment as written does provide for Federal 
participation solely in the acquisition and construction to the extent 
of $36 million. Had that question been raised in the bill, our Com- 
mission might have commented on it. It wasn’t, so therefore they 
made no comment. 

Senator HoLLANp. You remember that Senator Case has just com- 
mented that this was drawn out of the dispersal program of last vear 
and that was keyed around the location of 40,000 Federal employees 
out in the areas to be served by that portion of the circumferential 

ehway that is marked in blue. 

Mr. TurmMuer. Yes, sir. 

Senator HoLLANpb. I believe the smallest number that was ever con- 
sidered as being located out there was 20,000, even under the reduced 
program; isn’t that correct? So this proposal now lacks by a great 
deal having the Federal requirements, the Federal service features, 
which were embraced in the dispersal program. 

Mr. TurmMMuer. That may be, but looking at the Washington 
Present and Future, which is the summary of the comprehensive plan 
prepared by the National Capital Parks and Planning Commission, 
and looking at the map on page 11, which shows the distribution of 
federal emplovees as of December 31, 1947, and that proposed for 
1980, vou will find in the Prince Georges area some 35,000 employees 
and in Montgomery County some 25,000, which would indicate a 
total of 60,000 for 1980. That would mean that you certainly have 
to follow that road pattern if you have 35,000 here in Prince Georges 
ind 25,000 in the Montgomery County area, and, of course, the dis- 
persal plan seemed to point in the same direction. That gives addi- 

mal emphasis to the need for this red portion of the ring road. 

Senator Case. Of course, to be accurate, in making an application of 

ures of that sort, one would have to break down those areas. Just 
looking at the map from here it would appear that the degrees of the 

rcle embraced in Prince Georges County would be considerably more 
han that in Montgomery County, and the density might be heavier 

Montgomery County, or the density in that portion of Prince 
Georges County indicated by the blue line, where you would be reach- 
ng the Beltsville area and Fort Meade area—that might be heavier 
than the other, I think. 

Mr. TurmMier. Oh, yes. The greatest population lies in the area 

tween the Annapolis freeway going westerly and the Potomac River 

hat is true. This section south of the Annapolis Freeway to the 
Potomac is much less heavily populated than the northern portion. 

Senator Case. Your Andrews Field or Suitland are reached 

ijor highway at the present time. 

Mr. Turmmier. That is right. But I would like to point out that 

the southeast area in Anacostia and the area to the southeast in 
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Maryland, there has been tremendous expansion since the opening of 


the Indian Head road and the Suitland Parkway and the improvement 


of Maryland Route 5. It has really been phenomenal. The whole 


area has grown rapidly. 

Senator Case. But not comparable to the Silver Spring develop 
ment: is it? 

Mr. TuremMier. Not numerically, no, but percentagewise it has 
been very great. Of course, percentage figures do not mean too much 
If vou had 10 and increased to a hundred, it would be 10 times, but 
wouldn’t mean anything. There has been a very great growth and 
the opening of the South Capitol Street Bridge and the major express 
radials will bring much larger populations to these sections. 

In our planning work we are finding that there is a great deal of 
emp'iasis on the section southeast of the District of Columbia among 
people who are subdividing lands and asking for zoning map amend- 
menis et cetera. 

Senator Case. I have no further questions. I do want to say that 
[ think this presentation has been useful in helping to bring befor 
the committee the total problem and some of the aspects of it that 
we must consider if we do anything or what we may do. 

Senator HoLLaNnp. I agree entirely. 1 wouldn’t have the witness 
feel that [ have been critical because that isn’t the point. I wanted 
to bring out the essential details of the program and I think it has been 
overlooked that what we are talking about now is not building fou 
creat centers of Federal emplovment that had not existed heretofore 
out along here from this belt, what we are talking about now is a belt 
line for its own sake. The question of Federal participation becomes 
a completely different matter and very great values will accrue to the 
States affected and there it must be commensurable in some approxi- 
mate way. 

[ want also to call attention to the fact that the District of Columbia 
has a stake here, too, because the construction of a belt line like this is 
coing to divert a tremendous amount of traflic which normally would 
mean business both in the field of gas purchases and other kinds of 
business. That is the proper concern of the Congress. It must be 
concerned. They have nobody else to be concerned for them. 

Mr. TurmMMuer. Senator, I would like to say I didn’t feel you ha 
been critical. | hope that perhaps the revelation of some of thes 
problems may bring more attention to them and perhaps we will fir 
the solution, so that we can bring to conclusion some of the planni 
work that we are doing and do it successfully and fairly to evervon 
interest 

Senator HotLanp. Thank Vou, sir. 

Mr. Smith, did you want to add anything further? 

Mr. Suivi. No, sir 

Thank you for your consideration. I hope nothing I said on 
record indicated that you were being critical of either Mr. Tuemm 
or me. 

Discussion olf the record 

Senator HoLtLtanp. Mr. Harrison, 
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STATEMENT OF S. R. HARRISON, ENGINEERING DEPARTMENT, 
DISTRICT OF COLUMBIA 


Mr. Harrison. LamS. R. Harrison, Deputy Director of Highways, 
District of Columbia 

General Robinson asked me to express his regrets that he could not 
be here today. He is the Kngineer Commissioner for the District of 
Columbia. Because [| am Deputy Director of Highways in charge 
of the administration and planning and also the District representa- 
tive on the Regional Highway Planning Committee, he thought that 
you would perhaps like to hear from me in his stead 

Senator Hontuanp. We will be glad to hear from you 

Mr. Harrison. There are only four points concerning the bill to 
which | would like to address my remarks. They all refer to the 
amendment by Senator Case. 

First of all, we wish to endorse the enactment of this amendment 

lavor it As to the scope of the amendment, it is our belief that 

the language should be sufficiently liberal to give the Secretary of 
Commerce the utmost discretion as to location of facilities We do 
not think the location should be pinpointed by legislation 

We also believe that, as a ring road, the bill should be amended 
in committee to provide for a connection on the eastern end of the 
city of Washington, be it in accordance with existing thoroughfare 
plan or a new connection further out. We think that the connection 
should be provided 

Senator HoLuanp. Please amplify that In what 


approximate 
location? 


Mr HARRISON. The eNISTING thoroughfare plan provides 


ior a 
connection to the Baltimore-Washington Parkway on the north south 


ward through the Anacostia Valley, across a bridge at Alexandria 
and connected with the Shirley Highway to the South 

Senator HoLLANp. In other words, to the belt route around to the 
north and west of the citv. You feel that the program should also 
weomplish an easier method of travel through the city east of the 
\nacostia River for most of the route; is that it? 

Mr. Harrison. At the present time there is no connection through 
there. | think there should be a connection. 

Senator HoLLANb. In other words, you do not want to see all this 
traffie diverted wwii from the District of Columbia? 

Mr. Harrison. No, sir, not exactly; because trafficwise only, 
eaving out civil defense and dispersal, this connection to the east is 

much more importance than the western section 

Senator HoLLaNp. You think more people would be served by that 
bypass that would follow the east bank of the Anacostia River than 
vould make the longer circuit to go around the city to the north and 
to the west; is that it? 

Mr. Harrison. Now I am speaking for the District of Columbia 
and therefore | refer to bypass for traffic as related to the District 
of Columbia. 

This eastern route would bypass more traffic for the District of 
Columbia than would the western route. However, this route here 
might, by an accumulation of locations, give more traffic service to 
those communities, but would not bypass traffic. 


96246—i2 19 
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Senator HoLtianp. You are thinking in terms of lightening t! 
traffic burden through the principal arterial lines through the Distric: 
of Columbia as well as in terms of having a belt line away from t] 
concentrated area of population? 

Mr. Harrison. That is correct, sir. 

‘There again we would not want to pinpoint that route. TI think tl 
Secretary of Commerce and the Bureau of Public Roads are compete: 
to locate the connections, but we do feel that the connections shoul 
be there. 

Senator HoLLaAnp. One more question. Would that bypass roa 
involve another bridge across the Potomac? 

Mr. Harrison. Yes; it would 

Senator HoLLaAnpb. At approximately what point? 

Mr. Harrison. Depending upon whether the Secretary of Com 
merce followed the existing thoroughfare plan or went further sout! 
it would be at Alexandria or further south 

Senator HoLLaNnp. But still south of the confluence of the Anacost 
and the Potomac? 

Mr. Harrison. Yes; it would have to be 

Senator HoLLAnp. All right, sir, what ts your next point? 

Mr. Harrison. The next point is the District of Columbia inter 
in this matter. The control of traffie within the District of Columb 
is, of course, a Federal responsibility; at least, | assume so. W 
believe that, with reference to the outer, so-called circumferent 
highway, leadership is needed at this time. We believe that admi 
istrative action to actually conduct surveys, pinpoint and establis! 
locations is necessary now urgently. If those communities to whi 
this highway will travel and the Federal Government and the Stat 
governments will pay for the construction, in order to protect t! 
right-of-way and thereby save the expenditure of vast sums in 
future vears to buy that right-of-way 

Senator HoLLanp. You speak of the fact that both Federal a: 
State Governments would be paving for the construction Is thi 
what you envisage as the proper method? 

Mr HH ARRISON. | had knowledge of the operation of local rover! 
ments; and | know, if leadership is taken and a location determi 
which can be given status by the local planning agencies, that right- 
way will be protected and the right-of-way acquired without the « 
pense of the Federal Government, by their zoning commissions a! 


planning commissions in the creation of subdivisions. I donot conte! 
plate that, because this bill passes, the thing will be accomplish: 
overnight It will take vears to do it I have no doubt that if 
Federal Government assumes the leadership, passes the legislation 
route can be surveyed and established, and many dollars will be say 
by the local units which could be considered as a credit, because 


one would later have to buy them 

Senator HoLianp. I think that is a good suggestion. 

Now, to return to the addition to this program which the Distric' 
Columbia suggests— that is, fora bypass within the District, extend 
east of the Anacostia River and including the new bridge across 1! 
Potomac, south of the confluence of the Anacostia and the Potoma: 
what, in connection with that recommendation, is the plan fo! 
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furnishing of the funds for the construction work and for the rights- 
of-way? 

Mr. Harrison. At the present time the State of Maryland has 
provided funds for the Baltimore Parkway to a point north of Jessup. 
he Federal Government is providing funds for the Baltimore-Wash- 
ington Parkway from Jessup into the Anacostia Valley, contributing 
acilities for a connection from the so-called Kenilworth interchange 
ust north of the District line to the District line at Kenilworth Avenue 
Che District of Columbia has scheduled a program and has secured 

artial appropriation for the continuation of Kenilworth Avenue on : 
yntrolled-access basis south of the District line. 
That is, the District and the Federal Government 

Senator HoLLANb. Fifty-fifty? 

Mr. Harrison. Yes; we hope the bill will pass and make it possibl 
Then westward across the Anacostia River to connections with 
owhtown street systems. That leaves to be compl ted that section 
om East Capitol Street in the Anacostia Valley southward to the 
nity of Alexandria and across the river. This portion has not been 
rogramed in the near future 
senator HoLLAND You recommend that that particulat highw 

be extended roughly southwestward following the east bank of the 
Anacostia River or close thereto, down to the Potomac River. opposit 
and that a new bridge be construeted 


\lexandria, or to a point south, 
your suggestion with reference 


ross the Potomac River. What is 
to the meeting of the cost of that program? 

Mr. Harrison. Can | rephrase that just a little, because | 
believe | made myself clear 

Senator HoLLaNp. Yes 

Mr. Harrison. My thought was to make 
his outer circumferential route possible on a lin 

ned at this time. This portion around the eastern side 
Lin that plan so that then the Secretary of Commerce would 


uded 
ve authority to conduct surveys, establish locations, and to prevail 


pon the local planning units to give it status 
Hotutanp. | understood that, but my question 


the cons 


don't 


the accomplishment of 
which ean be dete 


must b 


senator 
ssed to the yt gang of rights-of way and 
from the East Capitol Bride site southwest 

side of the Anacostia River down to the 
across the Potomae That is quite al 


‘ 


to construction What is vour suggestion as to 


hwavs 
rw On the south and east 
‘otomac, and the bridge 
tensive addition 
the cost should be met? 
Harrison. At this time | have no suggestions. There is in 

by Representative Smith of Virginia 
two companion bills, which authorize 
District of Columbia to conduct 
to determine its 


iwress now a bill submitted 
d Senator Byrd of Virginia, 

direct the Commission of the 
idies of this connection to which we have referred, 
lative Importance as compared with other crossings over the Poto 
and also to establish a fair basis for the distribution of costs as 
tween the Federal Government, the Distriet of Columbia, and 
rginia. That study is being made now. We are employing a con 


tie 


ltant to do that 
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Senator Houtuanp. There is no thought in that legislation or in 
your recommendation of the Federal Government’s carrying the entir 
cost? 

Mr. Harrison. Not necessarily. Also, | don’t wish to leave th 
inference that I think the District of Columbia should do it. 

Senator HoLLANp. | think it would be equally unreasonable for the 
District of Columbia to have to carry it all. 

Mr. Harrison. I think it is of extreme importance that this rout 
be established and given status. 

Senator HoLuaNnp. All right, sir. 

Mr. Harrison. That is all I have to say. 

Senator HoLtLanp. Thank vou very much. 

Thank you very much, all of you 

That is all. The committee will rise. 

(Whereupon, at 4:20 D. M., the committee recessed to reconvene 2 
10 a. m. Wednesday, February 20, 1952.) 
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WEDNESDAY, FEBRUARY 20, 1952 


UNITED STATES SENATE, 
SUBCOMMITTEE ON Pustiic Roapbs oF THI 
COMMITTEE ON PuBLIcC Works, 
Washington, D ( 


The subcommittee met, pursuant to adjournment, at 10:10 a. m 


in room 412, Senate Office Building, Senator Spessard L. Holland 
chairman of the subcommittee) presiding. 

Present: Senators Holland presiding), Hennings, and Case 

\lso present: Senators Chavez, McClellan, and Stennis; Frank 
Burnett, committee clerk; Eloise Porter, assistant clerk, and Ells- 
worth W. Bassett, of the committee staff 

Senator HOLLAND. The committee will please come to order 

In the previous hearing the committee requested the NPA to 
present for the record a showing of handling of steel from foreign pro- 
ducers. Mr. John G. Alexander, general counsel for the National 
Production Authority, has furnished a letter under date of February 
19, 1952, addressed to the chairman of the subcommittee, on this 
subject, which I will now ask to have incorporated in the record. 

The letter referre as follows 


DEPARTMENT 
NATIONAL PRopt 


SENATOR HOLLANI ay 
of NPA and DPA coue 
vare, steel imported 
eration in the determination of 
location by DPA. Import 
rolled-material order; however 
under certain specifie circumstane 
ofar as production is concerned, directi t ti rulation 1 author 
of imported steel to permit an his production 
thorized production sechedul 
, 


ohn W L 1i¢ 


effect of 


his producti 
nd aluminum The 


teel in his produe LO vy supplement 


ho is using s 


procuring imported steel, a 
vithout increasing his demat * copper or a 


nstruction limitations, as the fesently appear, 


ise of foreign steel in eonstruetior ne who wishes 
it ar } oO use it however the quar 


truction may accept tity 
d against the allotme which he has received or charged agai 
which he may procure by wavy of self-authorization. Ho 


Clg! tee] ji being ad pted by NPA. it view of thet ont situatior 


ible for eonstruection and in order to make certai 
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possible. The formal provisions will appear in the revised construction regulati 

which are to be issued within a couple of weeks. Instructions have been given tha 
in the meantime and pending the issuance of the amendment, written applicatio 
requesting authority for the use of such steel will be considered. 

The proposed provision pertaining to the use of foreign steel which has bi 
rece ntly redrafted provides in substance as follows: 

a) If the owner of a construction project has received an authorized constr 
tion schedule and related allotment, he may use foreign or used steel in his c 
struction project in addition to the quantity of steel controlled material for wl 
he has received an allotment, provided he will not require delivery of a grea 
juantity of copper or aluminum controlled material than the quantity for wl 


he has received an allotment 


b) If the owner of a construction project has not received an authorized c 


struction schedule and related allotment, he mav nevertheless commence c 


struction, and he may use foreign and used steel in his construction project, | 


vided that 
|) He will not require delivery, for completion of the construction proj 
of a greater quantity of copper and aluminum controlled material, includ 
material required for the manufacture of Class A products to be used in 
project, than the limited quantities permitted by the over 


for the particular category of construct 


authorization to use or apply a DO rating for a 

ns Of metalworking or construction equipment; and that he will not 

quire authorization to use or apply a DO rating to procure delivery of build 
equipment or building materials (other than controlled materials), product 
lipment and production machinery in dollar amounts exceeding cert 
amounts whi are to be set forth in the proposed rewrite of 

over-all regulat 

Chere is no present intention to have any different treatment for foreign st 
given to bridge or highway construction over that given to the use of similar | 
terial for other constructio1 It is recognized that in many instances foreign st 
is not always suitable for construction, as 1t comes in shapes, sizes, measurem«¢ 
and dimensions differi from domestic steel Likewise, in instances, it has 


the same char: tics § lomestic steel and would not meet the specificat 
I 


reauirements 
Very 


? 


JoHn G. ALEXANDER, G al Counsel 


MIATION OF StTaTeE HIGHWAY OFFICIALS, 
Washington, D. C.. February 25, 1 

HOLLAND, 

( nmittee on Roads. 

ites Senate, Wash ngton, tI oe 
Dear SenatToR Houianpb: Last week, during the course of hearings 
conducted by vour committee on new Federal-aid legislation for highways 
John C. Alexander. general counsel for the National Production Authority 


a letter with your committee on the subject Imported Steel for Construct 
Senator Dennis Chavez was present at the time and inquired if anyone 
senting the American Association of State Highway Officials was present 
requested that this association review the letter above mentioned and advist 
committee as to its reactions and conclusions. 

Mr. Alexander’s letter of February 19 has been reviewed by Pres 
Tallamy and other officers of this association. The contents of the letter 
bit confusing in that there seems to be no restriction on the actual acquiri! 
imported steel by American users, but there appears to be a restriction o! 
use of steel so acquired. It would appear from the letter that NPA, throu 

arious regulations, would permit our State highway departments, throug! 
isual channels, to acquire foreign steel for highway construction, provided 
1. That the acquisition of such steel would not require a greater qua 
of copper or aluminum than may have already been allotted to the hig! 
departments. 
2. That such tonnages of foreign steel so acquired be charged agai 
allotment of steel previously made to the highway departments. 
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It would appear from Mr. Alexander’s letter that the contents are directed 
primarily toward building construction, but he infers in the last paragraph of the 
etter that the same philosophy would obtain with regard to highway constructio! 

It is believed that the above interpretation is not in accord with presently 
ffective rulings of NPA, in that there are now in existence certain orders, or 
emoranda, that authorize the acquisition of foreign steel, under certain con 
tions, which do not require that such tonnages be charged against current 
epartment allocations. 

Regarding the use of foreign steel by State highway departments and 
mntractors, it is pertinent to observe that it seems a bit ironie that respor 

State highway officials, charged by State law with the duties of constructiot 
iaintenance of the vast highway system that perform such an Important service 
present over-all production programs, should have to consider such a matter 
the use of foreign steel in our highway program, particularly sinee our country 
obably produces as much, or more, steel than all the rest of the world combined 

The use of foreign steel by the American highway engine and contractor 
esents some very grave problems: 

1. Cost On the present market at least, foreign steel, i be obtained, is 

iilable only at a substantial premium, in many instances being priced as much 

twice the cost of American steel With our highway dollar in its present 

flated condition, now buying only about half the 1940 highway mileage, it is a 

her severe price to pay a premium of 100 percent for foreign steel to carry o1 

highway program, thus further increasing costs 

2 Dimensions \ very difficult question in the use of foreign steel 

tually all of it is processed and rolled to the metric standard. This 
itically requires that all structures be redesigned on metrie dimensions to per 

the use of foreign steel. This in itself is no insignificant cost item, as well as 
inconvenience, and delaving factor 

3. Specifications.—Perhaps most serious of all factors is the problem of adapting 
reign steel to meet American standards and specifications for materials which 

ire quite rigid, and based on many years of experience. This is emphasized in 
two important categories as follows: 

a) American reinforced steel bars have for many years 
quired to be in a category described as deformed bars. These bar deformations 
ive been developed into rather rigid patterns and American practices and stand- 

ls require very definite types of deformation. Under foreign standards virtu- 

any type of “bump,” ‘bead,’ “pimple,” or irregular mark on the steel is 
sidered as a deformation. American standards in general will not accept such 
irkings as deformations Under these circumstances, essentially all of our 

‘ognized standards of design, and our specifications, would have to be severely 
\dified and changed to permit the use of the so-called deformed bar of foreign 

ifacture. 

Practically the entire output of foreign structural steel available on the 
erican market at this time is of a tvpe known as bessemer steel. We must 
mngly emphasize that the adopted standards of the American Association of 
te Highway Officials applicable to highway bridges, which means all bridges 

under the Federal aid program, and the recognized standards of the American 
tv for Testing Materials, both absolutely prohibit the use of acid-bessemer 
in bridge construction. It is obvious therefore that under these cireum- 
tanees foreign structural steel of the bessemer process cannot be used under 
esent American specifications, and its use could be permitted only after drastic 
lification of long proven American standards for materials 
We trust that the above observations will be of help to your committee. 
can be of further service, please feel free to ca 
tespectfully submitted for the officers and members of 
he American Association of State Highway Officials 


Haut H. Hare, Frecutive Secretary. 


been quite generally 


iL 


upon 1 


he executive committee 


Discussion off the record.) 
Senator Hotianp. The first witness shown for today is Paul B. 
einhold, president, American Road Builders’ Association and 
Gen. Eugene Reybold, executive vice president of that association. 
\fr. RernHoup. 
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STATEMENT OF PAUL B. REINHOLD, PRESIDENT, AMERICAN ROAD 
BUILDERS’ ASSOCIATION; AND LT. GEN. EUGENE REYBOLD 
EXECUTIVE VICE PRESIDENT, AMERICAN ROAD BUILDERS 
ASSOCIATION; ACCOMPANIED BY BURTON F. MILLER, AS 
SISTANT TO THE EXECUTIVE VICE PRESIDENT, AMERICAN 
ROAD BUILDERS’ ASSOCIATION 


Mr. Rernnouip. Mr. Chairman and gentlemen of the committe 
it is a great honor to wuppear before this committee and to set fort 
our Viewpoints regarding the highway situation. 

To me the necessity of bringing the highway conditions in ou 
country to your attention is quite similar to our ministers and preacl 
ers telling us every Sunday about the value of a religious life. Th 
Bible is factual It is the life blood of our people and our re publi 
Nevertheless, the ministry must constantly bring to our attentio: 
the fruits of a religious life 

The same philosophy applies to our highway conditions. We mus 
continuously bring ourselves up to date. 

Is there a man amongst us but who would agree the wonderfu 
progress of our Nation is due, in a great measure, to the building 
of our highway system. The linking of every corner of the country 
and every segment of society has created a transportation economy 
for which there is no par: alle lin the history of mankind. The questio: 
is ‘‘ Are we satisfied’? “Are we going to rest on our laurels’? Thi 
answer is emphatically ‘ pill In the United States we do not stand 
still—w » progress We are an aggressive people. We are constantly 
forging shes ad. The spirit of being dissatisfied with present conditions 
in practically every precept of life has made us a nation to be envi 
by all 

Such is our highway plight today. We are thoroughly dissatisfi 
with present conditions. A great deal of the trouble is of our ov 
making During World War II we permitted our highway system 1 
disintegrate to a shameful level. The result was inevitable. It 
now costing us $1}, billion per vear for patched work. Our highway 
suit of armor is pretty ragged. This maintenance money should hay 
been, ina great measure, spent for new roads 

Here we are again in another war condition. Gentlemen 
us not make the identical error twice in the treatment of the sam: 
problem. Today we are apparently only discussing the appropriati 
for the next several years. This highway problem is growing wors 
and worse day by day as the products of the automotive manufactur 
flow into our highway system much more rapidly than the obsol 
cars are being scrapped. Therefore, appropriations for then 
several years is only temporizing with this serious problem. Wh: 
action you take has a dynamic eee with the prosperity a 
economy of the country from the big cities to the small hamlets and t 
so-called crossroads. Therefore, we firmly believe that your co! 
mittee should go further than simply considering the level 
propriations for the immediate future and develop a very construct 
comprehensive highway program for a period of 10 vears. 

In order to bring our highway system up to 1952 traffic need 
would doubtless require over $3 billion per vear for 10 vears. 1 wo 
not wish to predict what the traffic demand might be in 1962. “Tor 
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we have 52 million vehicles registered. Even considering those 
vehicles which are scrapped, we are still placing an average in excess 
of 3 million new vehicles on the highways each vear. In other words, 
f this average is maintained, we would have an additional traffic 
burden in excess of 30 million new vehicles within the next 10 vears 
\s mentioned previously our total vehicle registration is 52 million. 

There is another very important matter which should not be over 
ooked. It has to do with the part highways play in national defense 
\o one Can predict when we Will De called upon to evacuate large seg 


nents of our population in the cities, especially in the industrial com 
nunities If and when an enemy strikes, no one can predict where 
that blow will hit. We must prepare ourselves for that emergene 


The building of highways for national protection is just as valuabl 
ind important as arms and munitions 

Gentlemen of this committee, we feel confident you will, after due 
leliberation, bring forth a solution to this problem which is vexing the 
eople from Maine to California and Washington to Florida 

| thank vou for the privilege of appearing before vou and I am ce 
tain you will have a keen interest in the remarks to be made by Gen 
ral Revbold. Thank you very much, Mr. Chairman. 

Senator HoLLANb. The next witness is Lt. Gen. Eugene Revbold, 
executive vice president of the American Road Builders’ Association 

General Reybold. 

General Reysoup. Thank vou for the privilege, Mr. Chairman. 

| have a written statement I would like to present. In presenting 
the views of our association, | would like to say at the very start that 
the question of bringing our Federal-aid systems up to the standards 
required for present-day highway traffic presents a problem of tre 
mendous proportions 

Even those of us who are closely allied with highway development 
find it increasingly difficult to comprehend fully the revolutionary 
changes that are taking place in highway transportation. Estimates 
and forecasts made by experts only a few vears ago are now ove! 
shadowed by actual figures. In spite of continuing efforts toward 
education and law enforcement, highway fatalities continue to increass 
at an appalling rate. ‘The situation is indeed alarming and it may not 
be out of order to say that we are at least within the twilight zone of a 
risis as regards congestion and safety on our roads and streets. It 

a fundamental fact that highway development has not kept pace 
with the rapid expansion of the motor vehicle and its use. After a 
thorough study of the many factors involved in todav’s highway 
equation, the inescapable conclusion is reached that the problem in 

final analvsis resolves itself to a question of adequate financing 
However, before discussing that problem it would perhaps be well to 
int out the magnitude of our highway plant and some of the im- 
pelling reasons for increasing present levels of development 

Let's take a look at today’s highway needs with reference to those 

stems to which the Federal Government is contributing—namely, 
prunary, secondary, and urban These three Federal-aid Svstems, 
vhich constitute the backbone of the Nation’s highway transporta- 

nm plant, involve a total of about 664,000 miles of highways. Of this 
total, 219,000 miles are on the rural primary ; 429,000 miles are on the 
secondary; and 16,000 miles on the urban system. By direction of 
the Congress, there has recently been established within the primary 
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and urban mileages a limited system of top importance"totaling 37,8\ 
miles. This system is officially designated as the national system’ 
interstate highways. 

It is significant to note that while the primary system embra: 
only 8 percent of the total rural mileage in the Unite .d States, it nevi 
theless serves approximately 60 percent of the total rural vehicle mil 
of travel. The vital importance of the Federal-aid highway syste: 
is brought more sharply into focus when we realize that the combin 
primary and secondary systems comprise only 20 percent of the N 
tion’s rural road mileage but serve approximately 80 percent of tot 
vehicle-miles of rural travel. 

Mr. Chairman, I bring those points out to show the mileages select: 
within the primary and secondary systems appear to have been ve 
well chosen. Ample testimony has been presented to this committ 
establishing — relative importance of the Federal network of hig! 
ways to the Nation’s economy and defense, and I am sure the con 
mittee is fully cognizant of these established facts. 

At the same time, it is somewhat difficult to grasp the tremendous 
rehabilitation program confronting us if these vital highway svsten 
are to function with safety, convenience, and efficiency. There for 
at the risk of being repetitious, I would like to review briefly the cu 
rent status of the Federal-aid highway systems. Recent studies mad: 
by the American Association of Highway Officials disclose that cos! 
wise, and as of December 31, 1951, deficiencies on the Federal-aid 
systems amount to the staggering total of over $32 billion. Such 
studies further disclose that the deficiencies are somewhat equally 
distributed over the three Federal systems. For example, percentage- 
wise, the following mileages are in need of major improvement: P1 
mary, 68 percent; secondary, 62 percent; urban, 67 percent. It is 
thus apparent that on an average only about one-third of the tota 
mileage comprising the Federal-aid systems is “a vast of the requir 
ments of present-day traffic. This means that 435,000 miles are 
need of improvement. 

I would suggest that you now turn to chart 1, which shows by 
States and as a whole in the column on the right of the page tli 
accumulated Federal highway needs, as of December 1951. 

Chart 1 shows it in mileages and chart 2 shows it in dollars. 
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General Reysoup. As alarming as these deficiencies mav be, 
fade into insignificance when we endeavor to measure the prog 
being made in correcting them. According to studies made joi 
by the Bureau of Public Roads and the Ame rican Association of S 
Highway Officials, the current level of development represents 
than half of the required volume of work. In short, we should 
improving about 43,000 miles of road per vear if we are to make 
sonable progress in catching up on the existing backlog. At the ¢ 
rent level of operations, less than half of this necessary rehabilita 
work is actually being accomplished. 


[t Is bee OMe i reasll oly oby LOUS that tremendous economic Los 


will be sustained and many thousands of human lives wasted 
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the present rate of highway improvement is substantially accelerated. 
(gain, national defense efforts ma become jeopardized because of the 
ever-increasing deficiencies of our highway plant. 

The importance of adequate highway transportation to national! 
lefense is clearly demonstrated in recent studies made by the American 
Koad Builders’ Association in cooperation with two major industrial 
establishments. These plants are engaged in the production of vital 
war machines. One, the General Motors Corp. plant in Cleveland 
Ohio, is engaged in the production of the Walker Bulldog tank. Our 
nvestigations have disclosed the startling fact that over 2,000 sup 
pliers, scattered all over the nation, provide materials and parts lo! 
the Walker tank. From California come control mechanisms and 
valves; from Vermont, machine tools and machinery; from Oklahoma 
special oils, at cetera. The most significant revelation of our studie 
established the fact that nearly SO percent of these parts and materials 

rive at the assembly plant by motor truck Also, the vast MaApOrity 

he workers in this plant travel to and from the factory via highway 
insportation 

ven more impressive are our studies involving the transportation 

materials and component parts going mto the construction of the 
new USAF B-61 Matador pilotless bomber. This modern weapon of 
war, being constructed by the Glenn L. Martin Co. of Baltimore, Md 
lraws on the resources of 3,500 suppliers located all over the United 
States and, based on individual components, more than 90 percent 

the parts and materials going into its construction arrive at the 
Martin plant over highways 

Senator Case. Pardon me, General Revbold. Is that tonnage 
rv dollar-wise? 

General Reysoip. Those are individual component parts Pha 

Xt sentence Mav answer vour question 

Based on weight and again on volume, 66° percent of incoming 
reight arrives by truck 

That brings up exhibit 3, which is this colored pamphlet here 
shows graphically or diagrammatically the studies that we 
with reference to the manufacture of those pieces of war matériel 

Exhibit 3 is on file with the subcommittee 
In further substantiation of the essentialitv of highways to th 
tional defense, 1 would like to quote a recent statement made by 
Gen. Frank A. Heileman, Chief of the Army Transportation 
In response to an inquiry from the American Road Buildes 
Hation, General Heileman said 
Transportation Corps has always recog 
he most vital and at the same time one ot 
The extent of highway facilities and 
bearing on the state of national preparednes 
ther exemplifving the importance of highways to defense produ 
on, | would also like to quote from a statement of the Hon. Dennis 
( havez. chairman of the senate Publhie Works Committee senator 
Chavez said 
led 


grarae a an integral part of 


need for accurate timing, the slight 
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The rapid expansion of the Nation’s economy dictates the necessi 
of stepping up the present rate of highway de ‘velopme nt.-~Tt is ax: 
matic that as the Nation’s economy expands there is a patallel grow 
of highway transportation. In fact, 1t may be said that econon 
expansion, to a large degree, is dependent upon adequate highway 
transportation facilities. 

Since the beginning of World War II, the number of motor vehic! 
using our highways has increased from 35 million to 52 million. B 
this increase of 17 million vehicles only partially tells the sto 
During this period highway use has grown by leaps and bounds a: 
motor-vehicle travel in 1951 approached 500 billion vehicle-mil 
This represents an increase of approximately 50 percent as compar 
with the pre-Pearl Harbor level. 

We come to charts 4, 5, and 6. You will see chart 4 shows 1! 
rapid growth of vehicle registration. Chart 5 shows the truck re¢ 
tration along with ton-mileage freight deevlopment. An astound) 
heure 
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Senator Casi General Rey bold, are these your own figures or a 
they prepared by some recognized statistical bureau? 

General ReyBotp. We prepare them from statistical data secur 
from verious sources such as the National Safety Council, Bureau o! 
Public Roads, American Association of State Highway Officials 


so forth 


Senator Cx Who is responsible for Automobile Facts and I 


B 9 
ires 


Mr. Mitter. My name is Burton F. Miller 

General ReyBoup. Mr. Miller is my principal assistant 

Mr. Minter. The data is from Automobile Facts and Figures 
prepared by the Automobile Manufacturers Association. 

Senator Casst. Do you know where they vet their figures? Do th 
make a canvass of the several State registration bureaus for the reg 
trations? I suppose they do Do they? 

Mir. Minter. Yes, they do that. They call on all available source: 
of such information including the State motor vehicle departmet! 

Senator Case. What about ton-mileage? How would those figt 
be compiled? Are those estimates or are there some accurate meth: 
of determining the figures on which this chart is based? 
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Mr. Mitier. I am not sure bow the Automobile Manufacturers 
Association arrive at thei figures regarding ton-mileages, Senator 

we generally accepted in our industry as being accurate. Our 
1 whole, have been checked very carefully with estimates 
Suveau of Public Roads, Ameriean Asso- 


They ¢ 
recognized official 


figures, as i 
made by the United States 
elation of State Highway 
sources of highway data 
Senator Case. Commissioner MacDonald agrees, 
general thesis that our highway construction lags behind the increased 


ise of highways and the increased demand on them, but it seems to 
been giving here are stronger than 


Officials’ and other 


1 think, with the 


have 


the figures you 
at least a suggestion that there is a $32 


me that 
anvthing that he has said, 
billion lag in our deficiencies on the Kederal-aid system IS a stronge! 
figure than anything I recall his saying. 

Senator, that figure was taken from the study made 


Mr. MiLuer. , 
bv the American Association of State Highway Officials and has been 
That same figure has been 


presented to this committee previously 
ery carefully checked, as | understand, by the United States Bureau 


{ Public Roads through application of the sufficiency rating and the 
Senator Cast When you come to these charts in which you go 
seems to me it is important 


into these various phases of the increase, it seems t 
to know whether or not these figures are self-serving figures or whether 


wo conclusions are quite comparable 


have endeavored on each 
With revard to the accu- 
is the American 


they are objective. 

Mr. Miiuer. Yes, sir. Senator, we 
chart to give the source of information 
mulated deficiencies, the source of information 


\ssociation of State Highway Officials 

With regard to motor-vehicle registrations 
hese data were taken from a publication known as Automobile Facts 
and Figures, published by the Automobile Manufacturers Association 
based largely on information from the several States, the Bureau of 


and the ton-mileage 


with the 


Public Roads and other official sources 
; Senator, too, 
figures 


General Reysoup. I think it was checked 
Commerce. They have some very good 


Department of . 
But we will gladly look into that and give you the source of all those 
more 


Senator (¢ would like to know, il you can supply 
It would support vour 


specific information on the source of them 
irgument if they are objective figures. It would put the committe 
na stronger position if we attempted to quote them on the floor 

Mr. Minter. Mr. Chairman, most of this information has been 
placed before your committee previously in one form or 
These figures do not represent any original data or research on the 
part of American Road Builders’ Association. It is reliable informa- 

on we have taken from various sources and endeavored to summarize 


rures 
‘ask. | 


another 


n order to present as clear a picture as possible in charts and by other 


means 
The information referred to is as follows 
SouRCES OF INFORMATION SUPPORTING DA’ 


\TEMENT OF 
BUILDERS’ ASSOCIATION 


LI 
Practically all statistics used by the American Road Buil 
above caption presentation were taken from three sou 
United States Department of Commerce 
National Safetv Counce 


rces 


Public Road 
of State Highway 


tior Officials; (3 


VE246 2 oO 
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Figures relating to existing deficiencies on the Federal Aid systems, amountin 
to approximately $32 billion, were taken from a study made by the America 
Association of State Highway Officials under date of December 31, 1951. Est 
mates of deficiencies were made by each of the 48 State highway department 
based on exhaustive engineering studies and field surveys. The results of the: 
individual studies were then compiled at the national level and published | 
the American Association of State Highway Officials. The findings of the Ame 
can Association of State Highway Officials were also compared with independe: 
nvestigations made by the Bureau of Public Roads and the results of these tw 
studies are surprisingly comparable. Further information regarding the estimat: 
deficiencies on the Federal-aid systems may be found on page 24 of the stateme: 
of Thomas H. MacDonald, Commissioner of Public Roads, presented to t 
Subcommittee on Roads, Senate Committee on Public Works, on February 6 
1952. In part, Commissioner MacDonald said: 

‘‘A tremendous backlog of highway needs has been accumulating. As of toda 
nearly two-thirds of all Federal-aid system mileage is below tolerable standard 
of adequacy and should have early improvement. This estimate is from individua 
reports by each State, compiled by the American Association of State Highwa 
Officials. Verification of the extent of such needs is being obtained by a highwa 
sufficiency rating plan which the Bureau and the State highway departments a: 
currently putting into effect. Under this rating system the structural conditio: 
afety, and service of each section of a route are rated numerically on the basis of 
field inspection and a comparison with design standards. Sections which cor 
stitute a fullv adequate transportation facility are rated 100. Deficiencies 
condition, safetv, or service serve to reduce the rating of the particular section « 


which they exist 
Statistics regarding motor vehicle registrations, vehicle-miles and ton-mil 
are based on data published by the Bureau of Public Roads. Motor vehi 


registrations are positive figures based on reports by appropriate authorities 
the 48 States. Statistics pertaining to vehicle-miles and ton-miles are estimat: 


bv the Bureau of Public Roads These estimates are based on such factors : 
gasoline consumption, average weights of trucks, both loaded and unload 
registrations and other related factors The mechanics of such estimating 
more clearly defined in volume 25, No. 12, of Public Roads, published bv 
Bureau of Publie Roads 

Highway fatality figures are taken from Accident Facts, published by 
National Safetv Council, 425 North Michigan Avenue, Chicago, III 

The National Safety Council is a nonprofit, cooperative organization, whic 

ading the war on accidents under the banner of the Green Cross for Safety 
provides services to meet the needs of industrial concerns, insurance compa! 
associations, traffic, home or farm safety organizations, Government departme: 

hools and individuals. The National Safety Council gives as the source of 


nformation on total traffic deaths the National Office of Vital Statistics ir 
Publie Health Service of the Federal Security Agency. Statistics of the Natio 
Safety Council are accepted as highly reliable and are in general use by | 
the Government and business 

Senator HoLuanp. All right, General 

General Reysouip. A sad corollary of the tremendous growth 
motor vehicle use is the corresponding increase in motor vehu 
accidents. In 1951, highway fatalities reached the shocking total o 
37,500—a national disgrace. The mounting casualties of the Kor 
conflict are of grave national concern. Combat losses during Wor 
War II will leave a scar on the memories of American families 
generations to come. Yet, by comparison, it is significant to not 
that highway fatalities since the beginning of World War IT approx 
mate the combined combat fatalities of World War IT and the Korea: 
conflict. Since Pearl Harbor, 320,000 Americans have lost their liv: 
at the battlefront in defense of their country. During the same period 
306,000 lives have been lost due to highway accidents—many of 
them needlessly. 

Chart 7 shows something about that, if you wish to take a look at 
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Senator Cask. General Reybold, have you made any study LO 
determine the place where these highway accidents occur? 

General Rreysoip. We haven't but you will notice this chart is 
prepared from information furnished by the National Safety Council 
They are the authority on that class of information and they get out 
volumes of it. They do an excellent job. They keep our associa- 
tion informed of all of their bulletins and the data coming from them 
is excellent 

While we have made no specific study to isolate the cases, I am 
quite convinced that through the State highway departments and the 
cities and other officials, together with this council, they can give 
vou all the information that you might desire about that, Senator, 
and we would be very glad to contact them for vou. 

Senator Case. I am quite interested in determining, if possible, 
whether there is unusual or abnormally high rate of accidents imme- 
diately adjacent to cities. 

General Reyroup. If you will wait a minute, I have several 
examples that will show what has been done in that respect. 

Senator HoLianp. I would like to ask a question. In preparing 
vour charts 4 and 7, chart 4 shows the increase in motor-vehicle 
registration. You will notice how rapidly the registrations have gone 
up from 1948 to the present time. Chart 7 shows the incidence of 
motor-vehicle deaths on highways. I wonder if the two sets of 
figures have been compared to see whether or not the number of 
deaths has mounted faster than the increase of motor vehicles on the 
highways. 

It would appear to me, just looking at the charts, that probably 
the number of deaths on highways has kept pretty close pace with 
the mounting number of vehicles on the highways. 
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General ReyBoup. That is a very pertinent question. What you 
are saying is the greater number of exposures, the greater the numbe: 
of killings. 

Senator HoLtitanp. We are interested in total deaths, but we ar 
also interested in whether or not the rate of accidents, fatalities on 
the — ays, has gone up faster or slower or at the same rate as thi 
increase in highway use, the iacrease in motor-vehicle registration 

Of course, the increase in motor-vehicle registration is not a direct 
measure of the highway use. You have another chart on that, but | 
am looking now solely at the motor-vehicle registration. It would 
appear to me that the two things oe on the highways, and in 
crease in motor-vehicle registration—have kept pre ttv close pace wit! 
each othe! | wondered if you made a study on that 

General ReyBouip. We have some typical cases, Senator, here in out 
presentation that will bring that point out. It is a very pertinent 
es 

By telephone vesterday we made some investigations of the fatalities 
on the Pennsylvania Turnpike, which didn’t have a very good record 

tart, but now it has reduced its fatality rate with even a mucel 


reater numbet of cars operating on that highway 


MOTOR VEHICLE DEATH RATES 
VEHICLE MILES-REGISTERED VEHICLES) 
1941-195! 


DEATHS PER 100000000) 
LVEHICLE MILES Th de 
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YEARS 


SOURCE — NATIONAL SAFETY COUNCIL rs pa ~”s«PREPARED BY ARGA 
Senator HoLLanb. That would be interesting, but that would pri 
marily bear upon the relative degree of safety that the traveling publi 
has on limited-access highways as compared to general highways 
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But what lam talking about is the presentation of a chart, if vou don’t 
have one, or the comparison of the figures, if vou do not care to prepare 
a chart, that would contrast the rate of accidents and the rate of deaths 
on the highways with, first, motor-vehicle registration and, second 
with motor-vehicle mileage on the highways, because | have been of 
the impression that, with all the efforts that we have had going forward 
toward safety on the highways, we must have made some progress 
lam rather inclined to think that you will find that we have made som 
progress that the rate of accidents and deaths will both be moving 


1 1 1 
ipward more SlOWL\ than the rate of Increase OF use 


ncrease of numerical vehicles 

Would it be too burdensome for your stall to pro pal 
parison? 

General ReysBoup. We would be delighted to do that 

Senator HOLLAND. | think that would be very useful to this com- 
nittee and | would appreciate it if vou would have that done 

General ReyBoup. Surely 

Senator Case. Looking at charts 4 and 7, it would appear that the 
urve, the diagonal line, on chart 4, dealing with motor-vehicle regis 
tration, goes up more rapidly between 1946 and 1950 than the ratio 
of the columnar diagram on chart 7, which deals with fatalities in 
thousands So it would appear that the rate of fatalities in ratio to 
motor-vehicle registrations ts somewhat smaller 

Senator HoLLanp. The period of time covered is not exactly iden 
tical in each case. Your chart 7 covers only the vears 1949, 1950, and 
195] As Senator Case has correctly stated, the graph in chart 4 
shows more clearly the tremendous increase in motor-vehicle registra 
tion beginning with about 1945, 1946, vears prior to the vears shown 
n your chart 7, and gives some showing, but not very strong showing 
on the vears 1949, 1950, and 1951 

There is only a very small part of vour curve devoted to those 5 
vears, Whereas vour entire chart 7 is devoted to all the vears 

General Reysoup. Dilferent scales hay distort the pieture If you 
want to make a comparison, vou have to get them on the same scale 

Sentor HoLiaNnp. That is correct. 

Senator Case. The thing that is most apparent on chart 7 is the 
variation in motor-vehicle deaths in the several months of the vear 
| presume that can be due to two things. One is that climati 
conditions affect the hazards of driving. They also affect the rate of 
driving, so that if we were to get the full picture there, we ought to 

now, if it is possible, the fluctuations of car use in these same months 

General Reysoup. | think that reflects itself, or vou would naturally 
hink so. That is the tourist season where the greatest 

Senator Cass. But is the accident rate greater in proportion to the 
number of cars on the road at that time than it is at other times of 
the vear? 

General Reyroup. | think we can develop a chart on that 

Senator HoLtLaNnpb. Not only the maximum tourist travel is in the 
months where the largest number of accidents occur, but naturally, 
the maximum transportation of agricultural products would be u 
those months. In the winter months there is only a relatively small 
part of the agricultural production in the United States moving by 

uck, from the remotest south areas, whereas, when vou get into the 
summer and fall, the whole Nation is moving its perishable and other 
commodities by truck in very great proportions 
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Senator Case. October is apparently the highest accident rate 
which is also the month that there are more automobiles moving t 
and from football games. There are apparently many accidents 
involved in people going to and from football games. 

Mr. Miiuer. Another factor which contributes to seasonal peaks is 
the lesser number of daylight hours. As the days grow shorter an 
vou have more hours of dark driving, the rate goes up, and that j 
combined with the increased traffic. We will endeavor to show all o 
that in detail m the chart. 

Senator McCrievuan. More accidents occur at night than in th 
daytime? 

Mr. Miuuer. Yes, sir. The ratio is much higher. 

Senator HoLtuanp. That is true, but in chart 7 it shows the month 
in which there are the largest amount of night and smallest amoun 
of daytime are the months of minimum accidents and deaths. Thos: 
are January, February, March, and April. 
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CHART 11.—The number of deaths occurring on the highways reached a peak for the year 1951 in Octolx 
This occurred despite a descending trend in the daily number of vehicle-miles driven. ‘The chart shows t! 
it is much safer to drive in daylight than at night on our present system of highways. As an examp 
there were 3,780 deaths in October, the peak month, with a total daily vehicle mileage of 725,000,000 
August, the peak driving month with 840,000,000 daily vehicle-miles driven, 3,500 were killed, 280 less t! 
in October, despite 115,000,000 more daily vehicle-miles driven. Daylight hours in August amounted 
13N, and 11 in October. According to the National Safety Council, fatal accidents occur three times 4 
often at night as they do in the daytime 


Mr. Mixer. Yes, sir. That is due to the tremendous decrease 
volume of traffic during that period. The exposure ratio is great!) 
reduced. 

Senator Cass. If we are going to tackle the problem of safety, we 
ought to get, as clearly as possible in mind, the things that con 
tribute to accidents. Design has something to do with that. I se: 
you are going to say something about design. I am interested in that 


My reason for bringing up the question is because one of the amend- 
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ments that has been suggested for the bill by me has to do with the 
possible elimination of some of the congestion in and immediately 
idjacent to cities of over 20,000. I may be wrong in my premise 
If 1 am, I would like to have that demonstrated, but, if I am correct 
n my premise, that a disproportionate amount of accidents occur in 
rT adjacent to cities where traffic is converging, then that point | 
would like to have supported by what evidence there is. I don’t 
vant to make the evidence. [| want to find out what the true cause is 
far as we can. 

Senator HoLLAND. Senator McClellan, do you have some questions? 

Senator McCue ian. | just came in, Mr. Chairman. I have been 
n another committee meeting. 

General Reysoup. Traffic accidents can and must be reduced. 
Properly designed and constructed highways would bring about a 
material reduction of highway accidents. Of course, there must also 
be improvements in traffic enforcement and education. There is 
much to be done in these fields. However, removing highway 
hazards offers a solution which provides positive results of a most 
tangible nature. A few typical examples will illustrate this point 
The construction of urban expressways is cutting fatality rates by 
more than 50 ) percent. United States Route 1, from New York to 
New Haven, which is a four-lane highway had a fatality rate of 11.2 
per hundred million vehicle miles. This stretch of road was recon- 
structed. Hazards were eliminated and advantage taken of modern 
engineering design. The new safety-engineered highway showed 
fatality rate of only 3.5 which represents a remarkable improvement. 
California’s average fatality rate is about 14 per hundred million 
vehicle miles. In sharp contrast with this State average is the acci- 
dent experience on the modern Arroyo Seco Parkway which has a 
fatality rate of only 3.5. 

Safety sbould be a major consideration in determining highway 
development. Experience has shown unmistakably that proper de- 
sign features can bring about unbelievable reductions in accidents by 
eliminating the basis causes. Recent studies demonstrate the value 
of built-in safety. These studies show that the rate of accident 
occurrence per million vehicle miles on three-lane roads is more than 
three times the rate on divided highways. I think the States have 
quit building three-lane highways. 

Senator McCLe.ian. Why is that true? 

General Reyso.p. People weaving in and out. 

Senator McC.Le..ian. That is not the fault of the road itself. It 
is the fault of the driver. To tell me there should be more accidents 
on & narrower road than on a wider road 

General Reysoip. You are using the center lane for passing in 
both directions. 

Senator McCLe.ian. Why is it not advantageous to have people 
do that, than to pass on a double road? 

General Rreyroup. Statistics show that. 

Senator McCLe.van. The fault is in the driver. 

Senator HoLLANb. The comparison is between three- and four-lane 
highways. It is a divided highway. 

Senator McCLeLtian. You are not making that comparison as 
against a two-lane highway, or what might be called a one-lane 
highway. 
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General Rreysoup. I recall up in New York when those first thre: 
lane highways were constructed—and they were good roads—ac« 
dents started to go up to beat the band. 

Senator HoLLANp. You are comparing those three-lane highway: 
with divided highways. 

General ReyBoip. Yes. 

Senator Case. Last week the four principal officials of OPS in my 
State were seriéusly injured and put out of commission for 2 month 
when their car was demolished while passing on a three-lane highway 
when it pulled out and smashed into a truck. The middle lane belong 
to trafic going both ways 

General Reysnoup. That is right 

There are some statistics here that will be of interest to you. TT! 
rate on four-lane undivided highways is nearly four times the divided 
highway rate. US 1, between Washington and Baltimore serves as 
a good example. This four-lane undivided highway, connecting two 
of the principal cities in the United States, has a shameful accident 
rate. The national fatality ratio in 1951 was 7.7 per hundred million 
vehicle-miles and the average for the State of Marvland as a whole is 
the same gut the Washington-Baltimore Boulevard had an accident 
ratio in 1950 of 17.7 and preliminary estimates for 1951 show an equa! 
if not greater ratio. Fortunately, it is now being replaced by a moder! 
four-lane divided highway. But, there still remain too many of thes 
death traps now in daily use 

The divided highway has an even more clear-cut advantage over 
other multilane highways in that it practically eliminates head-on 
collisions which are the most deadly kind of accidents. 

The following specific examples are highly significant: One of the 
main trunk lines in New Jersey was converted from a four-lane ui 
divided highway to a four-lane divided highway. An analysis 
traffic accidents on this stretch of highway shows that the chang 
resulted in a 40-percent reduction in total accidents and an 83-percent 
reduction in fatal accidents. 

Senator HoLLaNnb. In other words, you eliminate head-on collisions 

General Reyrorp. That is right. 

Similar studies in the Detroit area are even more impressive. Us 
112, for example, parallels the Detroit industrial expressway fro1 
Wyoming Avenue in Detroit to the Washtenaw County line. Thi 
two carry much the same kind of traffic. Yet, accident studies o1 
this section of US 112 show an accident rate of 6.3 per million vehic! 
miles, or seven times the expressway’s rate of 0.9. Similarly, t! 
surface drives paralleling the Davison Expressway in Detroit roll 
accidents at the rate of 17.8 per million vehicle-miles. The rate « 
the depressed Davison Expressway is one accident per million vehic! 
miles or one-eighteenth of the rate on the paralleling surface street: 

Grade crossings, both highway and railroad, constitute a mos 
serious hazard on busy thoroughfares. Not only do accidents | 
up at such hazardous locations but the severity of such accidents 
extremely high. The economic loss at grade crossings from accide! 
and traffic delavs reaches astronomical proportions, It is obvious t! 
the separation of opposing streams of traffic at grade entirely eli 
nates one of the deadliest hazards existing on our highways. 

[ am bringing these facts out to show that, if we are going to bu 
safety into our highways, it is going to cost a lot of money. 
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Experience has clearly shown that sound engineering in highway 
design, construction, and operation, plus unremitting effort in support 
of a balanced safety program, can bring about a great reduction in 
traffic accidents. 

Still another factor pointing to the need for increased financing is 
he present-day value of the construction dollar. ‘Today’s hig wr ay 
dollar can only buy approximately 48 cents of construction compared 
to the highway dollar of 1940.) In other words, at today’s costs it 
will take approximately twice as many dollars to complete a given 
mileage of comparable design as it would in 1940 

Senator McCLe_can. Have revenues over 1940 increased suf 
ficiently to make up that deficit of 57 percent? In other words, ther 
has been an increase in road-construction revenues since 1940 OTH rally 
ull over the country. That increase in revenues will not make up in 
road construction the loss in cost of construction, will it? 

General Reysoup. No, sir. [think this chart will show something 
about that 

Senator MeCLettan. What I am pointing out, meseibin R Cg: In- 
creased revenues today, vou cannot, with the revenues available, build 
as many miles of road today as you could in 1940 with less revenue 
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General Reysoup. That is right. 

Senator HoLtuanp. On that point, the committee requested t! 
preparation of a chart showing the increase in revenues for road co: 
struction in recent vears, and I assume that chart is being prepare: 
That will give us that information to supplement this chart 8 whic! 
the witness has reached, which shows the fluctuations of Federal-a 
expenditures alone. 

Senator Case. Aren’t we in an anomalous position, as far as tl 
Federal Government is concerned, on this question of revenues? \M 
understanding has always been that the Bureau of Public Roads no 
merely looks with disfavor, but penalizes to a certain extent, Stat: 
which divert revenues which are raised from motor-vehicle traffic 

Senator HoLuanp. The Hayden-Cartwright Act, passed by th 
Congress, SO provides. 

Senator Case. But the Federal Government itself is now collecti 
money in gasoline taxes, and diverts it. They go into the Gener: 
Treasury and we make no pretense of appropriating to highwa 
purposes the money which is raised by the Federal gasoline tax 

Senator HoLuanp. Of course, that is correct. 

Senator Case. But we penalize the States. 

Senator HoLLANb. Perhaps consistency is too much to expect evi 
of Congress. 

General ReysBovp. Here is a chart on that, as long as you brought 
it up, but we didn’t want to bring it up. 

Senator Hottanp. Do you wish to offer this chart. How is 
shown? 

Senator Case. It is a graph, Mr. Chairman, which compares Fe« 
eral automotive taxes collected and Federal-aid expenditures. 

Mr. Chairman, I would like to see it in the record, if we are 
to put in any graphs. 

Senator HoLLanp. I would, too. How will we identify this cha 
What number will you show on this chart? 

General Reysoup. It will be identified as chart 12. 

Senator HoLLanp. Without objection, the chart will be filed 
the question of including various charts will be passed upon by 
committee later. 

Senator Case. Mr. Chairman, since it is before us now, I woul 
like to call attention to the fact that in 1936 our expenditures 0 
Federal expenditures for highways exceeded $300,000,000 accord: 

this graph. In 1949, 1950, and 1951, they are approximate], 
hundred million more. They are at about $425,000,000. In 1936 t! 
Federal-aid expenditure for highways was about equal to the revenw 
received. You will note the high point reached in 1936 in expen 
tures is practically identical with the high point of excise-tax colli 
tions in 1937. But excise-tax collections on highways users have go! 
up from that point to over $1'5 billion in 1951, whereas the expen 
tures are at the $425,000,000 mark. 

Mr. Chairman, that is a point that I was thinking about the oth: 
day, that we carry something of a burden in reporting highway leg 
lation this year, which asked for an appropriation of money. But ¢! 
Congress can very well bring before the country the fact that Fede: 
aid expe ‘nditures for highways have not = arly kept pace with th 
decreasing purchasing power of the dollar, but they have fallen ey 
down to approximately a third of the collections placed upon highway 
users. 
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Senator HoLLANnp. Of course, that is correct, vet this chart does 
not—I call your attention to that fact— show the full picture, because, 
in addition to Federal-aid expenditures, there are defense-highway 
expenditures, national parks, national forests, and other expenditures 
which should be added to the curve of highway expenditures to show 
the whole picture. There isn’t any condition imposed by the Hayden- 
Cartwright law to the effect that the States have to spend all their 
revenue on Federal-aid highways. The only provision is that they 
spend their money on highway construction in their various States. 

To apply the same rule to the Federal Government would give us 
the right to see added the amounts of Federal funds that have been 
spent on other highway needs which the Federal Government recog- 
nizes above and beyond the Federal-aid system. ‘To make the com- 
parison complete, I think that those expenditures should also be 
ncorporated in the total. They won’t change the picture too much. 
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General Reysoip. We can very readily modify the curve to sho 
that picture 

Senator Cass. I think we ought to have that. 

General Reysoup. | think it is desirable, too. 

Senator Cass. But the amounts of parks and Indian roads ai 
forest roads is relatively small compared with the expenditures fo 
primary and secondary and regular Federal aid. 

General Reypoip. We can show that. 

Senator HoLtanp. When you add the defense highways expen 
tures it will add somewhere between $59.000,000 and $75,000 OO! 
That is my guess as to what was spent in recent years. 

All right, proceed 

General Reysoup. Highway deficiencies are mounting day by day 
[t seems clear that in order to make satisfactory progress in correctin 
these deficiencies, an orderly and realistic approach to the probler 
must be initiated now. This means, in simple terms, that an annual 
rate of improvement must be established which wil bring about th 
correction of these deficiencies within a practical period. Just what 
constitutes a practical period is, of course, open to argument. How 
ever, it is obvious that a Federal-aid program based on $400 million 
annually, and it is my understanding that that $400 million is th 
administration proposal, of Feder: al uid funds together with an equal 
amount of matching funds from the States will not even scratch thi 
surface. Such a program would make available a total of $800 million 
annually for the improvement of the Federal-aid primary, secondary 
and urban systems At this rate, and based on an estimated cost 
in excess of $32 billion, it would take 40 years to correct the existing 
deficiencies. Rising this 40-year period reoccurring deficiencies di 
to wear and tear, obsolescence and changing traffie patterns would 
continue to outstrip the rate of development. Stated simply, at thi 
end of the 40-year period we would be worse off by far than we are 
tod: Ly. 

[t is therefore concluded that if the FederaMGovernment is to con 
tinue its role of leadership and its responsibility for the adequat 
development of the Nation’s major highways, Federal participation 
in this effort must be appreciably increased. In view of the ma 
impelling reasons for accelerating the rate of development of 


Federal-aid systems, it would appear reasonable to think in terms of 
a 10-vear program. A 10-year program to correct existing di 
ficiencies would require an annual outlay of some $3,000,000,000 
The adoption and vigorous prosecution of such a program woul 
constitute a reasonable and re alistic approach in overcoming th 


tremendous backlog of existing deficiencies. 

Senator Hottanp. You mean $3 billion would be the total cost o 
each year’s program during 10 years on the Federal-aid systems? 

General Reyroup. Yes, sir. That would mean under matching 
terms a billion and a half by the Federal Government and a billio 
and a half by the States, to provide a $3 billion program. 

Senator HoLLaNpb. All right, sir. 

Senator Case. In other words, if we were appropriating Federa 
wise the equivalent of the excise taxes leveled upon highway users 
shown in the peak of the graph, which we were discussing, of about a 
billion and a half, it would enable the Federal Government to pr 
vide its eee. on a 50-50 matching basis, for the $3 billion progra: 
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which in 10 years would accomplish the wiping out of the deficiencies 
estimated in excess of $30 billion. 

General Reysoup. Yes, sir. 

| would like to make myself clear that that $32 billion comes from 
estimates made by the very best authority in the country; that is, the 
\merican Association of State Highway Officials and reviewed, as I 
inderstand it, by the Bureau of Public Roads. There is no better 
authority than that. But that $32 billion is merely to correct defi- 

encies as they exist tod: ay and in any pe riod like 10 years, additional 
leficiencies will accumulate. That is just good common sense 

Senator Case. Additional demands will accumulate 

General Reysoup. Yes, si 

So you would have something greater than $32 billion to 
system fixed and in good operating condition. 

The question is frequently asked, “Can we afford such a tremendous 
outlay of public funds?” A better question would be, Can we afford 
to continue the tremendous economic waste and loss of lives resulting 
from a depleted and wholly insufficient highway transportation system ? 

During the course of hearings on the If adaral- Aad Highway Act of 
1950, the American Road Builders’ Association strongly supported 
provisions in the then pending legislation for Federal financial assist- 
ance for the completion of the Inter-American Highway. It is grat 
fying to note that the legislation how under consideration contains 
authorizations for the completion of this highway. We strongly en- 
dorse this proposal, | rut would like to suggest for your consideration a 
revision of the Inter-American provisions in such a manner as to 
provide for an earlier completion of this work In view of world 
onditions it would appear advisable that proposed restrictions limiting 
the application of Federal funds to $8 million annually be lifted and 
the entire $56 million be made available without limitation as to time 

ch a revision would provide the desired degree of flexibilits Lo 
permit an accelerated rate of improvement in line with the ability of 
the participting countries to carry the program forward 
By way or summary | would like to itemize the following conclusions 
1. Current deficiencies on the Federal-aid system (primary, second 
ary, and urban) indicate the imperative need for the rehabilitation of 
approximately two-thirds of the total mileage involving an estimated 
ost of approximately $32 billion. 

2. Present rate of improvement of Federal-aid systems is 
wholly inadequate and represents only 50 percent of the required rate 

3. An adequate highway transportation system is a vital adjunct 
o national defense. Highways have become an integral part of the 
Nation’s defense assembly line and most defense plants are de ‘pendent 
ipon highway transportation for efficient and economic _ ration. 

1. Highway use has outstripped highway development by alarming 
proportions. Today, the number of trucks is almost double that of 
\0 years ago and ton-miles have increased over 300 percent. 

5. Motor-vehicle registrations continue to climb. Since the begin- 
ning of World War II, the number of motor vehicles has increased 
from 35 million to today’s unpredictable total of approximately 52 
million. 

6. Fatalities on our highways continue at an accelerated rate. 
Motor-vehicle deaths during the calendar year of 1951 reached the 
appalling total of 37,500. Safety should be a major consideration in 
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highway development. Properly designed and constructed highway 
would bring about very large, and in some cases phenomenal, redu 
tions in accidents by eliminating the basic causes. 

The highway dollar continues to shrink. The ratio betwe 
highway expenditures and miles of improvement is steadily worsenin; 
a red with 1940 the highway dollar today is worth only 43 cent 

There are many inpelling reasons for accelerating the ese 
rate of highw ay development. The tremendous backlog of deficienc 
on the Federal-aid systems indicates the necessity of setting up 
specific plan for the corrections of these deficiencies within a reasonab 
period. In view of the urgency of the situation, a 10-vear prograi 
appears to constitute a reasonable period. This would require 
annual outlay of funds in the neighborhood of $3 billion to catch 
on the present backlog of deficiencies. 

Based upon the foregoing, the American Road Builders’ Associati: 
re 7 ‘tfully submits ies following recommendations: 

That Federal aid for highway construction be continued for t| 
sion al years 1954 and 1955 at an amount at least equal to the provisi 
in S. 2437 with regard to the Federal-aid primary, secondary, a 
urban systems and that an additional authorization of at least $21 
million annually be included to expedite the improvement of th 
national system of interstate highways. 

That the Congress authorize and direct an investigation relatii 
to sha feasibility and practicability of establishing a specific plan 
fixed dure ation, preferably 10 years, for the correction of defic lene 
on the Federal-aid systems and for the further deve lopment of su 
systems. Such plan to give due consideration to economic benefit 
appropriate aspects of national defense, and the improvement o 
highway safety. 

3. That the results of such investigation together with reco 
mendations for the accelerated development of the Federal-aid syst 
be presented to the Congress at the earliest possible date. 

That is the end of my statement, Mr. Chairman. 

Senator Hottanp. Thank you, General. 

I note that the organization of State highway officials has prepa: 
two charts, which the committee asked for in earlier hearings — t\ 
compilations of figures. I think it would be well to introduce th: 
into the record at this time. I suggest that they be placed approp: 
ately with reference to the testimony of the persons who were request 
by the committee to pli we them im the record. 

The first of them is the list showing the estimates of revenue « 
tributed for highway and street purposes by Federal, State, and lo 
governments in the continental United States from 1945 to 19° 
which excludes the procee ds of his ehwa bond issues. 

The second compilation shows the estimates of expenditures 
highway and street purposes by Federal, State, and local governm: 
in the continental United States, 1945 to 1950, which excludes | 
ceeds of highway bond issues 

The first list covers revenue contributed and the second list coy 
expenditures. 

l ask that they be incorporated in the record. 

The documents referred to are shown on pp. 86 to 122.) 

Senator a inp. All right, gentlemen, thank you. 

Senator Case. There is one question I should like to ask the gene: 
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Senator Hotianp. All right. 

Senator Case. General Re vbold, vou had charge of a tremendous 
construction program during World War IT. You were then Chief 
of Engineers. You are familiar, if anvone would be, with the import- 
ance of construction directly connected with the national defense 
| reeall when vou made the presentation, for instance, for the Man- 
hattan district project along with other vast expenditures in the 
program from 1940 on through 1945, or for fiscal 1946. Based on that 
experience, | want to ask vou a question. It may be that this question 
is unfair and you will think that you may not want to answer it 
But vou have suggested in here the relationship between the building 
of highwavs and national defense. You have also made a recom 
mendation that not merely should we pass a bill which would authorize 
the provisions of S. 2487, the bill introduced by the chairman, but 
ou have also suggested that we recommend an additional $200 
million for prosecuting the work on the interstate svstem. 

The budget proposals are embodied in the bill known as H. R. 6094 
The difference in the authorizations between the budget bill and the 
bill introduced by the chairman, 8. 2437, are these: The 2-vear 
authorizations for H. R. 6094 would total $930 million. The author 
izations of 8S. 2487 would total $1,416,000,000. That would roughly 
come to a difference of about $500 million for 2 vears or $250 million 
approximately per vear. 

If you add to that $250-million-per-vear difference between the 
budget and the proposals of S. 2437, the $200 million that vou suggest 
for interstate highways, you will have a fiseal requirement there of 
about $450 million. 

Based on your intimate knowledge and understanding of expendi- 
tures for the national defense and knowing the demands that are now 
being made upon the Congress for money for prosecuting that, the 
budget estimate this vear is $52 billion, or some such figure, do you 
believe, in the light of your experience in World War IT and in your 
knowledge of the country’s fiscal picture, that we would be warranted 
in saying that we could in wisdom spend the additional $450 million 
on the highway program and te ake it from the military defense program 
or, if not, where would we get it? 

General Reysoutp. | am glad you asked that question. I consider 
t to be the responsibility and fully the prerogative of Congress to find 
the necessary funds. If I, in my experiences in testifying in the past 
indicated the slightest that I was the watchdog of the Treasury, your 
colleagues jumped down my neck. I think it is purely the preroga- 

ve of Congress. It must be. It has the taxing authority. It is 
the appropriating authority. The best we can do, as an association 
or as representing the Federal Government as it used to be, is to place 
before the Congress the picture as we see it, and Congress must judge 
from the evidence given as to where to go from there when it comes to 
the appropriation of funds. 

Senator Case. That may be an aswer, but it doesn’t draw upon the 
judgine ‘nt which vou must necessarily have by reason of vour past 

xperience in the positions you held as to the relative importance of 
iwo different avenues for spending a given amount of money. 

General Reyroup. Of course, Senator, nothing should interfere 
with funds supplied to our national defense. That is the No. 1 effort 
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Senator Case. You wouldn't choose, then, between appropriati 
money that is necessary for the building of this new pilotless type 
bomber at the Martin plant and the building of highways to serve 
You brought up that illustration in your statement. 

General Reyspoup. Yes; that is correct. I think the bombers must 
be built if that is the decision of the defense authorities. They mu 
be built. ; 

Senator Case. If Congress doesn’t find the additional money, Vv 
wouldn’t take it from the national defense necessarily to build t} 
highways? 

General Reysoitp. That is a very difficult question. What 
national defense? What are defe mane highways? 

[ might make this statement: that, if the Federal and local gover 
ments will build and maintain an adequate highway system for 
Nation’s general welfare and for its economy, it will then serve t] 
national defense. 

Let’s assume that we had a perfect highway system for our econon 
and our general welfare and we did require space on that system fo: 
the movement of troops and supplies in the interest of nationa 
defense. That is merely a question of traffic control. There may bi 
some instances of clearances and bridge capac ities that in the desig 
f highways should be coordinated with the Federal Government to 
see that their biggest weapons of war, as projected, can pass throug! 
tunnels and that the bridge will hold them. But fundamentally 
our highway system is adequate for our general welfare end th 
economy that is deve ele in this country and continues to deve 
[ maintain they will then serve the national defense 

Senator Case. I don’t think anyone would quarrel with the 
that there are certainly definite values in highways for defense in 
project ion of matériel, for instance, as you have described A differ 
defense requirement would exist if we anticipated an invasion of t 
country or anticipated heavy troop movements, just as you havi 
iain described. But Congress is confronted with the problem whic! 
General Marshall used to call “localitis,” in which he would get 
request from the theater commander for something because he thoug! 
the war was going to be won or lost in his particular theater 

You come before us now and present very eloquently and forcefu 
the needs of highways and the possible contributions of highways 
the national defense and then someone comes to the Congress at 
presents, in language that you would appreciate, having been Chief 
Engineers, the import ince of completing certain waterways or 
completing certain dams that will produce hydroelectric pow 
There again, we get a plea for more money than the Congress appr 
priated last year, perhaps for projects of that sort, because there 
shortage of power. Power is necessary for defense activities. The 
will make the same kind of an argument that you make here. 

Then we get the military coming before us and the military sa) 
“Well, this is a No. 1 project. Here we have to put some mone. 
this spot in the world or the Reds will run over this country.” 

It is a difficult problem to evaluate the relative claims of t! 
different theaters of action or of the different types of activity. | 
was rather hoping that maybe, with your experience on both sides of 
the fence, we could get some definite type answer. 
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General Reysoup. Well, I can only answer that in its most broad 
terms, Senator, and that is that nothing should interfere with the 
defense of this country against invasion. ‘That is your No. 1 problem. 
| will grant you that vou legislators have a very, very difficult problem 
in appropriating funds under necessary emergency conditions as we 
have today. Our whole effort, as I tried to say, is one of placing 
before you a situation as we see it. My opening remarks indicated 
that the problem was of tremendous importance and tremendous pro- 
portions, both in mileage and in the necessary funds to place our 
highways in good order and condition and maintain them in good order 
and condition. It is a serious situation. 

Senator HoLtanp. Now, General, I appreciate your testimony. — It 
has been very helpful. I also apprec late the testimony of f the State 
highway officials group, but it seems to me that both of you have 
approached one part of this program quite unrealistically, in that 
both of vou have proposed the addition of a material amount of added 
appropriations to be devoted wholly to the interstate svstem, to be 
added to the normal amounts or abnormal, whichever you regard 
them, which would go under the established distribution policy to the 
primary, secondary and urban systems. 

soth of vou have testified very strongly that vou think emphasis 
should be laid on the imterstate svstem, with which IL agree. T think, 
to be realistic and to be meaningful, it would have been much better 

» have suggested either a permanent or temporary change in the 
program of distributing moneys authorized for the various Federal 
agencies than any added — that vou put on for the interstate 
system. That, of course must be distributed, although vou do not 


suggest how, between the primary and urban systems or those portions 
of same which are on the interstate system. 


| think it is unrealistic to expect the Congress to authorize S00 
nillion m vour case. SLO million in the case of the State people 

The real problem this committee and Congress will have to face is 
how, with the appropriating of less money than either of vour very 
fine groups have testified—authorizing of less money—we can still 
speed the construction of the interstate highway svstem, not by adding 
additional funds, but by making some sort of special place in. the 
picture for mileage on the interstate system because of the complete 
necessity for speeding the work on that svstem 

It seems to me that is the crux of the problem that this committ: 
will have to face. There hasn’t been much that has been helpful i 

either vour presentation or that of the State highway saduaiiaiien 
ne would be at all helpful to us in that field, because in both in- 
stances vou propose that the interstate highway system be given 
special attention, but that be done by adding to the sum that is 
provided by this bill an additional 200 million. 

Have vou any suggestion as to anv changed method in distribution 
of a smaller amount which might be authorized, which would give 
emphasis to the early completion of the interstate system? 

General Reysoup, No, sir. I have no evidence at all to offer 
that respect. 

Senator HoLtaAnp. The committee would greatly appreciate some 
help because that will be the practical question which this committee 
is confronted with. I believe every member of this committee 
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although I cannot speak but for one of them—believes that the int. 
state system is more important than other mileage. It has to 
speeded. But I think it is completely unrealistic to expect the Co 
gress to pass a bill which allows a hundred million more for the norn 
needs for the three portions of the Federal-aid system and then a 
an additional 200 million to be ve ated for the interstate svstem 

[ ask the witnesses for the State highway officials to say what th: 
Aas mepe would be if they couldn’ t get that extra money. They wou 
prefer to let the distribution stay as it is, which would mean 
giving of preferment at all to the interstate system. I do not beli 
that the Congress can afford to take that position. It is so obvio 
that the interstate highway system is so vastly more important 
the Nation having to do with the defense and normal traffic nee 
than any other mileage 

General ReyBoup. | agree with what vou say. As I understa: 
the national interstate system is the very cream and top priority 
the entire system. If that be the case, of course you should proc 
with that top priority. It just couldn’ t be any other way if the thi 
is set up properly, and I assume it is 

Senator HoLtutaNnp. There isn’t anything in this bill suggesting a1 
fixed percentage of authorization for the primary or urban aid systen 
to be employed upon the interstate system, much less any chang: 
the method of distribution between the three systems. Ther 
nothing at all that would guarantee to the country that the interstat 
system would be speeded or that such might result from the ena 
ment of this law, without additional provisions. The interstate sys 
tem could well be neglected entirely. 

Senator Case. Mr. Chairman, you used the word ‘realistic.”’ 
think you are correct in saying that it is realistic to say that Cong! 
could find it difficult to add to the authorizations here proposed so: 
new money for the benefit of the interstate system. But I am not 
far away from the membership in the House of Representatives thi: 
I can forget the rather realistic experience there where Member: 
Congress who come from districts which have a large rural populat 
are continually being reminded by their constituents that thev vot 
money to repair harbors in Greece, or to build highways in Africa 
to build roads in England or France, or pay taxes for materials tal 
there to improve them, and yet the roads that connect the cow 
seats in their home districts are in the same condition that they w 
15 years ago, on which improvements and construction have | 
repeatedly deferred. I think the realistic appraisal of the situat 
in Congress also compels us to recognize that it would be very diffi 
for the House of Representatives to approve a program which v 
lessen the money applied to the improvement of the secondary 
system. 

Senator Hottanp. That probably is exactly true, but vet ar 
going to wait until actual all-out war comes before we do the sens 
thing? When that came before, construction on secondary aid syst: 
was virtually stopped and the money was put where it had to be | 
for serving the defense needs of the country. It seems to me that | 
gress under a limited war situation has to move teward putting ! 
things first. 

Senator Case. The very deferment of the improvement o1 
secondary system by reason of placing the emphasis on def 
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trictly defense roads, in World War II, increased the deficieney and 
built up the pressure i mands. I know one State where to meet that, 
or In an attempt to meet that, the State highway commission an- 
nounced a program of picking up some of those long-deferred projects 
ind then a military installation came along and the heavy traffic 
there called for a larger application of funds. The State highway 
ommission and the Governor found themselves in a great deal 
ouble when they attempted to take money from an advertised 
program of meeting these deferred demands on se ‘ondary systems an d 
aking the money away from them for another period of time in order 
to build a road where the demand was created largely by militar 
trafliec. 
lam not arguing the merits of it one Way or the other, but I do think 
that a realistic look at the congressional situation has to take 
count the fact that there are many Members of the House of 
presentatives who will find it very difficult in this vear to modify 
proposal for doing something on the secondary road system, 
Senator Hotuanp. Of course, most of the counties in my State ar 
ral and I have been up exactly against that situation which you 
ture, Vel here we have a situation under which the budet MesSSHve 
calls attention to the fact that we have to speed construction on the 
interstate system. The witnesses before us today say that. The 
tate highway commissioners say that. Yet they come forward only 
with proposals for the loading of the authorization far beyond any 
figure that I think the Congress will agree to. So it seems to me the 
committee has a real problem there. 
It may be that the proper thing would be to give consideration to 
require ment at a fixed percentage, a rather large percentage ol t hie 
unde allocated to primary aid, to urban aid, must be used on the 
state system. [donot know. Iwas hoping that these witness« 
wen have something more hopeful and helpful than the mere sug 
stion that an additional large load on an already difficult: budget 
added. 
Senator Casr. Mr. Chairman, in eye at the table which the 
taff prepared in comparing the proposals of the different bills, the 
ilget_ proposal for Federal-aid primary was 200 million, The bill 
us, S. 2437, is 270 million. The Federal-aid secondary of thi 
lvet was 100 million. The Federal-aid secondary of S. 2437 
ISO million, 
As a former governor, you 1 probably recognize better than the rest 
us that where the State puts up its matching funds, it faces a great 
deal of demand that that matching be on roads which seem of interest 
to the people of the State rather than the interstate system. If we 
‘going to place emphasis upon the interstate svstem, it would seem 
to me it would almost be necessary to sav that we would go back to 
75-25 percent of matching, or something of that sort, in order t 
au cain that emphasis, because you cannot expect the average 
tate enthusiastically to take money which it raises by its nondiverted 
f funds and use them to match Federal money and put that money on 
erstate roads. We may have to change the formula for interstate 
ichwa avs just to get the e aan isis you seek. 
Senator HoLLANb. The budget does change the formula for the three 
established systems, as vou know, 
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Senator Case. There is that proposal, but I do not know whether j 
would have the total effect that you have in mind or not. 

Senator HoLLanp. It is a substantial change isn’t it? 

Well, thank vou very much, General. 

General Reysroip. Thank vou, Mr. Chairman. 

Senator Houiitanp. Mr. Dean Z. Haddick and Mr. M. Ward 
Foreman of the National Association of County Officials. 

Which of vou gentlemen will testify first? 


STATEMENTS OF DEAN Z. HADDICK, EXECUTIVE DIRECTOR, AND 
M. WARD FOREMAN, PRESIDENT, NATIONAL ASSOCIATION OF 
COUNTY OFFICIALS, ACCOMPANIED BY KEITH L. SEEGMILLER 
SECRETARY-TREASURER, NATIONAL ASSOCIATION OF COUNTY 
OFFICIALS 


Mr. Happick. Mr. Chairman, the National Association of Count 
Officials appreciates the opportunity of being able to give a statement 
to this hearing on the Federal Aid Highway <Act 

lam Dean Z. Haddick, of Moline, Hl., and L appear here as executiv: 
director of the National Association of County Officials. This is a 
Nation-wide organization with members and affiliated organizations 
n each of the 48 States. Our principal highway interest, of course, is 
n the secondary and feeder roads for which the counties have larg 
re sponsibility in most ol the states 

! was quite pleasantly surprised and grateful when Senator Casi 
here brought up the question about the people in the rural areas 
Their roads have been deferred for vears and years and for one excusi 
or another and it has gotten to the position now where they ai 
demanding some action on our farm-to-market roads and our roads 
to the county courthouse 

Senator HoLtanp. You mean they put that ahead of the defen 
ls of the Nation? 

Mr. Happiex. | think vou will find—and I will bear it out in ¢] 
tatement—that we feel it is an integral part of the defense need 
It all ties together 

Senator HOLLAND. Al] right Proceed 

Mr. Happick. In several conferences and committee meetings full 
epresentative of all of the Nation’s 3,050 counties, we have give! 
mature consideration during the past vear to the increasing burde1 
upon our secondary and rural roads, the extensive deficiencies in then 
and the effort required to bring them to a state of reasonable adequacy 
for the increasing burdens upon them. On the principal and most vita! 
question before this committee we are of one mind. More and not Jes 
funds should be made available for highway purposes. 

Our estimate of the needs of the secondary and rural highways 
reflected in a resolution adopted by our organization to the effect tha 
$500 million of- Federal aid each vear on a 50-50 matching basis wou 
be necessary to bring and keep these highways reasonably apace of thi 
country’s economic development. This is more than three times th: 
amount presently authorized and about four times the amount called 
for in H. R. 6094 which seems to have the approval of the Budg 
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We in the counties first became substantially interested in the 
Federal highway program in 1944. The Federal Aid Act of that vear 
provided that $150 million of Federal funds should be made available 
for secondary and feeder roads. The objective was to get our rural 
people out of the mud which bogged down our farmers on the way to 
market, delayed our school busses or kept them off the roads altogethet 
and curtailed mail and other deliveries. The funds then authorized 
were frankly characterized in Congress as only a start toward the 
objective, and experience has proved that characterization to be 
correct. 

The $150 million each year authorized for secondary and feeder 
roads have made possible a very fine start. It has permitted us to 
get out of some of the worst mudholes for which we are very happy 
although we never really got out of the mud entirely. We are now in 
the position of one who, having just emerged from a mudhole, finds 
himself slipping back into it. We are rapidly losing all the ground 
we gained during our initial participation in the Federal-aid program. 

Other witnesses before this committee have shown forceab lv with 
full statistical support that our backlog of highway deficiencies result- 
ing from World War II has never been overcome, and that our auto- 
motive transportation is increasing at such a rate that we are losing 
still more ground so that, relatively speaking, the Nation’s highway 
system is becoming progressively less adequate to sustain essential 
highway transportation. We are well aware of these situations and 
wish to add our voice in support of them without any restatement of 
the supporting data. We are keenly conscious, also, of the essentiality 
of our highway in the country’s defense effort. W ithout tr ansporta- 
tion of everything from food and workers to finished weapons of war, 
our defense effort fails and without our very extensive use of the motor 
vehicle, our transportation system would break down entirely. 

These things we mention and endorse whether as self-evident or as 
fully established by other testimony given this committee. On our 
own behalf, we wish to make the point, however, that these proposi- 
tions apply to secondary and feeder roads as well as to primary and 
interstate highways. We are here, first, to urge that more, not less, 
funds be made available for all highways; and, second, that there be 
no discrimination against the secondar Vv system 

We recognize that the secondary and feeder routes, for which we 
have direct responsibility, depend largely for their usefulness upon the 
primary highways. Much of the traffic originating or terminating on 
secondary or rural roads travel part of its course over primary or inter- 
state routes. It follows that the converse is true. A substantial 
portion of the main-line traffic has its origin or destination at a point 
on a secondary or rural highway. Studies have shown, IL believe, 
that this is true of at least 20 percent of the traffie on the primary 
system. 

Senator Case. Mr. Chairman, may | interrupt? 

Senator HOLLAND. Yes. 

Senator Case. That is a point which your statement puts very well, 
but 1 would like to dwell on it just a minute. 

Much of the testimony before the committee has pointed out that 
the primary roads carry a very high percent of the total amount of the 
traffic of the country. 1 think they figure that on the basis of ton- 
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miles, but you point out that a substantial portion of the main lin 
traffic has its origin or destination on a point on a secondary or rura 
road. 

In talking with the Commissioner of Public Roads, he has point: 
out one of the factors in increasing the cost of secondary roads is tha 
the bridges on secondary roads how have to be designed to carry tl 
same type of load that goes on a primary system. Would you agri 
to that? 

Mr. Happtck. That is true. That is very true. 

Senator Case. That way you have large trucks carrying livesto: 
or gasoline tanks going to stations off the main system, it becom 
necessary that the bridges, at least, carry the same weight of a tru: 

that the main highway does. 
Mr. Happtck. That is right 

‘Take the cost of constructing many of our secondary roads and vo 
will find that it is almost as high as on the primary system becaus 
of that fact. They have to be built and engineered to handle that 
type of traffic. 

Senator Case. And your point here is that even though you cai 
say that the primary system carries 80 percent of the rural traffic, o1 
whatever the firure might be. a great deal of that trafhie would | 
beyond the main highway, woul a not be on the main highway, eve 
if it doesn’t start from a secondary highway. 

Mr. Happick. It begins and ends some place. Certainly they u 
the main highways, but they either start or end on the seconda 
system. 

The outstanding characteristic of automotive transportation is th 
fact that it can go anywhere. A vehicle which was loaded ye —agaohat 
at some busy urban center hundreds of miles away delivers its ¢ 
today at a narrow street in a residential district or at the door of 
farmer on a rural road. While this has given great impetus to tra 
and productivity, it has also greatly accelerated our mutual inte 
dependence. For many purposes, such as administration and stand 
ard and design we may properly deal with the Nation’s highways 
if they were divided into several systems, but in relation to the gen 
business and economy of the country, they comprise but one vas 
system, each part of which is an essential integral part of the who 

These remarks are directed to the point of view, currently advan 
from responsible sources, that the secondary and rural roads are not 
essential to the defense effort and may, therefore, be put aside as a 
semiluxury during the er sent emergency period. Such argument has 
been advanced in favor f providing more funds end scarce materials 
to the primary and interstate system at the expense of the second 
system. The point falls of its own weight and if it were valid it co 
et ae the solution in large measure to the present serious ov 
burdening of our primary highway. ‘Twenty percent of the tral! 
on the primary routes is of rural origin or destination, so-called 
essential to the defense effort. If that could be taken off the ma 
lines, the burden on them would be reduced by 20 percent ard 
unbalance between facilities and usage would he largely overcon 
Possibly that is the result envisioned by exponents of this point 
view. If we can starve the secondary and rural roads the amount 
main-line traffic to and from the secondaries would necessarily diminish 
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and solve the problem of the primaries by decreasing the traffic upon 
them. 

But whether or not that is the point aimed at that will be the result 
of any substantial advantage given to the primary or interstate system 
at the expense of our secondary and rural roads. H. R. 6094, appar- 

ntly having Budget Bureau approval, provides for such unfair dis- 
rimination against the secondary system. It would provide $400 
nillior of Federal funds annually as against $500 million authorized 
by existing law, a total reduction of 20 percent. However, it would 
<duce the amount for the primary system only from $225 million to 
$200 million, a cut of about 11 percent. The urban system would be 
educed from $125 million to $100 million, a cut of 20 percent. But 
the secondary system would be cut from $150 million under present 
ww to $100 million or 33% pereent. We believe discrimination of this 
character cannot be justified op any sound theory of maintaini g our 
highways in effective balance in the interests of national defense. 

On the other hand, S. 2437 and H. R. 6180 adhere to the established 
formula. These bills would authorize an increase of 20 percent in 
the entire Federal contribution and would distribute the increase 
evenly percentagewise among the three systems—primary, urban, 
and secondary. Under these bills, the respective increases would be: 
primary from $225 million to $270 million, urban from $125 million 
to $150 million, and secondary from $150 million to $180 million. 
The National Association of County Officials specifically endorses 
both of these bills because they meet the two requirements of major 
concern to us. They would provide more, not less, funds for high- 
ways which, we believe, is essential to prevent disastrous collapse of 
the highway svstem. But in this respect, it is to be observed that 
the increase of 20 percent over the initial authorization for the second- 
ary system in 1944 scarcely offsets the rise in prices since that time 
and it was generally recognized in 1944 that the authorization then 
made was only a start to get us out of the mud. Under 8. 2437 and 
H. R. 6180, therefore, we would fare no better than holding our own 
with the 1944 start. Secondly, these bills would continue the exist- 
ing distribution formula as among the various systems. We oppose 
any proposal such as that contained in H. R. 6094 that would both 
reduce the total amount of Federal aid and adjust the distribution 
to the disadvantage of the secondary system. 

There is a vast responsibility for secondary and rural roads. They 

mbrace a total of about 2% million miles. Of this total a ve ry small 
part is on the Federal secondary system and thereby designated for 
iid under the Federal-Aid Highway Acts. Under the terms of the 
Federal law, they form a system of principal secondary and feeder 
oads. That system now includes less than one-quarter million miles 
of the total, leaving about 2% million miles as the responsibility 
almost entirely of local governments. The States assume control 
for only a very small part. The counties have responsibility for the 
major portion of it. Even with the Federal aid of the last few years, 
the task of keeping this vast mileage reasonably usable has been a 
maximum drain upon our resources. I believe that the counties 

enerally will not be able to compensate for any reduction in Federal 
aid, 

The bills now pending before congressional committees, that is, 
H. R. 6094, H. R. 6180 and S. 2437, all provide for a transfer of funds 
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which has been found through experience very unsatisfactory 
the counties. The provision is that 

not more than 25 percent of the amount apportioned to any State in any ye 
for expenditure on the Federal-aid highway system or on the Federal-aid seco: 
ary highway system, respectively, may be transferred from the Federal-a 
highway system for expenditure on the Federal-aid secondary highway syst« 
or from the Federal-aid secondary highway system for expenditure on the Feder 
aid highway system when such transfer is requested and certified as being in t 
public interest by the State highway department and is approved by the Secreta: 
of Commerce 

Our experience has shown a tendency for transfers under a provisio: 
of this character to be one-way transfers. Such authority has bee: 
exercised almost entirely to transfer funds from the secondary to t} 
primary system. There will be increased tendency in that directio 
during the present emergency. The State highway department 
most of the States will certainly construe the “public interest” to b 
in favor of primary as against secondary highway improvement during 
the emergency period. | have noted above the tendency to emphasiz: 
that the primary routes are essential to national defense while th 
secondary routes serve only a relatively unimportant civilian purpos 
and in time of emergency may safely be neglected. The counties, of 
course, have nothing to say as to whether funds under this provision of 
the law will be transferred and the State highway departments in 
most of the States do not have direct responsibility for the secondary 
system. We think that a situation of this character is inherently bad 
for the counties, bound to create a very strong tendency to discriminate 
against the secondary system. 

Senator HoLtanp. Thank you, sir. 

Mr. Foreman, do you wish to testify? 

Mr. Foreman. I do not have a written statement. I am probate 
judge of my county and chairman of the board of county commissioners 
in charge of all road construction. I am from St. Clair County, Ala 

I am also president of the National Association of County Officials 
I have charge of all the secondary roads, being chairman, and we hay: 
built a considerable number of miles in my county. We are building 
those secondary roads to a standard that is equal to the State highway 
roads. We have found in my county that a lot of the heavy trucks 
that travel United States Highway No. 11 between Birmingham and 
Gadsden are now using one of those secondary roads from a certain 
point to another point, coming over No. 11. We have other secondary 
roads being used the same way. The point | want to make is that 
those secondary roads when they are built up to the standards that 
we have to build them, which they should be built to, where this 
money is used, are being used to great advantage even to the defens 
plants in our area there. There were miles and miles of travel saved 
by the people by using those secondary roads. 

Mr. Haddick mentioned in his remarks about the highway depar 
ment taking out 25 percent. He says that some do that. Alabama 
has never failed to do it. That is the first thing they do. The high 
way department takes out 25 percent of the secondary money. Wi 
never have had it. We don’t expect to get it as long as the law stays 
the way it is. 

This other House bill cuts us down to 334 percent and another 
percent on that. You might as well eliminate it and do away with 
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the county’s part on the secondary system if you are going to cut if 
down that much, 

Senator Case. But you are not advocating that—that we elimi- 
nate it? 

Mr. Foreman. No, sir. But a little is better than nothing. Why 
cut it down at a time ra this when the demand for roads now is greater 
than it has ever been, both primary and secondary roads? . our 
State the primary system has been neglected. We just voted « 
million bond issue December 11 last for primary and secondary. 

| hope that this committee will stand on the bill that they have and 
not let some administration bill come in reducing it down to the low 
amount they propose to reduce it to. 

Senator Case. When you say an administration bill, what do vou 
mean? 

Mr. Foreman. | have understood that House Bill 6094—-maybe | 
am mistaken-——was an administration bill. 

Senator HoLLAND. That bill hasn’t been introduced in the Senate 
and isn’t before this committee. 

Mr. Foreman. | knew you didn’t have it, but I understood it is 
in the form of a bill. Has it been introduced in the House? 

Senator HOLLAND. Yes. 

Senator Caspr. The suggestion has been made here bv the re pre- 
sentative of the Budget Bureau which conforms to the House bill, 1] 
believe. What vou are saying is you do not want us to accept the 
recommendations of the Budget Bureau as embraced in the so-called 
administration bill introduced in the House. 

Mr. Foreman. That is right. 

That is all. 

Senator HonLtanp. Would either of you witnesses have any state- 
ment to make with reference to the interstate system, as to any pre- 
ferment to be given that svstem? 

Mr. Foreman. | don’t know how you would manage the appropri- 
ation on interstate roads, but it seems to me that this money for the 
primary system that goes to each State, the State should work out 
those connecting links on the interstate roads. 

Senator HoLttanp. You think the funds that go to the primary sys- 
tem should be concentrated on the completion of the interstate 
system? 

Mr. Foreman. That is right. The State highway department 
ought to work that out. 

Senator HoLtLtaNnb. And vou think, likewise, the urban system funds 
going to a State ought to be used preferentially on completing the 
interstate svstem—that portion of the mileage of the interstate sys- 
tem that is on the urban aid system? 

Mr. Foreman. | don’t know that von can use some of that because 
vou have to get through those places 

Senator HoLLANb. You understand that the interstate system is 
taken entirely off the primary aid system and the urban aid system. 
It is selected mileage over those two systems. You have just stated 
that vou thought the appropriations for the primary aid work ought 
to be given preferential application to the mileage on the primary aid 
system that is in the interstate svstem. Deosn’t that same policy 
apply with reference to the urban system? 

Mr. Foreman. Probably it would. 
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Senator HoLianp. In other words, you recognize the preferenti: 
need of the interstate system, but you do not want any measu 
adopted with reference to that system to encroach in any way up: 
the secondary aid program. 

Mr. Foreman. I think they are two separate and distinct project 
Senator Hotuanp. But the main point is you do recognize the ne 
for preferring and speeding the construction of the interstate syster 

out of primary aid and urban aid funds. 

Mr. ForrMan. Yes, sir. 

Senator Casg. You would have no objection to a formula, then, « 
a requirement which would tend to have the money which is propos: 
for Federal primary aid and for aid on the urban system apply to thos 
segments of those systems which are part of the interstate system? 

Mr. Foreman. No. 

Mr. Happick. Mr. Chairman, I don’t see in this whole highwa 
picture how you can pick out one particular program and set it ov: 
and above the other, because it has to be connected. It all has to | 

part of each other. I think the formulas you have set up now, si 
much for each system, have to be worked in conjunction with ea 
other. You cannot build one system and let the other system fall 

Senator HoLtLtanp. But the Congress and the highway enginee: 
and the highway organizations have all said, “Here is a relatively sma 
system in mileage, some 37,800 miles, which we term the interstat: 
system because it is the system of greatest travel and greatest concer 
Nation-wide.”’ 

Yet there is nothing in the law as yet which gives any prefe -_ 
to the construction of that system. I feel rather kindly toward { 
statement made by the last witness under which, as I understand om 
he feels that the authorizations and appropriations for primary a 
and for urban aid ought to be given preferred application to the mi 
age out of those two systems that is on the interstate system 
assume he doesn’t mean it should be totally applied there, but ther 
ought to be a formula worked out which would give preferential stand 
ing to the interstate system out of those two systems. 

At any rate, the committee has that very tough problem ahead of 

Do you have any questions? 

Senator Case. No, sir, 

Senator HoLtLtanp. Thank you very much. 

Mr. Carter, Associated General Contractors of America. 


STATEMENT OF E. M. CARTER, ASSOCIATED GENERAL 
CONTRACTORS OF AMERICA, INC. 


Mr. Carter. Senator Holland, my full name is E. M. Carter, a 
I am president of the highway division of the Associated Gen 
Contractors of America. 

Mr. Foreman, our managing director, was unable to be here 
have come here in his place. 

We have here a directory of our membership, which I am not gou 
to put in the record. We have 6,100 members. Of that numb: 
between 2,500 and 3,000 members do highway construction or hea 
construction of bridge foundations and that type of work. 

We do not want to go into the amounts of Federal appropriations [ 
highways. We feel the American Association of State Highw 





FEDERAL AID HIGHWAY ACT OF 1952 323 


Officials and the Bureau of Public Roads are more qualified to do that 
than our association is. 

We think the estimate that was just completed December 31 by the 
{merican Association of State Highway Officials is conservative 
But the main things we want to bring out are: (1) That the highway 

mstruction costs are in line with the prices of other services and com- 

odities. I think evidence of this fact is that in the last 5 years 99 

rcent of all Federal-aid construction has been by contract. Ws 
to emphasize, as a second point, that there is keen competition. 

\s a third point, we want to emphasize that the contractors hav: 

capacity for a bigger highway program. 

Then there is another point, that the steel situation is one of the 

ost difficult problems facing highway scieslinds today, that thi 
allocations are Very small for the type of program that should be 
carried out. 

Then, of course, we are working through State associations and 
through the Bureau of Public Roads and other groups on increasing 
the efficiency of highway construction. 

| think you see in the statement how the Bureau of Public Roads’ 
composite mile cost index has varied from year to year. Today it is 
only 3.2 percent higher than in 1948. If you take the last part of 1948 
and compare the last quarter with the last quarter of 1951, you will 
find it is only about 0.8 percent. So that indicates there has been very 
keen competition. 

The material picture improved in 1949 and 1950 when prices 
dropped. Now you have a lot of wage increases and a round of raised 
prices for almost everything. So you will have to pay more for the 
things the contractors buy. 

If you compare the labor statistics of the Bureau of Labor Statistics, 
you will find that since 1948 there has been an 8 percent increase in 
the commodity index and with the Bureau of Public Roads index only 
1 5 percent increase. All that adds up to the fact that competition 
has really been keen. 

Going down to one of the things that measures that competition is 
he number of bidders per project. You will notice in the small table 
n 1946 there were 3.9 bidders per project on the Federal aid work. 
Then it varied in 1947 to 3.8, increased in 1948 to 4.2. In 1949 it was 
6.3. In 1950 it was 6.0. In 1951, it was 4.5. 

It is our belief that there is very excellent competition and that will 
ntinue in the immediate years ahead. The most significant thing 

hich we wish to present is the results of a survey that we made in 
rder that you might know what capacity our me ‘mbers had. 

We sent out a telegraphic request on January 23 and we had most 
of our replies by February 5. The conclusions were that, if the full 

ipacity of the contracting industry is used, we can carry a much big- 
ver highway program, and that there will be keen competition. 

Getting into the detailed statement, we got replies from 30 States 
nd the Territory of Alaska. 

All of these States reported that the contractors had the capacity 
to carry out this year a minimum of 30 percent more highway con- 
struction than was completed in calendar 1951. 

The reports from 28 States or 93 percent of those reporting went 
even further to state that the contractors have the capacity to handle 
a program 50 percent greater than last year. 
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In addition, the reports from 19 of these States or 63 percent 
those replying revealed that the contractors could construct a high- 
way volume 100 percent larger than in 1951. 

Three States reported that the highway program was so small 
those States last vear that the contractors have the facilities to hand) 

program three times as large. 

Of course, we want to stress again the delaying factor is the ste 
situation and the failure of adequate quantities of steel to be allocat 
to highways, that there is a shortage of professional engineers in thos 
who are planning the highways. The repair parts situation enters into 
the problem. There are very limited areas where there are slow cd 
liveries of cement. 

Of course, we are working and doing everything we can to trv to 
vet better trained engineers and to use to the maximum the engineeri 
eapacity that is available 

We are working with the American Society of Civil Engineers, wit 
the American Association of State Highway Officials, to assist 
training better engineers and providing young engineers’ employmer 
during the summers—all sorts of things of that nature. 

Then, for the conclusion, to bring this briefly to conclusion: Wi 
believe that the States will continue to get maximum return from thei 
investment in highwavs by awarding highway construction afte 
public bids. That is what has been done in the past and that is thi 
reason that 99 percent of the work that has been done by contract has 
been done at very good prices. Highway construction prices are 
line with other costs 

Keen competition prevails. 

Highway contractors have the capacity to carry out a much bigge: 
program. 

The steel situation is a major delaying factor. 

Inadequate funds, as reported by many States, is another fact: 

Shortage of engineers is another factor 

Also in some areas there is a shortage of repair parts. 

We want to end, of course _ with the thoucht that the contractor: 
and the highway folks have a joint program. It takes a lot of clos 
cooperation between the two groups 

For instance, in mv own work in this present vear—last vear 
was in 44 of the various States, meeting with highw: ay officials, cor 
tractors, and planning engineers 

Mr. Chairman, that concludes my statement. 

| would be glad to answer any questions vou have. 

Senator HOLLAND. Do you want the full statement incorporated 
the record? 

Mr. Carrer. Surely 

Senator HoLtLtanp. That will be done. Thank vou very much 

(The statement of H. E. Foreman, managing director, the 
ciated General Contractors of America, Inc., is as follows:) 


Trstimony or H. Ek. ForeMAN, MANAGING DirRECTOR THE ASSOCIATED GEN} 
ConTRACTORS OF AMERICA, INcC., ON FeEpERAL-AID Higuway BILLs S 
H. R. 6094. H. R. 6180. anno H. R. 6390 


For identification, mv name is H. E. Foreman, managing director of the As 
ated General Contractors of America. 

The national association represents more than 6,000 of the country’s lead 
general contractors, who normally perform more than 80 percent of the volun 

nstruction pe rformed bv contract. 





FEDERAL AID HIGHWAY ACT OF 1952 325 


Of these, between 2,500 and 3,000 normally engage in highwav constructior 
id many others construct bridges or do other WoOrk iIncide ntal to hi rhway con 
ruction. 


HIGHWAY FUND AUTHORIZATION 


It is not the function of our association to recommert 
itions for Federal aid to highway construction. 
Our association has confidence in the American 
Officials, whose duty it is to measure the highway net 
nd the Bureau of Publie Roads to inform the Congress 
CONSETVATIVE the recent study thre 
Officials that showed that 


networks alone 


ction ASSUurAance 
ficiently and economically 
3. The highway contractil 
r highway construction program 
t. Major factor delaving h 
ocated to highway constt 

veries 


ey 
y Hig wi) 


rourt 
Labor St: 


Road 


for cal ndar 
average tor 1 | h of nber LYS 1. w 


re available, < Thus, th indicates a rise of S percen In contrast, 


difference in the Bureau of Roads composi mile index between the 
rage for 1948 and the fourth qu of 1951 is onlv 5 perce! 


other words, intense ¢ iti Cs d the ¢ f highws 
pin 1949 and 1950, when materials were available 
ive = cCOontil ued : < , and I 

bed upward, 


COMPETITION CONTINUES 


strongest fore working toward increased efficiency 
} 


is the continued competition between highway contrac 


1952. and in) the foreseeable f itu , there will b the 


the award of highway construction contracts 
assurance to the Federal, state and local governments 


d with increasing economy 
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ow 


Despite the confusion in the past 18 months regarding adequate steel for h 
way work, the competition is now more severe than 4 years ago, although 
average number of bidders in 1951 was a bit below 1950. 

Tabulations by the Bureau of Public Roads show that the average number 
bids on Federal-aid projects during the past 6 years Nation-wide has bee 
follows: 


nd there is no reason to doubt 


‘ed that it will re 


AMPLE CONTRACTOR APA Y FOR ENLARGED PROGRAM 


racting indust1 has h capacity to execute an expal 
P } 


and economy, 


NATIONAL SURVEY IS MADE 


been considered carefully by the AGC highway contra 
up-to-date information a Nation-wide survey was mad 
chapters and branches. 
were sought to the following questions: 
capacity of AGC members was utilized, how 1 
onstr n be increased in the different Stat 
highway construction program i: 


id the territory of Alaska. 
tractors had the capacity to carry 
} ‘tion than was con 


93 perce 


the capacity to ha 


LOTMENT MAJOR 


1e defense agen¢ 


the highway improvement 


were secured. 
LY PROGRAM 


frequently 


ked 


OTHEK FACTORS ALSO DELAY CONSTRUCTION 


from a very few states indicated that highway operations 


nditior 


LS for contractors equipment 


COOPERATIVE EFFORTS INCREASE ECONOMY 


> 


Briefiv, I would like to mention the steps which our association has been 


locally and nationally, to cooperate in improved highway construction pros 


nS thorough 1 


Contract hly understand the necessity of good engineers to 


projects and to administer construction programs. 
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AGC chapters and the national association have cooperated with the American 
Association of State Highway Officials and the American Society of Civil Engineers 
nm the improvement of the education of voung engineers, on theit training during 
vacations, and on their employment. Much has also been done to secure in- 
reased salaries for engineers emploved by highway departments, and thereby 
sitract better-qualified engineers to highway work. 

Through the national joint cooperative committee of the American Association 
if State Highway Officials and the AGC, and through local committees of State 
ghway departments and AGC chapters, many practical steps have been taken 

recent vears for the improvement of specifications, design methods, ¢ ini 
ve procedure al d const ruction practices De velopmer! t of greater 
a economyv in construction operations has re tilted. 
We believe that the AGC and its chapters should perform the publie sem 

] 


orking With appropriate highway officials to develop practical methi 


t 


mnproving highway construction. 
CONCLUSIONS 


] again these point 


CONCLUSION, 


our association would like to emphasize 


er for the public to secure the Maximum return for its inv 


he awarded to the lowest re 


construction, contracts should 
‘after public advertisement. 

Highway construction costs are in line with the ns 
ervices and commodities. Highway cor 


above 1948, This means 


structiol a 


ast vear but are only slightly 


ceived for highway expenditures 
3. Intense competition is prevailing and is expected to continu? to prev: 
means that in the future there will be 


ighwav construction. This 
force of competition to make highway construction as « 


‘economical as 
1. Highwev contractors have the capacitv to carry out 

with a maximum of speed and ef 
’ ot Q 


t 


olume of highway construction 
5. Failure of the defer ec ag ‘ncies to allocate larg. *-amou 
heen the major factor delaving the highway improveme 

s delaving road cons’ ruction are: Inadequate funds, the shortage of engineers 


{on highway development, and 


subprofessional workers experienced in some 


he short supplv of repair parts. 
tors, through the AGC loeally and nat 


6 Highway contractors, i 
erating with highwav departments to develop practical suggestions for 


r highw av construction operations. 


Senator Hottanp. The committee will rise until 2 o’clock. 
Whereupon, at 12:20 p.m., the subcommittee recessed, to reconvene 


it 2 p. m. of the same day.) 
\FTERNOON SESSION 


The subcommittee reconvened at 2:05 p. m., Senator Spessard L. 
Holland, chairman of the subcommittee, presiding. ) 

Senator HoLLANv. The committee will please come to order. 

At the request of Senator Nixon of California, I ask that there be 


ucorporated in the record a statement by Mr. Fletcher Bowron, 


resident of the League of California Cities on behalf of all cities of 


California. 
(The statement referred to follows:) 


STATEMENT OF LEAGUE oF CALIFORNIA CiTIES IN BEHALF OF ALL CITIES OF 
S. 2437 


CALIFORNIA, PRESENTED BY FLETCHER BowRON, PRESIDENT, RE 

CHAVEZ) 

Mr. Chairman, and members of the Roads Subcommittee of the Senate Public 
Works Committee, the League of California Cities includes in its membership all 

ties of the State (with the exception of three very small towns with a total 

pulation of less than 1,000. The urban population of California represents 
approximately 75 percent of the total population of the State. 
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ra 


The League of California Cities supports an adequate appropriation of Feder: 
funds for projects on Federal-aid highway system in urban areas 
We vigorously oppose the reduction of annual appropriations for such purpo 
to the sum of $100,000,000 as specified in (c) of the appropriation authorizati 
contained in a bill introduced in the House by Congressman Buckley (H. R 
6094), the purpose of which is ‘to amend and supplement the Federal-Aid Roa 
Act approved July 11, 1916 (39 Stat. 355), as amended and supplemented 
authorize appropriations for continuing the construction of highways, and f 
her purposes. 
We support the appropriation of at least $150,000,000 for projects on 
eral-aid highway tem in urban areas as provided in (c) of section 1 of 
the Dondero bill in the House (H. R. 6180), and 
f a still larger proportion of Federal funds for Feder 
of highways it 
for Federa 


of pop 


OUD TT LE 

er taxes On aul 
o be S108,577 001 
has been increased one-ha 

i automobile accessor 
time, the Federal tax: 

I owners and users ame 
more than 5,000,000 automob) 


litable to divert such 


taxpavers 


ected 


nearly approximate the 
arger proportion of the Feder 
where serious traffie cong 
that funds should be made available for cer 
! 


ww included in the Federal 
allocated to the States 


aid highway systen 


LEAGUE OF CALIFORNIA CIT! 
ih LETCH 


ER Bowron, Preside) 


Senat HoLtLtanp. We have another statement by Mr 
Bow ron as Mavol of the City of Los Angeles. 
The statement referred to follows 
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STATEMENT OF Mayor FLETCHER BOWRON, OF THE ( 
S. 2437 (By Mr. CHAVEz 


Mbr. Chairman and members of the Roads Subcommittee of the Senate Public 
Works Committee, this statement is in support of an adequate appropriation of 
Federal funds for projects on the Federal-aid highway system in urban areas, wi 

} ‘ 


+} 
1 particular reference to the needs of the city of Los Ang 
of Los Ange les, | present the following facts: 
f ngeles has an estimated population of 2,000,000; th: 
geles, about 4,250,000. The population of t} 
hh ! les is the center is 5,000,000, or approxil 
population of the United States 
there are more than 5,000,000 automobiles regi ( 
itly more han 40 percent, n rcs f 2,000,000, are 
} 1,000,000 motor 
& id 


Nn aad 


ter ! ' 


NWAaVs Alle 


ynobvies 


S24 m 
omobil 
Opoltlan area, 
$50,000,000 


year, and the amour 


f this city is relatively small 
No eriticism whatever 


l 
Highway Commissio1 Che members of 


init 
Ss 1rite 


1 pressing need for large expend 
re adequate appropriation and 


ds in accordance with local 


ghwavs, 263 miles 
me there have been plann appre 
and benefit, 198 local or city projects 
§123,000,000 Many 
| Icio} by 
ulring petterm 
treet expenditures are required by th 
ilities At the present time this city is seek 
financing the extension of a railroad underpas 
ies for the proposed expansion of the United States 
Angeles, which serves not only this citv but a considerable seetion of 
ilifornia. 
Kreeway construction by the California State Highway Department 
many local street expenditures which, in the aggregate, amount to a 
which financing must be assumed by the ecitv of Los Angeles his relat 
rsections of major streets with State freeways and approaches at 
the freeways, including tunnels and other publie works requir 
penditures 
over-all freeway plan of Los Angeles Cou has been approved by a 
te and local governmental agencies. It embraces 11 projects, totaling 85.8 
which are not a part of the State freeway system \ considerable portior 
92.3 miles, of the supplementary highway svstem is within the limits of the 
of Los Angeles Presently there are no funds available to finance these badly 
led freeways in this metropolitan district And there is little likelihood o 


ropriations by the State legislature because all State gasoline funds are allo- 


Y6246 
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eated for other planned highway projects, urban and rural, in various sectio1 
California. ‘The over-all county-wide cost of this portion of the freeway 
tem is $428,000,000, the estimated cost of expenditures within the city b 
$265,000,000. 

The annual allocation of State highway user funds to local government (co 
and cities) in Los Angeles County approximates $25,000,000 of which al 
$8,000,000 eventually becomes available for use within the city of Los Ang: 
Of the latter amount, approximately $3,500,000 is used for maintenance purp 
and the balance, $4,500,000, is available for construction of major streets 
freeways not included in the State highway system. 

The facts stated all of which are demonstrable support my content 
behalf of the city of Los Angeles that additional funds are required eve 
neasure, to solve the major street problems within the confines of our city. 

As a part of the statement in behalf of the citv of Los Angeles, I refer to a 
ment submitted this date by the League of California Cities in behalf of all o 


cities of California. 
FLETCHER BowRon, 
Vayor of the Cc ay of l 8 Angel S, (’ 


Senator HoLLuANb. The first witness we have listed this after 
s Mayor Charles E. Slusser, of Akron, Ohio. 


STATEMENT OF HON. CHARLES E. SLUSSER, MAYOR, CITY 
OF AKRON, OHIO 


Mayor Stusser. I am appearing as chairman of the highway cor 
mittee of the American Municipal Association and am here with oth 
members of the committee. We desire to testify on the several bills 
for consideration in the Federal-aid highway program. 

We are not here to tell you how to write the bill, nor are we he: 
to ask for a change in formula. We are here not to ask that 
ederal-aid bill be cut to any degree. In fact, we would like to see t 
bill increased as far as the urban portion of that bill is concerned 

In asking for that, we do not ask that other segments of th 
be cut. 

We in the cities have a terrific problem on our hands trying 
handle the great volume of traffic that has been coming upon 
In the past number of years the registration of motor vehicles 
increased greatly. Truck traffic has greatly increased, and the ci 
are not prepared to absorb this shock without aid and help, and w 
developing and building expressways and throughways in ordet 
carry this load. That is done in participation with the Fed 
Government and with their defense program for highways. 

We have taxed our local people and their properties through le. 
through bond issues, and through special assessments to make pos 
matching funds. 

We believe that both the cities and the States are doing their sh 
in the creating of funds for the development of highways. ‘Tha! 
about all I have to present to you, Senator. 

Senator Hotianp. In other words, your organization and you 
sonally favor inclusion in the bill S. 2437 the item of $150 millio: 
Federal aid for urban areas? 

Mayor Slusser. That is right, sir. We think it is very necessa! 
We feel we are at least 15 years behind in our programing, and t! 
has been due to the lack of funds as well as to the war and 
depression. 

[ have here a prepared statement which I will submit for 
committee. 
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Senator HoLianp. You want to have this statement bearing vour 
name to be incorporated in the record? 

Mayor Siusser. We wish to present it as the American Municipal 
\ssociation brief. That represents the statements of the other 
members who are here. 

Senator Holland. They will, [ presume, appear; will they? 

Mayor Situsser. They will appear. 

Senator HOLLAND. As far as you are now concerned, you ask for 
the inclusion in the record at this time of this statement of yours? 

Mayor Sutussrer. No; I ask for the inclusion of this entire brief, 
which includes the statements of the other members that will appear 
here. It includes the statements of Mr. Richards, Mr. Burns, and 
Mr. Mitchell. It also contains the American Municipal Association’s 
policy statement that was enacted at their last conference. 

Senator HoLLANnb. This is not clear tome. I see first the statement 
if the Honorable Charles E. Slusser, mayor of Akron, Ohio, dated 
February 20, 1952. It is a mimeographed statement. Do you want 
hat incorporated? 

Mayor Stusser. Yes. 

Senator HoLuaNnp. Very well. 

I notice next a statement submitted by the Honorable Charles E. 
Slusser, mayor of Akron, Ohio, for the American Municipal Associa- 
tion, to the Public Works Committee of the Senate and the House, 
dated February 20. 

Do you wish that to be incorporated? 

Mayor Stusser. Yes, sir. 

Senator HOLLAND. | note here a booklet. 

Mayor Stusser. That is a statement of Mr. Richards, of Detroit 

Senator HoLianp. Is he here? 

Mavor Stusser. Yes, sir. 

Senator HoLuanp. [note another statement of Mr. Joseph Mitchell 
Is he here? 

Mayor Stusser. Yes, sir. 

Senator HoLLaNp. I notice another statement of the Honorable 
Frank Kriz. Is he here? 

Mavor Stusser. Yes, sir. 

Senator HoLtLANnp. Very well. Thank you. 

The statements referred to follow:) 
STATEMENT OF Hon. CHar es FE. Stusser, Mayor or Akron, Onto, RES, 2437 
and H. R. 6094, H. R. 6180 anp H. R. 6390 


Mr. Chairman and members of the Roads Subcommittee of the Public Works 
Committee, I ask your indulgence if, in my remarks, I seem to draw heavily upor 
iv own local experiences. It is not my purpose to publicize Akron, but it is 
nly natural that I can talk best about the situations that are most familiar to 
ne, and I believe that many other cities are confronted with just about the same 
nd of problems. 

Our State highway department has published data showing the traffic counts on 

th the rural and urban sections of all State highways, and we have made many 
traffic counts within our corporate limits. It takes only a brief study of these 
figures to show where the largest volume of traffic is. The traflic volumes on 
ections of some State highways within our city is from two to six times greater 
than on rural sections of the same route. Any distribution of Federal funds for 
highway aid should take into account this greater volume of traffic in the cities. 

Many cities, including ours, are now attempting to relieve traffic congestion 
'v constructing superhighways such as expressways or throughways. This 
onstruction within a city costs much more than similar construction in rural 
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es paid for right-of-way, the large number of buildi 
and the changes required in municipal sewer ar 

Few cities can raise funds by local taxation to pay the fi 

improved facilit Someone may say, “All right; if vou want 

hese superhighways, let the people that will use them the most pay f 


We agree that this is a reasonable statement but call your attentior 


damaged or ol 


that tl T ple that will use these superhighways are now pavyit 
Federal tax h 1 ase of their car, on tires, gasoline, oil, ete., 


i ial 
state 


license and gasoline taxes If 

proportionate to the locality in which the e¢: 

gh money to construct and maintain t! 

remember thé ‘eis no such thing 

F government h only such money 
k for a greater sh of Federal fund 


I ju ig at S of our 


Y major 
mayor portior 
of increasing 

pon t ‘home owners 
Federal aid for the impr 
Ive the cities’ probletr 
state routes Ay 
crease in traffic 
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feeders to the Sta 
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COMpensa 
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UBMITTED } Lo CHARLES | ER, MAyYoR or AKR 


rHeE AMERICAN Municipal ASSOCIATION TO THE RoOaApbs Suse 
rHE PusBLic WorKS CoMMITTEES OF THE SENATE AND THE Hot 
ENTATIVES Rt 2437, R. 6094, H. R. 6180, ann H. R. 6301 


ican Municipal 
in December 1951 
That the following policy on highway affic, and parking be 
inion of the American Municipal Association 
icle traffic and around cities threatens to choke the econo! 
them undesirable as places for homes and busi! 
flic—passenger cars, trucks, and busses—are il 


urban centers are the hubs of State, county, and Federal hig 
traffic density is high in urban areas so that 
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ore than half of the vehicle mileage is on urban streets h , 
vays, and expressways Within the cities and incorporated areas cost. s¢ 
much per mile as rural roads ; 


The urban areas of the United Stat 
eceiving their fair share of the 


motor vehicle revenues it 
raffic loads and the needs for expressways and relief arteries 
roblems of highways, traffic, 


lopts this 


and parking, the American Mh 
statement of policy and action. 


FHDERAL RELATIONS 


‘The United States Bureau of Public Roads is commen 
taken to develop and promote an integrated national 
{ in spirit and in fact witl 


its cooperation th 


1s 


State and mur 


The needs irbat recognized i 


of 1944 The recenth 


} 


amendn 
proportiot 

Federal-aid 

be spent Or irban 

OF percent of the fund under the 1950 act 
he States mav spend 


in urban areas part 
\ consideration of urban needs warrant 


Federal-aid primary 


jurisdict 
d for jou 
as J planning of federally aided 
al officials; of State highwavs with 
way official: 
nNWAV SVstel 
2. The Federal, a local ¢ 
ere they have jurisdiction should dete 
tem is wanted and for what purpose 
» Where county-wide highway tax 


issued COUNTY 


for 


Amerie: 


ainie proport ron 


ral areas: therefore cities be given the same treatme! 


Senator HoLLaANb. The next witness is Mr. Glenn 


Richards, com- 
ssioner of public works of Detroit Mr 


Richards 
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STATEMENT OF GLENN C. RICHARDS, SUPERINTENDENT  ( 
PUBLIC WORKS, CITY OF DETROIT 


Mr. Ricnarps. You have a copy of my statement there. I wo 
like to have you follow it as I go through. 

| do appreciate the privilege, Senator, of appearing before y 
committee 

Mayor Albert Cobo of the Detroit Municipal Association wat 
me to thank you particularly for the cooperation you gave us 2 y 
ago at which time you approved and recommended to Congress 
bond financing provision of the Federal-Aid Highway Act, which 
done a lot for Detroit and I think it will do a lot for Jacksonville 
Louis, New York, Chicago, and the other cities that have limit 
aecess highway problems 

We have, in Detroit, under this provision of the act which 
recommended last year, $80 million to build expressways throu 
Detroit That, along with the cash we had on hand, will allow 
to build these expressways. We will spend about $30 million 
year of that fund so you see the amendment that you approved 
year is really doing the job for a good many cities. 

It was gratifying in 1950 to see Senator Chavez, chairman of 
Public Works Committee, and Congressman Whittington, of t! 
House, along with our own Congressman Dondero, join hands 
fighting for a good Federal-aid bill and particularly supporting t! 
bond financing provision which we, as the AMA, have promoted 

The cities of the country have confidence that the Senate con 
mittee will consider highway legislation based on the needs of 
country. This has been the history of the Senate Public Wor 
Committee for many years and I am sure we have confidence t 
this committee will do that. 

If 1 may, Senator, I would like to read my statement to you 
cause I am, in the statement, trying to prove the need and to s!| 
you how this need can be met. I am basing almost my entire stat 
ment on the factual information that has been prepared by 
sureau of Public Roads, and most of it was submitted in the t 
mony of Commissioner McDonald in the testimony he gave, but 
have taken his testimony and have analyzed it and have com 
certain recommendations and conclusions that I have and that 
why I would like to follow through on the statement, becaus 
think the factual information here is pertinent to the problem. 

Probably the outstanding development of this country is mor 
indebted to highway transportation than any other single fa 
Two-thirds of all freight is shipped by truck. Three-quarters o! 
passenger traffic between cities, towns, and farms goes by car or | 
More than 46,000 communities are completely dependent on 
truck, and bus transportation. Therefore, it is vital that the a 
motive vehicles on which we so largely depend be kept moving quick 
economically, and safely. 

Since 1944, when Congress recognized for the first time the ne¢ 
a regular program of assistance and encouragement in the dev 
ment of thoroughfares through cities, in addition to highways o 
side of cities, great steps have been made by cities and States in a 
operative program of meeting the needs. 
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Many States, in cooperation with the Public Roads Administration 
and the local governments, have made factual engineering studies of 
e needs of the State. The attached tabulation, Table No. 1, which 
| ask that you study, is a summary of the highway and street needs 
pared by 16 typical States since the 1944 law was enacted. 
You will notice in the second column of the table that these 
nip most cases close to $1 billion or $2 billion for the variou 
These States have found that it is impractical to schedule 
eds over a 5 Vear pt riod when they are badly needed but 
ses have scheduled them over a 15-year period 
You will note that California programs $209,500,000 as the 
ogram for 15 years in order to meet their needs; 
$40 million; Washington, $76 million; Llinois, $105 
own the line; Michigan, my own State, $158,444,000 
You will note in the next column, Senator, that 
funds apportioned average about a tenth of the total progr: 
5 years. That is the apportionment as of 1952 
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Mr. Ricuarps. These studies of the needs show several facts which 

‘common to all States: 

|. The highways within the cities, counties, and States are wearing 
out faster than they can be replaced. 

2. Traffic has almost doubled in the past 10 years and is continuing 

increase at a rapid pace. 

;. Approximately 50 percent of all traffic is within cities. 

{. Approximately 80 percent of the traffic either originates o1 
erminates in cities. 

5. No State at the time of its study had sufficient highway revenues 
to meet the maintenance cost and make any appreciable advance in 
providing additional necessary highway facilities. 

6. The most critical needs are on the interstate highway system 
between and through cities. 
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7. Although the needs were immediate, 1t was found impossibl 
impractical to provide sufficient revenues to meet these needs in | 
than a 15-vear period 

| would like to point out the action that has been taken by 
States following these studies 

All of the comprehensive studies made in the various States ha 
been followed by action programs. The attached tabulation, Tal 
No. II, shows that out of the 16 States making the studies from 1944 
to 1952, 12 have increased their State-highway taxes and the ot! 

t have legislation pending at this time. These additional tay 
along with the normal merease in revenues from increased uss 
automobiles, make possible the improvement of the highways 
streets of these States’ systems over a 15-vear period. 


Mr. Rrcnarps. Most of the studies showed that cities were takir 
progressive measures to meet the needs of their street system 
making additional city appropriations for resurfacing and construct- 
ing new residential pavements. In many cases they are selling spe- 
cial assessments and faith and credit bonds to meet their local need 

The attached tabulation, table No. II], shows that a large percent 
age of all States have increased their highway gasoline tax since 1944 

Mr. Ricuarpbs. A recent tabulation by the Publie Roads Admir 
tration shows that 36 of the 48 States recognized the importanc: 
the Federal aid primary system by matching approximately 100 p: 
cent of the Federal aid appropriations for the primary system sin 
1944. In fact, the report shows that a sum equivalent to all Fed: 
funds appropriated for this system from 1944 to 1952 has been mate! 
by the States within less than one-tenth of 1 percent 

You will note on table No. II] that 35 of the 48 States have increas 
their gas tax since 1944 

It must be admitted that the cities and States as a whole are ma! 
every effort to meet their responsibilities by programing and finan: 
the improvement of city streets and States trunk lines. They ha 
also indicated they are ready, willing and able to match Fed: 
appropriations to meet joint Federal-State-city obligations 
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CHnart No. Ill 


ch have increased their gas tax sit 


Now let us look at the Federal-aid highway system. 

Since the first Federal appropriation was made to assist States in 
the construction of post roads, Congress has consistently recognized 
its obligation to assist in providing highways for the general welfare of 
the country. 

Now let us look at the progress being made on our Federal highway 
system, the most important branch of our entire system. 

In 1944 Congress appropriated $500 million for each of the following 

ae and distributed this mone Vv on the basis of: 45 percent on 

‘ Federal-aid primary system; 30 percent on the secondary system, 

known as county roads, part of which could be used inside of cities of 

less than 5,000 population; 25 percent in urban areas, defined as cities 
over 5,000 population, 

In 1948 Congress cut the yearly appropriation to $450 million and 
apportioned this money on the same formula. The bill provided that 
the first yearly appropriation was for the year ending June 30, 1950. 
lt is evident that no money was made available for the year 1949 ex- 
cept the money which had not been used in the pre vious 3 years 

In 1950 Congress raised the yearly appropriation to $500 million 
for both the fiscal years ending June 30, 1952 and 1953. “The appor- 
tionment of this money was on the same basis as provided in the 1944 


The attached chart No. IV, shows that since 1944 States have con- 
tinued to provide substantial increases in their yearly appropriation 
highways, while the Federal Government appropriated the same 
amount this year as they did in 1944. Taking into consideration the 
value of today’s construction dollar, Congress is actually providing 
less funds this year than in 1945 
Chart No. TV is as follows: 
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The budget message of the President for the fiscal year ending 1953 
states that the position of the administration regarding highway 
levelopment and highway legislation for the immediate future is as 
lows: 

The Nation’s highways require major improvement if they are to har 

ately the steadily increasing levels of motor-vehicle traffic. Under the 

highway program, the Bureau of Public Roads in the Department 

e provides grants-in-aid to assist State and local governments in the 

needed highway construction. Partly as a result of the steel shortag 

wram will remain below the authorized annual level of $500 millior 

penditures estimated at $412 million in the fiscal vear 1952 and $400 mill 
953. Within this program, special emphasis is being placed on the Interst 

hway system-—a limited network of roads most essential to both civiliar 

se highway trafhe 

Federal-aid highway authorizations under existing legis 
portioned to the States and this legislation should be d i 

ion of the Congress for an additional 2-vear Slag Although : 

for a high level of road improvement, State and local governmen 

tinue to assume the primary responsibility for financing su *h eons 

ler present circumstances, the Federal Government should concen 
ghway aid on those project fF national interest which are most urgently 1 

r defense and essential civilian transportation. A new authorization of 

lion annually—$100 million below the present authorization—should ena 


e Government to discharge this responsibility. 


If we expect to make the major improvements on our national 
highway system that will adequately handle the steadily increasing 
levels of motor-vehicle traffic, as stated by the President, we must 
provide sufficient Federal funds to match available State funds to 
meet the critical needs. 

{ p to this time two bills have been introduced in the Senate. S. 2437 
allows for an coger te over the previous year’s appropriations, and 

irther provides $150 million to be used on defense access highwavs 

The other bill doesn’t pertain to the Federal highways system as far 

appropriations are concerned. It is a different topic 

{s far as I know, there has been no bill introduced as yet providing 
for a decrease in the appropriation for the Federal-aid highway system 
here has been a bill introduced in the House, H. R. 6094, which does 
provide for a decrease of $100 million. Such a decrease would seem 
to be justified only if the States were not able or willing to match 

ailable Federal appropriations. This is not the case. <A recent 

port prepared by the Public Roads Administration, entitled “Status 

Federal Aid Highway Funds as of December 31, 1951” shows 

irly that most of the States have already programed nearly all of 

last year’s apportionment and are fast programing this year’s 
ipportionment. 

The conclusions arrived at from the President’s budget message, 

d on which H. R. 6094 seems to have been predicated, do not 

) pay follow. This bill would cut the apporpriations on the regu- 

- Federal-aid highway system as well as the secondary and primary 
systems, even though statistics show that States have matched almost 
he entire available Federal-aid highway primary money. 

Statistics also show that a majority of the urban States have been 
ble to match their urban money, and a majority of the rural States 
have been able to match their secondary money. These statistics 
vould indicate that the proposed bill would not accomplish what the 
President has indicated as necessary in his message. 
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Several States, like Michigan, that have a large rural area, as 


| 


as many large cities, have programed approximately all of 1] 
appropriations to date 
Recor ndati If ll consider the inform: bmit 
Lvecommendations: vou will consider the mtormation subm 
Commissioner MacDonald of the Public Roads Administrat 
t-informed man in the country on our highway needs, b 
physical and financial, | am sure you will give favorable considera 


1 
DeS 


to the following recommendations 

(An increase 1n gs i rae to meet the Federal Governme: 
hare of building an adequate h orl) wav system; 

An additional ioivnnis nn Lo expe dite the construction 

uction and improvement of the national system of inter 
1) ohways; 

Ri quire the States to allocate a fai portion of its Federal prin 
road moneys to meet the needs of critical sections of the Federa 
highway system in cities; and 

In those States where it has been found impractical to ma 

‘ secondary-road ener for the improvement of county roads ¢ 
side of cities of over 5,000 population, as provided in the present 
amend the act to dian the use of this money in providing exten: 
of county roads into and through cities 

Before I left Detroit | called the director, the secretary of 
County Roads Association of Michigan and asked him what |i 
thought about that idea. He said that he needed it in almost every 
State, but he said they have secondary money that they need to e: 
the county roads into and through cities 

In mane cases the — stand ready and willing to match tha 
money and could use it and they cannot use it outside of the cities 
All I ask is that you steike out the 5,000 limit and allow county 
their own discretion to use the money inside of cities over 5,000 
they feel it is needed from a traffic standpoint 

Senator HoLLaANp. How much of the secondary fund do you w 
to be subject to such transfers? 

\MIr. Rrewarps. None of it in cities; where they need it on secondat 
roads, in any percent of it that the county feels can best be spent 
carry county roads into and through cities, at their own discretion 

Senator HoLttanp. Do you mean up to the full amount necessar 

Mir. RrcHarps. Up to the full amount necessary 

Senator HOLLAND. You know that the act prescribes for only 
percent transfer which may go either way? 

Mr. Ricuarps. That is right, but the act does not provid 
anvthing to be transferred from the county money into a city urba 
fund. It can be transferred from a county fund to the State prima 
system, but not in cities. I am asking that the bill be made sul 
ciently flexible to take care of some of these States where they h 
not been able to match their money. That is why a State like Dela 
wr has piled up 4 vears of urban money and that is why the Stat 

f Michigan, while we have overspent our primary and urban mon 

‘have piled up secondary money. 

The State of Michigan, the county road commissioners, would 
very happy to have the opportunity to use that money to run cou 
roads through cities 

Senator HoLtanp. Do you mean vou do not have need for the 1 


roads in Michigan? 





oy 
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Mer. RicHarps. We have need for rural roads. but the counties 
have been unable to match all the secondary money outside of cities. 
Our rural roads in Michigan or our county roads in many cases run 
right through the cities. You have an important road that comes up 
toa city of 50,000 and vou stop it there You can see the point that 
t should run right through the city and into the rest of the county 

Senator Case. Do | take it from what vou say that Michigan’s 
iW either makes il possible Ol requires the counties to do the mate h- 
ng on the secondary fund? 

Mr. Ricuarps. In Miehigan the gas and weight tax under our 
new law all goes into one fund and that is allocated to three agencies 
fhe State highway department gets about 45 percent of the money; 


the county gets about 30 percent; and the cities vet the rest. all in 


ash, transferred back to the Government agence 
Now, the county can spend that money either outside of cities or 
nside of cities, depending upon the type of county Wavne County 
metropolitan county. They spend some of their money inside 
nd some outside, whereas the rural counties spend it entirely outsid 
of Cities 
The State highway department is required by law to spend 4( 
percent of its construction fund in cities. That is required by law 
That law was brought about by joint action of all the highway 
nterests. The county, the cities, the State, the Federal Government, 
the truckers. We all got together and said, ‘We want a new law to 
allocate our moneys in Michigan based on needs.” When we got 
that study completed, we went to the State legislature and they 
passed a cent and a half increase on our caso} ne tax to meet these 
eds and they passed a considerable increase on the weight tax of 
icks to meet the needs 
Therefore, we in Michigan, and 34 other States in the last few years 
have increased their gas and weight tax to a point now where they are 
st hitting their stride in meeting the needs of the country. 
Senator Case. That does not quite bring out the point that [| 
vanted to establish. 
Under the Kederal law, the Federal Government mer ly requires 
that the State arrange for the matching of the secondary money? 
Mr. Rienarps. That is right 
Senator Case. The Federal Government does not Say this has to be 
uit up by the counties or the State itself? 
Mr. Ricuarps. That is right. 
Senator Case. Some States, however, make that secondary fund 
ivailable to the counties to match? 
Mr. Rrenarps. Michigan does that. 
Senator Case. You are suggesting that it would be possible to 
ise some of that secondary money within the corporate limits of the 
inicipality 
Mr. Ricuarps. It is already allowed in cities up to 5,000. You 
mit it to 5,000. IT am asking you to take that 5,000 out and if vou 
have a city of 50,000 that needs a county road extended through it 
and we have many in Michigan and | am sure that is true throughout 
the country—that you allow the county to use that money to carry 
these highways through that city of 50,000. 
Senator Case. Does your Michigan law permit the municipality 
to put up the matching money? 


» 
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Mr. Ricwarps. Yes, su 

Senator ¢ "ASI j Then So far as the Mich ivan law is concerne , eithe 
the county or the municipality could put up the money to match t 
secondar \ fund and second ary projec ts could be pl ice di in cities aie 
5,000 if we placed that requirement in Federal law? 

Mir. Ricuarps. Yes, sir. I only ask that because it makes t] 
bill more flexible. You are now piling up revenues In certain Stati 
In urban States you cannot use the secondary money, and secondai 
money, but they cannot use that and therefore although the need 
there, they do not have the flexibility to allow the use of it 

That is why, on the face of the information prepared upon whi 
the $400 million was based, on the face of it, it would appear that 
were not Using the mo! e\ 

examine the charts prepared by Commissioner MacDona 
l ill find that all the primary money is being matched.  T) 
rban money is being mat hed in urban States and the rural mon 
hed ‘ural States. 
vou to change the formula 1 think we hay 
formula as we can get to meet the econditi 
make the formula more flexible so that we ma 
ry state. 
ake any thing away from the rural States 
yblem the same as the urban States have. J ar 
he law a little more flexible so we can meet the 
coenize 

‘Case. It would be possible for the Federal Government t 

permissive so far as we are concerned, but even for Stat 

termine it within their respective States 
Ricuarpbs. That is all | am asking 
Federal Government will collect approximately $2 billion fri 


tomobile, tire, &CCeSSOLY , oul, and gas taxes this year (ppre 
ly S1 billion of this will be on gasoline and ol 
Aid Highway Act passed by the Seventy-third Congres 


12, states as follows: 


taxes alone TI 


transport: 


imMproy 


owner 
1 1 ’ ’ 
and maintena 
therewith, including 
for th avn t of which such revenues have been pled 
her purpose inder s i. regulations as the Secretary of Agricult 
} 


vate from tin 


Sections of several of the acts since that time have mentioned t! 


fact that those States who divert their highway revenues to other tha 
highway use should be penalized by withholding a portior of the 
Federal aid allotment. Since this provision was enacted, almo 
every State in the Union has ceased to divert its highway revenu 
In many States this is prohibited by law 

Without new taxes it ee there will be ad lequate gasoline and © 
tax revenues collected by the Federal Government during the next 
years to allow for an increase in the Federal-aid highway appropriatio! 
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Senator Case. It came out in our discussion this morning that the 
Federal Government is the one branch of government which does 
divert. 

Mr. Ricuarps. That is right. Here you tell us that gasoline and 
oil taxes are not to be diverted. In fact, vou penalize us for doing it 
You have done a fine thing. You have gotten States to use the money 
where they should use it, on highways. But even the gasoline and oil 
tax, which IT am sure the user thinks goes into highways, you are not 
even appropriating half of that for highways under the presert bill. 

It is my own opinion, which is concurred in by the cities of thi 
American Municipal Association, that besides the amount set up by 
Senator Chavez in his bill for the regular Federal-aid highway system, 
that there ought to be an appropriation of at least $100 million and 
possibly $200 million for the interstate highway system which is the 
important system in this country, which is the important thing which 
we have set up as the strategic defense network of our country. 

Che bill sets up $150 million for access roads. That is not a Federal- 
aid obligation; that is a defense obligation. That does not help our 
Federal-aid proposition. Those are side roads off to the factories 
That does not help our strategic network that we depended On tol 
many years to carry our transportation. 

Senator Case. Have you seen the amendment which I have pro- 
posed to that section? 

Mr. Ricuarps. No, I have not, Senator. 

Senator Cask. You will not the effect of that would be to say, 
“Not to exceed 25 percent of the money appropriated under the 
authorization for access roads could be used for circumferential 
radial highways in or near cities in excess of 20,000 population.” 

Mr. Ricuarps. | would favor your amendment. [| think it is a 
good amendment. I think that no one knows if we are going to be 
bombed, but if Detroit is bombed—and it is one of the strategic spots 
I happen to know Detroit. I was Director of Civil Defense in the 
last war and have been in it this time—I do not know what would 
happen, people trying to get out of the cities, with the congestion w hich 
exists. If you have highways such as you suggest—we have them 
now, limited access expressways, running both north and south and 
east and west; they would be used for the purpose vou mention. 

Senator Case. My thought was it would contribute to the civil 
defense and would contribute to the elimination of safety hazards 
and it would be one way of applying to some portions of the interstate 
system an additional fund without increasing the authorizations pro- 
posed in this bill. 

Mr. Ricuarpbs. It would funnel the money into our most strategic 
network, that is for sure, because our most strategic network is either 
radial highwavs through cities or around cities. 

Senator Case. You just made a statement that the access-road 
money made no contribution to the particular problem you were 
describing. I was just calling your attention to the fact that there 
might be one way in which it could. 

Mr. Ricuarps. Yes; that would be very helpful. 

Senator HoLttanp. When you mention “strategic network’ you 
are really talking about the national interstate system, are you not? 

Mr. Ricuarps. It had three names during the past 15 years that 
I know of. It has been called the strategic network, the defense 
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highway system, and the interstate highway system. They are 
the same 40,000 miles of important highways in our country. 

During the last war you will recall that the defense highway system 
had a fund set up for it in which appropriations were made directly to 
the defense highway system. Not “access roads,” but “defense high- 
way system.” 

Senator HoLLANb. Very well, sir. Thank you very much. 

| notice in quoting from the President’s message you quoted that 

part that read: 


PS 


You do not comment specifically upon that quotation, but you do 
follow it with this statement of your own 


‘vou now talking in terms of referring it to the interstate system‘ 

I ask for an extra allotment of $200 million—a $100 

nilli 1 $200 million for the interstate system. ‘That is the on 
the Preside nt savs we should eoncentrate on (‘ongress set the inte! 


state svstem up in 1944, but we never have appropriated money for 1 
except through the regular urban channels which ts dissipated quite 
often on the regular primary svstem problem 


Senator HoLLtaNnpb. This is vour recommendation one: 


Federal Governt 


What 

Mr. Ricuarps. Senator Chavez’ bill, $600 million is recommended 
by the AMA with an additional amount on the interstat highway 
system of at least $100 million 

Now. Senat ( havez has S150 million for access roads defense 
access roads—-but he has nothing in for the interstate highway systen 

loLLAND. When you use your recommendation numbe! 
t what are you talking about? What bill are you supportir 
and what amounts do you recommend as meeting the Federal Govert 
ment’s share? . 

Mr. Rienarps. I think the bill that has been presented that mos 
closely meets the needs is Congressman Dondero’s bill in the Hous 
It is the only bill which does provide for an increase in the Federal-at 
highway system, plus the interstate highway system. That provide 
for $600 million on the regular Federal-aid highway system as allocate 
under the past bills and an extra $100 million for the interstate hintowax 
system | 

seenatol Hou! AND That ls what you recommended ? 

Mir. Ricuarps. We think that ts the best bill that has been proposed 
so fal 

Senator HoLttanp. Now, vou have a third recommendation which 
reads as follows 
Require the States to allocate a fair portion of its Federal primary road money 


to meet the needs of critical sections of the Federal-aid highway system in citi 
* * s 
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Mr. Ricuarps. At the present time there is not over one or two 
States in the Union that gets - of the primary money spent inside 
of cities. The law, as passed in 1944—and | was here discussing it 
at the time it was passed ale the use of the primary moneys to 
be spent either inside of cities or outside of cities by the State highway 
department. However, the State highway commissioners, in almost 
every State in the Umon, have interpreted that to mean that money 
was appropriated between cities though not in cities, although the 
law does not say that 

| think in order to meet the needs of the cities on the United States 
trunk lines that the State highway departments should be required 
as it was set up, they were to do it, but they have never done it—] 
think there ought to be more teeth in the law that requires the State 
highway departments to use part of that primary money inside of 
cities where it is needed. 

Senator HoLLANb. Do you mean that the primary aid funds ought 
to be added to the urban system funds? Is that it? 

Mr. Richarps. No 

Senator HoLttanp. The urban system fund is a separate fund? 

Mr. Ricnarps. The primary system fund, it states in the law that 
that shall be spent either outside or inside of cities, any place on the 
primary highway system. 

Now, there are some States where they nee : all that primary money 
between the cities. TP hey do not have the big city problem that we 
have in other States. But in a State like Connecticut, Michigan 
cea or Ohio, — you have large cities, they use that primary 
money to come up to the city limits and they stop there. There is 
not suffi lent urban moneys to build these expensive highwa avs through 
cities, Which run $8 million. Therefore, there are insufiicient funds 
to match the construction needs 

Senator HOLLAND. I think you can answer the question that I asked 
awhile ago then. 

What I asked you was, ts it vour intention moneys should be used 
from the Federal primary road appropriation to add to the urban aid 
appropriation and construct additional streets within cities? 

\Ir. Rrenarps. That is right. 1 did not understand your question 
That is right 

Senator HoLLanp. Do vou have any questions, Senator Case? 

Senator Case. | have no questions. 

Senator HoLtLaANp. Thank you, sir. 


STATEMENT OF FRANK KRIZ, DIRECTOR OF STREETS AND SEWERS 
OF ST. LOUIS, MO. 
Mfr. Kriz. Senator, | have a brief statement here which | would 


also like to file for the record. I will not read it 
The statement referred to follows 


STATEMENT OF Hon. FRANK Kriz, DIRECTOR OF STREETS AND SEWERS OF S 
Louis, Mo., RE S. 2437 ano H. R. 6094, H. R. 6180 anv H. R. 6390 


Mir. Chairman and members of the Roads Subcommittee of the Public Work 


{ Olnmittec 
NEED FOR HIGHWAY FUNDS IN 8S LOUIS URBAN AREA 
Since 1946 the registration of passenger automobiles has rise approximately 
75 percent in the greater St. Louis area During that time there have been 
pract no maior improvements or extensions in streets and highways in this 
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area. Furthermore, since 1935 there have been absolutely no State or Federa 
funds expended on streets or highways within the St. Louis city limits. 

The result of this ever-increasing use of the automobile, without an accompany 
ing increase in traffic arteries, has been to slow traffic literally to a snail’s pac« 
Not only does this condition cause a tremendous inconvenience to our citizens 
causing them to waste a considerable amount of time going to and from th« 
places of work, recreation, and the like, it also causes a very noticeable slow-dow1 
in deliveries of goods and merchandise and in business activity generally. Th 
situation has also brought about a trend toward decentralization of our busines 
districts, and thus an alarming devaluation of property in our important dow 


town district. which is really the core of the metrop rblitan community. If 


id continues unabated, it could conceivably lead to the eventual decay 


tre! Of ou 
CIT 
\ big part of the answer to this problem is more.and better expressways p! 
ng means of rapid transit between the interdependent business and residentia 
of our urban area. With this in mind, an extensive report, entitl 
ressway Plan for the St. Louis Urban Area in Missouri,’ has recently | 


Ale bt 


leted through the cooperation of the United States Bureau of Public Road 


i State Highway Commission, and city of St. Louis. This report cal 


for the expenditure of $170,000,000 over a period of 17 vears for three maj 
ressways to serve St. Louis and St. Louis County Fortunately, the city a 
adv owns a small part of the right-of-way property, but will need about $20 


100.000 over the next 20 vears as its share of the funds necessary to complet 
f rights-of-wa\ I am confident that we can raise these necessar 


ave some assurance that Federal and State funds will be available 
tioh Work I, therefore, wish to vo on re ‘ord, ilk behalf of the cit 


being opposed to any reducti in Federal highway funds at t! 


the expresswa) t referred to above, State legislation ha 
tiv beer Passe d author operate off-street parkit 


’ 


es, a a report recommmenal lt facili as been drawn up by the 
yuri State Highway Departmen ‘ontra las een let for 
{ 3 


ev to determine the } 


a 


that 
thy 


we ha et 


ems of the dens 


statistics sl 


- “1 ry’ 
5,000 miles a year Podav it 


} 


onfronted with a big probler 


( 
leage covered by ea 


problem in the city of St. Louis, the secon 

country outside of Chicago. There have been a gre: 

terminals established there, not only local but interstate an: 
intrastate trucks are using our streets which have been constructe: 


nany vears ago 


We have been doing every thing possible to maintain these highway, 
| 
\ i 


Thev are all-weather high, nvs 
During the period back in 1923 we spent considerable money 
dening some of our Mayol arteries They have become Inadequat 


the present-day traffie You proba 


bly understand those thin 
ordinary automohiles, the ruckinge and transit facilities 
major highways as tig ‘ther streets We have r 


stricted Parking In downtown areas and have aone a lot of thin 
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aid the moving of traffic but none of this is sufficient to move the 
great masses of people and the great tonnage of goods that is traveling 
our highways. We have not had the State Highway De -partinent or 
the Federal Government spending any money in St. Louis in the last 
17 years. The latest highway built by the State with Federal aid 
was built in 1935, or finished in 1935. 

Senator Case. Do you mean built within the environs of St. Louis” 

Mr. Kriz. Within the environs of St. Louis. ‘There was some work 
in St. Louis County accomplished within the last few vears but not 
within the boundaries of the city. 

We were quite fortunate back in those days to build some wider 
highways but as I say they are inadequate today. We saw this thing 
coming on 2 or 3 years ago. We did not have to plan it. We could 
see it build up in the streets. We went to the highway department 
and asked them to help us make a survey and prepare a plan for an 
expressway In St. Louis. That has been done. We are ready and 
the State Highway Department is ready and willing to help us out as 
much as they can. There are three separate highways which are 
radial highways from downtown St. Louis into St. Louis County 
They are inter-regional highways, a part of the State and United 
States highway system. 

These highways will cost, it has been estimated, at present-day 
prices, $170 million, which is quite an item and is a tre mendous cost 
The cost of highways within the city limits, or within any city is 
great. The cost of the highway runs from $5 to $10 million a mile 
Probably the reason we have never received aid from the highway de 
partment is because of these tremendous costs. Ten years ago 
were not so much in need but today we are. 

Senator Hottanpb. I have read your statement, Mr. Kriz and | 
notice one sentence of it which seems to be a specific recommendation 
It reads as follows: “IL wish to go on record in behalf of the city of 
St. Louis as be ing Opposed to any reduction in Federal highway funds 
at this time. 

Mr. Kuiz. T understand there is in the House committee a bill p: 
posing to reduce the funds. I am not concerned so much with what 
bill it is. We are chiefly concerned with additional aid from 
Federal Government to highways in urban areas 

Senator HoLLaNp. What authorization is it’ that you are 
porting? 

Mr. Kriz. We will support, Senator, the present top-level bill 
propose to increase It. 

Now we know that the rural areas in all States and particularly in 
our State have a problem. They need roads, too. Our State high- 
way department certainly needs more money because the roads are 
being antiquated and are being battered to pieces by trucks. They 
need money too for their major Shine and secondary roads and 
farm-to-market roads. 

Senator HoLLanp. What level of authorization is it that vou ar 
supporting? 

Mr. Kriz. | am supporting the most Money that we can get out 
of the Federal Government. 

Senator HoLuanpb. In other words, vou are not supporting any par- 
ticular bill? 
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Mr. Kriz. Iam not familiar with these bills. I am speaking for a 
local community where we are in need of highway funds. 

Senator Case. You want something that would assure some Fed- 
eral matching on this $170 million program 

Mr. Kriz. That is correct 

Senator Case. In your statement where you speak of $20 million 
that would be needed, is that for rights-of-way? 

Mr. Kriz. That is strictly for 50 percent of the right-of-way 
These rights-of-way of which | speak would cost about $40 million, 
$20 million within the city limits and about $20 million outside the 
city limits in St. Louis County. We will have to raise those funds to 
purchase right-of-way and we do have some of the right-of-way now 
without anv cost to the State or the Federal Government. We would 
be ready and willing to start if we had the aid fer our construction 
costs. However, on the other two highways, we have to purchase 
rights-of-way at tremendous cost and we are going to propose to the 
people of St. Louis, a bond issue of $20 million 

This has been programed by the State for a 20-vear program but 
we do not feel that we want to string this out for 20 vears because we 
need the roads how We would like to have all the Kederal and State 
aid we can get now and not 20 vears from now 

Senator HoitLtanpo. Then you are not supporting any particular 
program 

Mr. Kriz. As I say, we are against any reduction in the highway aid 
and we favor an increase 

Senator HoLtanp. And what increase is it that vou favor? 

Mr. Kriz. 1 do not know what that would be. That would be an 
over-all problem for each State 

We have also a parking problem. We have made a study on that 
The city has let a contract with a financial house to look into the 


financing of our parking problem, but that is a separate issue and | 
do not think anv Federal aid would be involved there It would be 
strictly revenue bonds 

What I want to pomt out chiefly is that we had a bill, or rather 
the State highway department and many civic organizations for 


\lissouri had a bill to raise the cvasoline tax | cent and increase the 


truck fees We have the lowest tax of anv Otate mM the country, [ 
) 


{ 

believe, 2 cents per rallon, aud this would be raised 1 cent ‘These 
two companion bills that have been passed Iny the legislature, rid the 
Hous are ip committees for deliberation and we feel sure that the 
State will have additional funds to proceed with our major highway 
work, and also contribute more money to the cities 

Senator HoLLANb. Do you mean this proposal would raise the tax 
from 2 centsa gallon to 3 cents? 

Mr. Kriz. That is right Also, there is a truck bill that will raiss 
the fees of the trucks. We therefore urge you gentlemen to give us 


’ 1} 
all the money vou can i thes ‘DLS 


Senator Hotitanp. Coming from a State that has a 7-cent gas tay 
I am wondering how in the world vou could get along with the 2 cents 

Mr. Kriz. As I say, we have had no Federal or State aid in St 
Louis in 17 vears. We are ready to go along now and so is the Stat 
and they are very cooperative. We feel sure that we will have th 
increase in the gasoline tax and the truck fees and will get more mone 
from the State highway department in turn 
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Senator HoLLanp. Thank you, sir 
Our next witness will be Mr. Joseph Mitchell, city comptroller of 
St. Paul, Minn. 


STATEMENT OF JOSEPH J. MITCHELL, CITY COMPTROLLER OF 
ST. PAUL, MINN. 


Mr. Mireneuy. | also have here a statement from the city of 
Minneapolis. 
Senator HotLtanp. Do you wish first to present the statement signed 
by Erie G Hoyer, mayor of the city of Minneapolis? 
Mr. MireHety. Yes, sir. 
Senator HoLLANp. You wish to incorporate that in the record? 
Mr. Mircneuy. Yes, sir. 
Senator HoLLanp. Without objection that will be done. 
(The document referred to follows: ) 
y OF MINNEAPOLI 
OFFICE OF THE Mayor 
February 16 


Senator S. L. HOLLAND, 
Chairman. Roads Subcommitice of the Senate 
Senate Office Bu fd nq, Wash nqton, D4 


Ly AR SENATOR: Wi respect! illy request that vour body will ea 
the amount of 150 million dollars for highway construetion in m 

Highway needs today are the most critical in cities and heavily populat 
Relocation and construction cost per mile of highways are hight 
communities 

Cireater relative emphasis must of a necessity be placed « 

has heretofore been granted in Federal-aid legislatior 

annot finance needed highwav improvements witho 

We are therefore soliciting vour earnest considerati 

2437 and H. R. 6094 and 6180 


Sincerely vours, 


Mr. Mirenecye. | would like to sav we are very much in accord 
with the very wonderful report given by Mr. Richards. 

We in St. Paul are like other cities in the United States. We have 
very much of a problem as far as taking care of the traffie is concerned 
in this statement here that | gave you, there was a unanimous report 
from the city council, a resolution which has to be approved by the 
city council, urging vou to continue on with the same policy that vou 
have in the past, or provide an increase, if possible. We are very 
shocked to think that there is a recommendation in here by one of 
your Congressmen for a decrease. We were looking for an increase. 
We do know there have been bit increases made in excise taxes and 
as our construction work costs us so much more today than ever 
before, we were looking for an increase but we certainly hope that you 
continue the policy that vou have in the past, at least. 

When we get cut in Federal aid, we also get cut in Minnesota in 
State aid which amounts to a double cut. It would not only hurt us 
in St. Paul but in practically all the cities where we have the same 
situation 

Senator HoLLaNnp. Do you wish to have incorporated with your 
remarks this mimeographed statement and also the resolution adopted 
by the City Council of the City of St. Paul, on February 15? 

Mr. Mirceneuu. Yes, sir. 

Senator HoLLaNnp. Without objection, that will be done. 

The document referred to follows: 
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STATEMENT OF JoseEPH J. MircHey, Crry CompTrouumR oF Str. Paun, MInn., 
Re 8. 2437 anno H. R. 6094, H. R. 6180 ann H. R. 6390 


In submitting this resolution which was unanimously approved by our city 
ouncil in St. Paul, I desire to call vour attention to the existing situation relating 
to highways in and through our cities, of which St. Paul is just one example. 
Cities and urban areas are the bottlenecks in our Federal-aid highway system. 
In St. Paul as elsewhere these major highway pavements are deteriorating faster 
than they can be replaced. Highway users in the cities are being taxed to an 
extent far greater than any amounts returned to them in State or Federal aid. 
These cities are pressed to the limit to maintain existing services and facilities in 
other branches of the city government to say nothing of adding the expense of 
construction necessary to keep their highway programs up with the ever-increas- 
ing needs of traffic. 

Federal excise taxes on gasoline, oil, automobiles, trucks, busses, tires, and 
accessories now yield an annual revenue in an amount several times the annual 
sum suggested in the most generous of these plans. These excise taxes were 
further increased in November 1951. ‘Traffic in cities is at least 50 percent of 
he total volume of that on all streets and highways in the Nation. We in St. 
Paul urge a continuation of the highway policy previously adopted with a pro- 
vision for adequate funds for urban construction. Failure to do this will lose to 
v the suggested Federal appropriation itself but the matching of 

d by States through their highway departments 


[CounciL FILE No. 158856] 
CITY OF ST. PAUL 
OFFICE OF THE CITY CLERK 
COUNCIL RESOLUTION—GENERAL FORM 


Presented by Commissioner Milton Roser 


Date: February 15, 1952 


raffic needs of the highway system of the United States makes it 


a ( 


he Federal Government participate with the States and cities in 


late svstem oO hi rnwavs to be compl ted at th earliest possib| , 
pation relieving the States and particularly the munici- 
burden and tending to foster an adequate system of 
States and connecting the major cities and towns and 
whs themselves: and 
bottleneck in our Federal-aid highway system is where 
city areas; and 
eeds as indicated bv traffic volume, urban high” 
volume per mile of traffic of any highways in the 
int for 50 percent of the total traffie volume 


ven increasing Congestion 
| 


‘econstruction will alleviate 


es in solving their traffic difficulties 
ind 1950 has increased State partici- 


aided efforts ot the cities themse ives 


policy previously adopted enables 


he cities to be carried on on the basis of a com 


provyect 


s of several vears’ duration and providing 


construction; and 


iced from funds collected from 
axes levied against equip 
thereby ‘elieving the cities of 
her sources; and 
F St. Paul can oniy be met by 
expanded a inued program of ughwe ‘onstruction, approximately 
$35,000,000 b 


meet the traffic needs o1 


aior highway 
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Whereas unless the program of highway construction established by the High- 
wav Acts of 1944, 1948, and 1950 is continued cities will lose the fight for adequate 
highways and have to be content with spending their money for the maint 
nance of an inadequate system: Therefore, be it 

Resolved, That bills S. 2437 and H. R. 6390, or bills containing similar provi 
sions for urban aid, which bills provide or should provide among other items for 
a continuing and expanded Federal-aid program of construction for urban high 
wavs for the years 1954 and 1955, be approved; and be it further 

Resolved, That copies of this resolution be forwarded by the city clerk to the 
chairmen of the Senate and House Public Works Committees to Hon. Eugene J 
McCarthy, Representative, Fourth Congressional District; Hon. John Blatnik, 
member of the House Public Works Committee and to Hon. Edward A. Thve 


and Hon, Hubert Humphrey, Senators from Minnesota, and other Representa- 


tives from the State of Minnesota 

Senator HoLianp. Just what particular program do you favor? 

Mr. Mrreweuy. I do not know exactly what your numbers are here 
but the program that would at least give us the same as we have had 
in the past, or an increase, whichever bill that might be. 

Senator HoLtutanp. You do not want any decrease below the $500 
million provided for by the law that is now with us. 

Mr. Mirenety. It is $125 million if J am not mistaken, for the 
urban cities, 

Senator HOLLAND. You would want no diminution of that. 

Mr. Mireneti. We should have at least that much if not more 
than that, 

Senator Houtuanp. Are you appearing for any specific program 
calling for more than the $500 million total? 

Mr. Mrrene yi. T am speaking mostly for the urban program. 

Senator HoLLANp. You are not appearing for any specific program 
to enlarge that? 

Mr. Mirenenyu. No, sit 

Senator HoLLANb. But vou do not want it diminished? 

Mr. Mirreneny, That is right. 

Senator Case. [ notice that vou are a comptroller for the city of 
St. Paul and you are also chairman of the national committee on 
highway fimance for the American Municipal Association and you are 
also a representative of the Municipal Finance Officers Association, 

Mr. Mireneiy. That is right, sir. 

Senator Case. Does the State of Minnesota make some special 


provision for return of any of its collections from highway users to 
the municipalities? 

Mt. Mirenett. We have a 4-cents-a-gallon gas tax in Minnesota 
and we have matched this Federal fund 50-50. 

Senator Case. Does any fixed portion of that State gasoline tax 


come back to the eities? 

Mr. Mircuety. No. 

Senator Case. How does the city of St. Paul get its highway 
revenues? 

Mr. Mrrene vit. Well, we haven’t been doing anything about 
making anv new roads at all The only help that we have been 
vetting is from the State and also the Federal Government, through 
the CLLY, 

Senator Casr. Simply projects placed in the city by the State 
Highway Commission. 

Mt. Mrreneti. That is right. Those are the only new roads that 
we have had. 
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Senator Case. Does the State of Minnesota permit secondary 
money to be used within municipal limits? 

Mr. Mircuecu. | do not know if they do or not. I could not te! 
vou 

Senator Case. At least not above the 5,000 limitation placed upo: 
the fund by the Federal law. 

Mr. Mircnecy. That ts right. 

Senator Case. Do you have any suggestions for financing this 
program of which vou speak? 

Mr. Mrreneiy. No, I really have not 

Senator Cass. Of course, the nub of the problem is money. Every 
State, every city and every county could build roads if the funds wer 
available and if the Federal Government had no budgetary problems 
It would then be much easier for Congress to increase the authoriza 
tions 

Mr. Mirenect. We can get along very nicely and the State can 
get along very nicely if we can continue under the same policy tha 
we have had 

Senator Case. Of course, the Federal bn 


idvet recommends a 


advised by Mr. Staats, who appeared for the President’s Bureau ot! 
Budget here, called for a reduction in the level of the past few 
years 


Mir. Mircuecy. That is what shocks us verv much 


Senator Casr. Then in the face of the decreasing purebasing power 
f the construction dollar 

Mr. Mirenevyi. That is right 

Senator Cask. So budgetwise we have a real problem and I hoped 
vou might have some suggestions for us since your field is that of 
hinance 

Mr. Mirenevy.. I understand your problem. In St. Paul it ts 
entirely up to the comptroller to make out a budget and I know what 
it is to get money but here, with the increase in Federal excise tax 
you are going to get big substantial increases so you should not have 
any difficulty as far as Federal aid is concerned because vou are getting 
a lot of additional increases 

Senator Cask. But vou understand the Federal Government does 
not collect money through taxes for a particular purpose, at least 
set by the device used in the social security program, which is rather 

Mr. Mirrenevy. That is 

Senator Casi We make n direct levies that are specifically 
available in a revolving fund 

Mr. Mirenevi. That is true, but the public feels that they ar 
paving these excise taxes and they should get some return in thi 
highways for that money 

Senator Case. You think the Federal Government should not 
collect these excise taxes from highway users and divert the money t 
other purposes? 

Mr. Mirene ey. I think it would be very nice if you could give us 
the share that we have had in the past. Without that we would just 
be bottlenecked completely 

Senator Case. What vou are protesting Is a policy of the Federa 
Government on the one hand in increasing the excise tax on highway) 


disg l 
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users and at the time same giving an even smaller dollar amount back 
to highway improvement? 

Mr. Mrrenecy. That is right. 

Senator HoLttanp. While you are not supporting any specific 
program as to the amount, you protest any decrease in the amount of 
the existing program. 

Mr. Mireue uy. That is right, Senator. 

Senator Case. Have vou heard the reference to this amend- 
ment on the defense access road section which would make up to 25 
percent of the money appropriated there available for the building 
of circumferential and radial highways to serve cities of 20,000 popula- 
tion or more? 

Mr. Mircuecy. lam not faimliar with that, Senator. 

Senator Case. I will not bother to put it in the record at this time 
but I do have an amendment here which is before the committee 
which would make a portion of the access roads money available for 
roads which would contribute to the civil defense and to the elimina- 
tion of safety hazards in that way. 

I would be pleased if you would take that amendment with you. 

Mr. Mrreweve. Thank you very much. 

Senator HoLLANb. I have one question: Does vour State highway 
department construct and maintain the connecting links on State high- 
ways that pass through city streets? 

Mr. Mirenenn. Yes, si 

Senator HotiaNnpb. But that is the only thing that they do construct? 

Mr. Mircuety. That is right. We do get some nice help from the 
highway department. The State has been very wonderful to work 
with, 

Senator HoLttanp. But as to other city streets, vou are left to vour 
own devices? 

Mr. Mircueny. That is right. We have not had any new streets 
for quite a number of years. It has been mostly blacktop that you 
work over again, Vou know. 

Senator HoLuanp. You realize that the urban aid to come under 
the Federal urban aid system would also be applicable to the through 
highwavs of ties, just as in the case of vour State help. 

Mr. Mireneny. That is right 

Senator Houtanp. And vou do not want that reduced? 

Mer. Mirenens. That is right. 

Senator HoLtuaNp. Very well, thank vou, sir. 

Mir. Mirenecy. Thank vou 

Senator HoLLANb. Is there anvone else to be heard on this Amert- 
can Municipal Association matter? 

Thank vou, gentlemen. 

Senator Stennis, do vou want to make a statement at this time? 


STATEMENT OF HON, JOHN C. STENNIS, A UNITED STATES 
SENATOR FROM THE STATE OF MISSISSIPPI 


\Ir. Chairman, as vou suggested when I made a few brief comme: 
earlier during these hearings, | want to take this eke te 
plement those comments with a discussion of several pots 
warrant close attention ta the committee’s consideration of the ] 
ing highway legislation. First, | want to express my approval 
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support for the general purposes of continuing Federal aid for highwa 
and road development as contemplated in S. 2437. IL think tl 
amounts of the authorizations proposed in this bill represent a reaso; 
able program when considered in the light of our present fiscal burden 
I fully recognize the import: - e of economy in Federal expenditu 
which are not essential to the defense and well-being of our people 
am sure that the proposed authorizations are entire ‘ly consistent wit! 
the position of value and necessity which our highway system hold 
today both in the preparations for defense and in the essential pear 
time civilian activities of the Nation 
| have an objection to one provision of this bill, however, and IT by 
lieve its effects ery be very serious. ‘This objection is to the languag: 
found on page 2 of 5. 2437 which would permit a transfer of up to 2 
percent of a State’s see ondary road funds to its prunary system or \ 
versa. Our experience in the handling of local roads tn many Stat 
makes me believe that this would in practiee be solely wh One-W 
transfer, from secondary to primary. The mitiative in applving fo 
a transfer of funds is given to the State authorities and there is no pro 
vision for giving any voice to the views of those responsible for t] 
local roads h most States, tl ate highway authorities have ne 
responsibility for local roads and their thinking Is largely in terms of th 
lary road system with little or no consideration for the plight of t! 
li Wis thi isrecal i thre local road problem which li 
Lon Wy th Ovi ! YoOVverning the use of secondat 
la the 195 ighwa cb, i “ler to give the local rou 
an equal voice in the use hose funds. The proposed 2 
would n lif LOSE provisions of equy ality in treatmen 
th ondary funds 


ely from the rere f the loeal road sens renee to 


within the exclusive contr f the State authorities 
bay roads Thi ld | ‘a complet ‘contradiction of 

‘vel yy | legislation relating to the pla e of the local 
ads in the Federal-aid highway program. I am wheoll) 

nalterably opposed to any such tampering with the not 

te local road legislation 

[ might point out, also, that any States which are so fortunate a 
to have caught up with all their local road needs actually do hav: 
now the opportunity to use secondary road funds on their primar 
svstem is they so desire. Under existing law, anv State which ha 
s publie roads under the control of its State highway depart 
ment may use any or all of its secondary ‘ard on its primary systen 
If a State has no local road problem, it seems logical that it woul: 
have all of its roads under State control, and it would thereupor 
qualify under existing law for a transfer of secondary funds to thi 
primary system. In view of this fact and since there is no rea 
evidence of any desire by State authorities to use primary funds 01 
the secondary system, the conclusion seems inescapable that th 
proposed two-way 25-percent transfer would in reality result in 
one-way transfer taking away secondary road funds from the Stat 

sie need them most to improve seriously deficient local roads. 

[ also want to go on record concerning two other matters whic! 
although not included in S. 2437, nevertheless have been proposed 
witnesses at the hearings for incorporation in the pending legislatio 
These are the proposal of the Bureau of the Budget to change tI 
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distribution of funds to the detriment of the secondary and local 
road system, and the proposal of some State officials and others to 
set up a separate fund for an interstate system which again would 
result in changing the distribution of funds in favor of the primary 
and urban systems and to the detriment of the secondary system. 
The Budget Bureau proposal would reduce the share of the secondary 
and local road system from 30 to 25 percent with a corresponding 
increase in the primary system from 45 to 50 percent. The proposal 
for an interstate system fund would result in reducing the share for 
secondary and local roads from the existing 30 down to 22 percent; 
the primary and urban systems which include the reir on the 
interstate system would be boosted to a total of 78 percent. 

The only real argument advanced in support of these proposals is 
the need for improving the primary and urban roads which make up 
the interstate system with defense use cited as one of the important 
factors. Of course no one can dispute the importance e of the roads on 
the interstate system in carrying traffic connected with defense activi- 
ties, but that is only part of the story. Without a balanced highway 
system reaching all parts of the nation and all segments of our economy, 
we could not carry on a concerted defense effort with any very great 
degree of success. One of the principal elements in our record of high 
national productiveness during both times of peace and war is ou! 
ability to transport and interchange people and products from places 
where they originate to the places where they are needed ion 
minimum of cost and effort. Under present conditions this is possil 
only with a balanced system of roads and highways. Without 
adequate system of feeder roads reaching into the rural areas, 
usefulness of the primary roads would be seriously diminished. 
records show that of all the traffic now using the primary roads, 2 
percent originates or has its destination at locations on the rural roads 

The value of a balanced road program was recognized by Congress 
long ago. The distribution of funds among the various clasess of 
roads was not an arbitrary or whimsical matter. It was studied at 
great length and in some respects Was subjected to the test of actual 
trial before Congress was convinced of its soundness and equity 
There have been occasional attempts to disturb the balance of distri- 
bution but upon investigation of the facts and merits, it was usually 
found that such proposals were ill-conceived and upjustified on the 
basis of maintaining maximum benefits from a well-balanced program 
Any present or future proposals to alter the distribution among the 
systems must be considered in the light of the respective needs of all 
the systems, not just one of them. The secondary and local roads 
must be brought up to relative standards with the same degree of 
progress as the other classes of roads if we are to secure the benefits 
of a well-balanced program. Based upon the evidence and facts as 
I see them today, I must express my firm opposition to these two 
proposals which would upset the existing balance and set the secondary 
and local road program back many years particularly since it is clea 
that any unbalanced speeding up of the primary road program said 
not in any way compensate for the losses which would result from 
retarding the rural program. 

There is one other matter which I want to call to the attention of 
the subcommittee. In sections 1 (b) and 2 of the Federal-Aid High- 
way Act of 1950, the committee and the Congress adopted some very 
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valuable legislation relating to methods of administering the secondary 
and local roads program. You will remember that some other men 
bers of the committee and 1 were deeply interested in this local road 
legislation. Although the time is still too short to evaluate the effect 
of this legislation completely, there is sufficient data available | 
show that it has been beneficial in bringing a more equitable degre: 
of attention to the handling of the local road problems. We do not 
want to lose the progress that has been accomplished so far and ther 
is every reason to believe that we may expect more improvement 1 
the future. The pending bill, S. 2437, does not contain any direct 
reference to those local road provisions. Although [ believe that 
sections 1 (b) and 2 of the 1950 act should be construed as permanent 
legislation and would therefore apply in full to authorizations ir 
S. 2437, I want to be sure of this. ‘To remove any doubt, | propos 
that a section be included in the bill similar to seetion 15 of the 1950 
act, to read substantially as follows: 

All provisions of the Federal-Aid Highway Act of 1944, approved December 20 
1944 (58 Stat. 838), the Federal-Aid Highway Act of 1948, approved June 29, 
1948 (62 Stat. 1105), and the Federal-Aid Highway Act of 1950, approv 

t ber 7, 1950. mn neonsistel ith this act, shall remain in full foree ar 


Senator HoLtanp. The committee will recess. 
Whereupon, at 3:15 p. m., the committee recessed to reconvene at 
10 a. m., Thursday, February 21, 1952.) 
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THURSDAY, FEBRUARY 21, 1952 


UNITED STATES SENATE, 
SUBCOMMITTER ON Pusiic ROADS OF THI 
ComMiIrTrrEeE ON Pusiic Works, 
Washington, DD) ( 

The subcommittee met, pursuant to adjournment, at 10 a. m., in 
room 412, Senate Office Building, Senator Spessard L. Holland 
chairman of the subcommittee) presiding 

Present: Senator Holland 

Also present: Frank Burnett, committee clerk; Eloise Porter, as 
sistant clerk, and Kllsworth W Bassett of the committee statl 

Senator HoLLAND The committee will please come to order 


STATEMENT OF EDWARD G. MILLER, JR., ASSISTANT SECRETARY 
OF STATE FOR INTER-AMERICAN AFFAIRS; ACCOMPANIED 
BY ERNEST V. SIRACUSA, OFFICER IN CHARGE, CENTRAL 
AMERICAN AND PAN-AMERICAN AFFAIRS, AND JOHN L. OH- 
MANS, BUREAU OF INTER-AMERICAN AFFAIRS, DEPARTMENT 
OF STATE 


Mr. Minurer My name is Kdward G Lilles | am assistant 
Secretary of State for Inter-American Affairs, Department of Stat 

| appreciate greatly this opportunity to appear before the Senate 
Committee on Public Works to support S. 2437, which includes an 
authorization for funds to complete the Inter-American Highway and 
the Rama Road in Nicaragua. While it is my duty as Assistant 
Secretary of State for Inter-American Affairs to discuss this bill with 
you, it is also a real privilege and a pleasure to support it because [am 
convinced, without reservation, that the Inter-American Highway will 
produce creat benefits for the United States as well as for the cooperal 
ing countries of Central America. Moreover, | am equally convinced, 
as I hope you will be, that our undertaking to construct the Rama 
Road in Nicaragua should be fulfilled at the earliest possible moment 

In May of 1950 1 appeared before this committee to support the 
authorization and appropriation of funds for the continued survey 
and construction of the Inter-American Highway. As vou will recall, 
Public Law 679 of the Fighty-first Congress, was approved en Septem- 
ber 7, 1950, and the sum of $4 million for fiscal vear 1951 and $3 
million for fiscal vear 1952 were later appropriated to be available 
until expended, for construction of the Inter-American Highway 
Four of the Central American nations, El] Salvador, Nicaragua, Costa 
Rica and Panama, thus far have executed the azreements required 
by that act and construction work is in progress. Now | appear 


wef 
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before you to support further authorization of funds for the eonstruc- 
tion and completion of the Inter-American Highway, and for the 
construction of the Rama Road. 

Senator HoLtutanp. Mr. Secretary, for the record, what Is the 
amount presently authorized for the Inter-American Highws ay’ 

Mr. Mituier. The last authorization of funds for the highway, Mr. 
Chairman, was the amount specified in Public Law 769, which author 
ized $8 million of funds, $4 million for 1951 and $4 million for 1952 
of which there was actually appropriated $4 million for 1951 and §: 
million for 1952. That money is now being used 

Senator Ho.tanp. There is 1 million of additional authorization 
which has not been appropriated? 

Mr. Miuuer. Yes. 

Mr. Chairman, I would like to emphasize first that the $56 million 
provided in this bill for the Inter-American Highway is the estimate 
by the Bureau of Public Roads to complete the highway. 

Senator HoLttanp. You mean to complete the United States part? 

Mr. Mitter. The whole works. That is provided we get the 
matching of funds from the other countries. 

Senator Hottanp. The $56 million is now estimated to complete 
the contribution of the United States for all segments of the highway? 

Mr. Mitter. That is correct, 

Senator HOLLAND. Wissuehsati its course? 

Mr. Minter. Yes, sir. Furthermore, we believe it is very im- 
portant for work to continue on the highway. I think if we close 
down all the labor camps, et cetera, it will make it more expensive to 
complete it 

I would like first to refer to the Inter-American Highway. The 


Department of State strongly believes that the Inter-American high- 
way should be completed as soon as possible and that United States 
cooperation, which is essential to this end, should be continued. It 
is clear to all of us what road construction means to isolated areas 
and the effect that better transportation has on the economies of such 


area 

| would like to refer to this chart a moment, Mr. Chairman. 

Senator HoLtuanp. May I ask this: You are referring to a chart on 
a large scale, which is in the committee room. Is the smaller chart 
which you have handed around to the committee a replica? 

Mr. Mitier. Yes, sir. That is a photograph of this large chart. 

Senator HoLLanp. Then you wish to file that in connection with 
your presentation? 

Mr. Mixurr. I believe it would be helpful to the members ofthe 
committee 

Senator HoLtLtanpb. That will be included in the record. 
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Mr. Minter. The Inter-American Highway, as originally conceived, 
runs from the Texas-Mexiean border at Laredo to the Panama Canal 
All of the work in Mexico has been completed at the expense of the 
Mexican Government. The road is completely paved except for a 
small stretch below San Cristobal to the Guatemalan border 

Senator HoLLaAnpb. From where? 

Mr. Minuer. San Cristobal to the Guatemalan border 

Senator HoLLAND. What mileage was that? 

Mr. Mirier. About 100 miles out of approximately 1,600 miles of 
the road in Mexico 

Senator HoLuanp. The United States contribution was paving only? 

Mr. Mitier. The United States contribution in Mexico is nothing 
We come in only with respect to the part from the Mexican-Guate- 
malan border to the Panama Canal zone 

Senator Honuanp. The stretch that vou 
Mexico ; 


Mr. Mitvter. That is all-weather road 


Just mentioned = in 


The blue strip is road that 
suriaced an orade but has not been paved 
Senator Hotrtanp. And this authorization embodied in this’ bill 


would include the hard surfacing and paving? 

Mr. Miturr. Not at that part. Our authorization is only with 
respect to these six countries below Mexico 

Senator HoLttanp. Wiiat would happen with reference to that re- 
maining link in Mexico? 


inLeR. The Mexicans are at work paving that at their own 
St 
enator Houttanp. Then the whole length of the highway in Mexico 
ll be completed at Mexican expense? 
Mr. Miniter. That is right, sir 
‘nator Hotitanp. And all has been complete! except this small 
ung link which you have just mentioned? 
Minuit 
Houianp. And that is for the paving only, and that is at 
southern end of the highway in Mexico, just above the 


) 


Excepting the paving of that 


order 
ry as 
ihat is righ 
Senator HoLLaANp AH right 
AVE I | We then come to a || 


a small strip of 25 miles in the 
1] 


nala, which is impassable \o work has been 


25 miles 
border bet ween Nicarag la and Costa Rica, the 
long, although certain parts of it remain to be 


aNd. That means from the point you have mentioned 
rhout 


the remaining distance of the highway in 
Through El] Salvador, through Honduras, through 
have a road that ts passable ail vear round, parts ol 
ch, indieated here in red, have been paved 
Senator HoLttanp. A | | 
| 


portion W ih VO 


We 


‘minus now of that 


sta Rica 
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Mr. Minter. We then come to a stretch of about 65 miles in the 
northern part of Costa Rica which is impassable. Then a stretch of 
about 50 miles in Costa Rica which is passab le in dry weather only 
There is then about 200 miles of road in Costa Rica which is passabl 
all vear round, either paved or all-weather road. Then we come to 
a stretch of about 150 miles in southern Costa Rica and Panama, on 
which no work has been done 

Krom the end of that stretch to the Canal the road is passable all 
vear round, although the part indicated in blue remains to be paved 

Senator HoLtLtanp. That last segment that you have mentioned 
more than half completed in full, that is, the eastern part of it? 

Mr. Mintuer. Yes, sir. 

Senator Hotuanp. And the western part of it, which you have 
referred to as being shown in blue, is sufficiently completed to be 
passable in ordinary weather, but not completed in full? 

Mr. Mitier. Yes, sit 

Up here at the top we have what might be called a summary of the 
status of the hi chwar in regard to its completion When vou take 
the whole highway from Laredo to the Canal Zone, vou have a total 
mileage somewhat in excess of 3,000 miles. About half of that is in 
Mexico. As we have seen, that has all been completed except for the 
paving of about 150 miles 

As for the remaining 1,500 miles from the Guatemalan border down 
to the Canal Zone 567 miles have been completed and paved; 726 
miles have been completed, although unpaved. We have a total 
about 270 miles which are passable all year round, or passable in dry 
weather only 

Senator Hottanp. Two hundred and eighty miles, isn't it 

Mr. Miniter. Yes, 280 miles 

In other words, in order to Ret a road which ean be traveled on all 
vear round from the United States to the Canal Zone, we have only 
280 miles of work to be done We are oad at work on that now and 
with the funds that were appropriated under the 1950 authorization 
we hope to be able to provide an all-weather road through this 
northern part of Costa Rica, so that then we would have an unbroken 
link from this point at Guatemala through to the capital of Costa 
Rica and somewhat below that 

Senator HoLtuanp. That means that with the $7 milhon appropri- 
ated under existing authorizations it is hoped to complete the con 
struction of the missing link just south of the Guatemalan border? 

Nir. Mintuer. Yes, sir 

Work is being done also in Panama in that siretch in western 
Panama toward the Costa Rican border. The Army is very interested 
In our getting on with that work there 

Thus, it is not necessary at this time to discuss in detail the obvious 
and may benefits which will accrue to the Central American nations 

the completion of the road. It is essential, however, 
discuss today why the United States should continue 


» 


in this cooperative project, at a time when so mucl 


struction work is necessary at home 

Part leipat 1 by the Uuited States in the const 
(merican ities is obviously and quit ie 
prince] le of enlightened st li-in eresl Cooper: 


vHode me 24 
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American Highway is the single, most important way in which the 
United States can help to promote economic progress and political 
stability in the relatively underdeveloped countries of Central 
America and Panama. As you are well aware, the stronger these 
nations are, both economically and politically, the greater will be the 
contribution they can make to the security of the hemisphere. 

As a contribution to economic development, the Inter-American 
Highway and its access roads will improve transportation between the 
countries of Central America and the United States. It will facilitate 
the exploitation of commodities of strategic value to the United 
States and indirectly will increase the consumption of imports from 
here. As these nations expand their production and income they 
will be encouraged to import more products, particularly such manu- 
factured goods as automobiles, machinery, and farm equipment. 

[ would like to show you on this chart, Mr. Chairman—this repre- 
sents the flow of trade between the United States and the six countries 
that we are talking about. Their total imports from abroad in 
1950—we haven’t gotten vet the 1950 completed figures—were about 
$290 million, of which 70 percent came from the United States. 
Their total exports were about $238 million, of which 81 percent went 
to the United States 

We are convinced that with the access to the very rich lands that 
will come from the construction of this highway and access roads, 
lateral roads, there will be a tremendous increase in the economic 
activities in these countries. 

I have been over large parts of the highway myself and have been 
tremendously impressed with what could happen down there. 

Senator HoLianp. | note from the figures shown on your chart 
that the amount of trade flowing in the United States to these Central 
American countries almost equals the amount gomg from those 
Central American countries to us. 

Mr. Miniter. Yes. Exports from the United States being shown at 
$202 million and imports to the United States being shown at $193 
million 

Senator HoLtLaNnp. That is a much nearer balance, is it not, than 
what exists with reference to our general international-trade structure? 

Mir. Minier. Yes, sir; that is true. 

Senator HoLtitanp. Furthermore, the completion of this highway 
would mean the exportation of a great many American tourist dollars 
to this area that cannot now get there. 

Mr. Miniter. Mexico’s economy has been strengthened enormousl\ 
by the construction of the highway to Mexico City; in 1951 we esti- 
mate that Mexico derived a dollar income from the tourist trade of 
about $150 million, which is one reason why the Mexican peso is 
stable and as strong as it is today. 

Senator HoLtaNnp. The completion of this highway would place 
these Central American countries on a much more equal basis with 
Mexico in sharing in the American tourist trade? 

Mr. Mitier. | would think so; ves, sir. 

Senator Ho_Lanp. Do vou deal later in your statement at all with 
the idea that in a very real sense the United States, by participating 
in this venture, would be extending the point IV program to these 
particular areas? 
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Mr. Minver. | think I have said that implicitly, Senator, but | 
will sav this for the record: That under the general concept of the 
point LV program, | do not think there is any single project anvwhere 
in the areas that | have to deal with; namely, Latin America, o1 
anvwhere else that will have as direct an immediate and beneficial 

npact upon the economies of other countries as would the construc 
tion of this highway. That is how far | would go. I think it is the 
most constructive project we have anvwhere in the world. | think it 
is directly related to the whole theory of the point IV program. 

Senator HoLLaNnb. Thank you, sil 

Mr. Miniter. From a military point of view the highway will 
provide a land route to the Panama Canal and will be of value in 
hemispheric defense. 

Finally, the Inter-American Highway is not a new project. It has 
been the publicly-announced intention of this Government, affirmed by 
Congress in the language of its enactments, to see its construction 
through to the Panama Canal. Accordingly, approximately $40 
million have been appropriated by the Congress thus far for investment 
in the Inter-American Highway, at first for reconnaissance surveys 
beginning in 1930 and then with larger appropriations for construction 
beginning in 1941. 

Senator HoLuanp. Can you break down that $40 million between 
engineering, reconnaissance surveys, and actual construction con- 
tributions? 

Mr. Mitier. That chart shows this. The first appropriation was 
in the Seventh-seventh Congress in 1941 of $20 million for the highway 

Senator HoLLanp. That was an appropriation or an authorization? 

Mr. Mituter. That was authorized and appropriated—both, sir 

Senator HOLLAND te the same Congress? 

Mr. Mituer. Yes, si 

The Seventy-eighth C ongress in 1943 authorized and appropriated 
an additional $12 million for the highway. Then we come to Public 
Law 769, which I have already referred to, under which $7 million was 
approprs ited, $8 million having been authorized. 

These little slivers of the pie here, aggregating $1,100,000, were 
appropriated in 1930, 1934, and 1938, respectively, for survey work. 

Senator HoLtitanp. And those slivers, as you call them, relate to 
Public Law 78 of the Seventy-first Congress? 

Mr. Mituer. Yes, si 

Senator HoLtutanp. Public Law 723 of the Seventh-fifth Congress 

Mr. Miniter. Right 

Senator Hotuanp. And Public Law 412 of the Seventy-third 
Congress, 

Mr. Minuer. That is correct. 

Senator HoLtLtanp. That covers a total of $1,100,000 for survey and 
engineering work? 

Mr. Mitier. Right, sir 


Senator HoLLtanp. All right 


» 
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Mr. Miniter. We are now at a point where the completion of th 
project is within reach. It is important to carry this work throu 
in order that the United States, as well as the other countries, 
realize the full value of the substantial investments already ma 
in the highway. 

The Department of State, therefore, supports the objective « 
section 4 of S. 2437 which authorizes a total of $56,000,000 to enalb 
the United States to cooperate with the Governments of Costa Ric; 
El Salvador, Guatemala, Honduras, Panama, and Nicaragua is t! 
survey and completion of construction of the Inter-American Highwa 
within the borders of those republics. Note that any of the fund 
appropriated must conform to the procedure and limitations of sectio 
11 of the Federal Aid Highway Act of 1950. In brief, section 
provides that the other cooperating governments shall provide a 
necessary right-of-way, will not impose any highway toll, will not ley 
any fee or tax on United States vehicles or persons of the Unit 
States, that does not apply to nationals; will grant reciprocal recogn 
tion of drivers’ licenses and vehicle registrations; will provide for t! 
maintenance of the highway after its completion. That is importan! 
to emphasize, sir. 

However, in supporting this authorization the Department woul 
like to suggest that an over-all authorization of $56,000,000 witho 
time limitations has certain advantages over a specific vearly autho: 
zation, as provided in this bill. 

Senator HoLLANb. The bill provides now for how many years? 

Mr. Miniter. $8 million a year for 7 vears, Senator. 

Senator Houttanp. And do you prefer the outright authorizatio 


' 


of 56 million without any time limitation? 


Mir. Minter. Yes, sir. There is a bill over on the House sid 
introduced by Congressman Buckley, which is set up along the li 
we recommend. We will give you the number of that legislatio 
[tis H. R. 6094, Mr. Chairman. 

Senator HoLLaANp. You mean there is a section in the gene 
Federal aid authorization bill over there which provides for th 
particular factor for the Inter-American Highway along the lin 
which you prefer? 

Mr. Minter. Yes, sir. 

Senator HoLLanpb. You do not mean there is a separate bill pendin 
in the House covering this measure? 

Mr. Miituer. There are two bills in the House, two versions of th 
Federal aid road bill on the House side. One is the Buckley bill, th 
number of which I have given here, and the other bill has been inti 
duced by Representative Dempsey, the number of which is H. R. 6390 
That is similar to the one before us now, S. 2437. The objective 
the same, the amount provided is the same, the only question 
whether there should be time limitations imposed on the rate th 
money should be appropriated or whether we should have the san 
lump sum provided without time limitation. 

The reason we support this is stated here in this statement, sir. 

The Department foresees that in some years it might not only 
possible but highly desirable, in the interest of economy, to ta 
advantage of an opportunity to enter into construction contracts 
favorable rates and carry out the construction faster than would 
possible under a fixed yearly authorization. On the other hand, th 
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may well be times when the status of construction and the availability 
of matching funds of the Central American nations is such that an 
appropriation in any single vear, based on a fixed authorization, mis oh 
not be justifiable. Accordingly, a lump-sum authorization of $56 
000,000, without time limitation, would permit the Congress to have 
greater flexibility in adjusting annual appropriations realistically to 
conditions which are not always predictable and, where possible, to 
take advantage of economies in the scale of operations 

Line 21, page 5, of section 4 of the bill provides that not to exceed 

3,000,000 of the appropriation authorized may be expended without 
sacdiatine the country or countries in which such sums may be ex 
pended to match any part thereof. The Department respectfully 
suggests that the language of the bill concerning matching funds 
changed to authorize the nonmatched expenditure of a specific pe 
centage, such as one-third of the funds actually appropriated in any 
year, rather than the fixed amount of $3,000,000 of the appropriation 
authorized for each fiscal year 

I would like to refer to the faet that Public Law 769 of 1950 gave 
us the right to spend up to half of the amount authorized without 
matching funds. We have done better than we thought we could in 
negotiating these agreements in regard to getting matching funds from 
the other countries; therefore, we are only suggesting the right to 
draw down one-third without matching funds. The reason that we 
ask for anv authority to put up funds without getting matching con- 
tributions, Senator, is because of the financial difficulty of the Republy 
of Costa Rica, which is in the weakest financial condition of any ot! 
these countries, owing to some political unheavals that occurred ther 
a few Vears ago and because of the fact, as Vou will see, Costa Ric: 
contains the greatest part of the highway in relation to any of the 
countries remaining to be built and that part in eastern Costa Riea 
remains to be worked on contains some of the most difficult terrain of it 

Senator HoLLAND. How much of this terrain is very mountainous 
and difficult of construction? 

Mr. Miturer. This part that remains in northern Costa Rica is vers 
easy. The 25 miles in Guatemala that remains is difficult. Some of 
the 120 miles in southeastern Costa Rica is pretty mountainous, — It is 
sort of the last spur of the Andes up there. 

Senator HoLLaANb. In northern Guatemala, or western Guatemala 
the 25 miles you refer to, is that very mountainous terrain? 

Mr. Miuuer. Yes, sit 

Now with respect to the Rama Road, Mr. Chairman, | would like 
to point out that the Department of State has consistently taken the 
position that the terms of an executive agreement between the United 
States and Nicaragua will not be honored in full until the Rama Road, 
which was under authorization of the agreement, is finished from San 
Benito to Rama—that is shown in red on this map before yvou—and 
until a survey is completed from Rama to El Bluff. That is over on 
the Caribbean Coast of Nicaragua 

The United States agreement to construct the Rama Road stems 
from conversations held in 1939 between President Somoza, of Nica- 
ragua, and President Roosevelt. At that time the Nicaraguan 
President asked that the United States undertake the construction of a 
canal across Nicaragua, a right which we obtained in the Bryan- 
Chamorro Treaty of 1914. The War Department recommended 
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against the construction of a canal and also against the constructio: 
of a barge canal using the San Juan River and Lake Nicaragua 
However, agreement was reached on the construction of a road from 
San Benito to Rama as a substitute. 

I might say, Mr. Chairman, by way of interjection there, that 
was the contention of the Nicaraguan Government that the Bryan 
Chamorro Treaty not only conferred upon the United States the right 
to construct this canal but it also imposed upon us an obligation to 
build a canal. This was an interpretation that we disputed, but in 
order to, in effect, reach an out-of-court settlement, as you might say 
President Roosevelt agreed to this east-west highway. It happens 
that most of the economic development of Nicaragua has occurred 
near the Pacific coast of Nicaragua; and, there being no east-west lin! 
from the Pacific coast over to the Caribbean, most of Nicaraguan 
trade with the United States proceeds from Pacific ports in that 
country on through the canal and up to the Atlantic ports of the 
United States. This would give them a much more direct route for 
their trade. 

Accordingly, on April 8, 1942, this Government in an official not 
stated that it would be willing to construct a highway between Sat 
Benito and Rama and to survey and recommend a route from Rama 
to El Bluff 

The Department realizes fully that such an agreement cannot bind 
the Congress later to appropriate funds for its fulfillment. In this 
case, however, funds, which were properly available to the Executive 
for such an agreement and which were considered adequate when it 
was made, were exhausted when the agreement was only partially 
honored. 

Nicaragua, understandably, looks upon the agreement as a forma! 
and binding commitment of the United States Government, regardless 
of the relations between the executive and legislative branches. [1 
confidently expects that the Congress of the United States will hono: 
this agreement by providing funds for its fulfillment. The Bureau o 
Public Roads estimates that the $8,000,000 authorized in this bi 
would be sufficient for this purpose. Nicaragua is a country whos 
rovernment and people are particularly friendly to the United Stat: 
and who offer consistent and valuable support for United States poli 
in international matters of the greatest importance. The Departme: 
believes it would be most unfortunate if Nicaragua’s confidence in th 
fulfillment of an agreement made in good faith with the United Stat: 


} 


were to be frustrated 
Senator HoLLANpb. In order to make the matter completely clea 


in the record, please state for the record what funds were prope! 


available to the Exec utive, President Roosevelt, at the time of neg: 


tiation of this agreement, which was thought at that time to be sul 
cient in amount but later found to be insufficient 

Mr. Minter. Those were funds out of the emergency fund 
President's emergency fund, voted to him by Congress, and [ beli 
the amount drawn from that was $4,000,000. 

Senator HoLLaNnpb. This took place in 19 

Mr. Minuer. 1942. Those were emergency funds; ves, sir 

senator Hou! AND Those emergency funds were voted for Ww 


purposes in furtherance of the war effort? 
Mr. Mituer. That was the wartime emergeney funds; yes, sir 
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Mr. Chairman, we have some minor language suggestions, changes, 
which | won’t go into but will just file for the record. 

Senator HoLtuanp. | think we should spell this matter out very 
clearly, these negotiations that took place in 1942. 

Mr. Mituer. Yes, sir 

Senator HOLLAND. They took place during the pendency of World 
War II? 

Mr. Minuer. Yes, sir. 

Senator HoLttanp. And at that time when the Executive was 
granted by Congress large amounts of funds for emergency use? 

Mr. Mituer. Yes, sir. 

Senator Hor LaNnp. In connection with the furtherance of any 
aspects of the over-all defense effort that the President might conside! 
those funds Lo be required; Is that correct? 

Mr. Mituter. That is correct. I might point out in that connection 
that during World War IL we received very valuable cooperation from 
Nicaragua, Which was agreed upon just about that time, in connection 
with the use of certain ports on the Pacific coast in which we, in effect, 
vot base rights 

Senator Hotianp. And did the granting of those base rights and 
the cooperation of Nicaragua, falling at that same time, constitute a 
part of the over-all objective which the President and the United 
States Government had in view? 

Mr. Mitier. Yes, sir; very much so. 

Senator Ho_tanp. And are you stating for the record that the ad- 
Vantage received by the United States to which you have just referred 
with regard to these matters was regarded as being highly helpful in 
the furtherance and pursuance of the war effort? 

Mr. Mituer. That is correct, Senator Holland 

Senator Hottanp. Will vou please state for the record why it was 
that the funds cranted to the President for such handhneg, thought at 
the time to be adequate for the completion of this purpose, were found 
to be insufficient? 

Mr. Mintuer. Because, as so often has happened in such cases 
senator Holland, prices of materials rose sharply, as did wae levels 
That has been our experience in connection with many construction 
projects 

Senator Hotuanp. | don’t know anything about it Was that 
factor found upon actual survey in carrying forward of the engineer- 

work, that the project as a construction measure Was a more diffi- 
and more expensive, more time consuming than had been thought? 

Mr. Minver. I am certain that is the ease. I have been over most 
of the Rama Road to where construction has gone so far; and, as vou 
FO eust on the Rama Road. vou get into some pretty rough terrain 

Senator HoLuANb. | believe the committee and the Congress would 
like to have exhibited in the record in this case a rather detailed report 
on the objectives which were soucht to be fulfilled by the President 
and the other features of this matter which resulted in the showing 
that funds committed and properly committed by the President 
proved to be insufficient to carry out the project. 

Mr. Mitier. All right, sir 

I think a large part of that is dealt with in the statement which | 
would like to offer for the record, Senator Holland, w hich has been before 
this committee before in connection with the 1950 hearine 
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a statement by the Honorable Capus M. Waynick, the United States 
Ambassador to Colombia, formerly our Ambassador to Nicaragua, 
who happens to have been at one time the commissioner of public 
roads in the State of North Carolina and knows the business of road 
construction from top to bottom. This statement, What Is Our Ob- 
ligation to Nicaragua With Respect to the Rama Road? urges the 
construction of this road not only because of the terms of the executive 
agreement, because of this question of the interpretation of the Bryan- 
Chamorro Treaty, but also because of Nicaraguan cooperation with 
the United States during World War IT. 

Senator Hotutanp. Do you think that that statement of Mr 
Waynick fills the need which I have indicated in my question, to spell 
out something in the record of the objectives sought to be fulfilled, of 
the values received by the United States, of the reasons which de- 
veloped by which it became clear that the funds committed were not 
sufficient to complete the building of the road? 

Mr. Miuusr. I believe so, sir. 

This is just an excerpt that I have here before me, but I understand 
the entire statement of Ambassador Waynick deals with all these 
problems very fully, and we will supply to the staff of the com- 
mittee that complete statement. If after that, after vou have had 
an opportunity of reading it, you want any further justification from 
the State Department, we will furnish it because, even though this is 
a statement of Ambassador Waynick’s, sir, we are willing to stand 
on it as representing the view of the Department of State. 

Senator HoLtianp. If you will supply that for the record, we may 
feel we should call on you for additional information. 


Mr. Miturer. All right, sir 


The Statement referred to, by Ambassador Waynick, is as follows 


Wuat Is Our OBLIGATION TO NICARAGUA WITH REsPECT TO THE Rama Roap? 
By Cap M. Waynick, United States Ambassador to Nicaragua) 


The Rama Road is an east-west highway in Nicaragua planned to connect the 
Inter-American Highway, at a point known as San Benito, with Rama, a village 

the Escondido River 60 miles inland from El Bluff, the Caribbean port near 
Bluefields The distance from San Benito to Rama is about 165 miles. 

The road has been graded and covered with selected materials from adjacent 
juarries to a point near Villa Somoza, about 66 miles from Rama No portion 
f it has been paved or surface-treated with asphalt. Che work on the road has 
been done, under Public Roads Administration supervision, by Nicaraguan forces 
and paid for by the United States. The United States has spent $4 million on the 
road thus far. 

It has been graded and surfaced with stone for about 155 kilometers, with 
100 kilometers remaining to be done in order to extend it to Rama. A kilometer 
is five-eigths of a mile. 

This road is in no sense a part of the Inter-American Highway It is a Nicar- 
aguan east-west road and nothing more. Recentlv the President of the United 
States and the State Department have urged Congress to make a $8 million 

aD ypr opris atiol to compit te the road, and thus far t he Congress has failed to make 
he appropriation. 

The P 
ent was made to Nicaragua to build the road, which will not be honored 

1 is finished to Rama and a survey made of a 60-mile route from 
Bluff The Nicaraguan Government, for its part, insists that 
States made the commitment to build the road and in failing to do so 
1 definite contract \ review of the facts about the matter shov 
‘road was undertaken seems desirable. 


resident and the State Department have taken t he position that a con 
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rHE BACKGROUND PICTURE 


The United States has a treaty with Nicaragua giving out country the perpetual, 
exclusive right to build a canal through that country. In 1914 we cemented the 
agreement by paying $3 million to Nicaragua. At that time strong sentiment in 
favor of the Nicaraguan canal and some official statements convinced Nicaraguan 
leaders that construction would not be long delayed. Nothing was done about 
it, and this occasioned disappointment in Nicaraguan circles 

In 1939 President A. Somoza, of Nicaragua, was the quest of President Roose- 
velt in Washington. Shortly after that visit President Somoza, on May 22, 1939, 
addressed a communication to President Roosevelt, part of which read as follows: 

‘Adequate transportation facilities are a prime requisite to the development of 
the production and trade of a nation. It is the opinion of the Government of 
Nicaragua that it is of paramount importance to link together the productive 
regions of the east coast of Nicaragua with the more densely populated productive 
rezions of the interior and the Pacific coast and to prov ide a more direct channel 
of communication for commerce between Nicaragua and the United Srates. This 
objective could effectively be attained by the canalization of the San Juan River 
for vessels of moderate draft, and, if possible, by a complementary waterway 
from Lake Nicaragua to the Pacific. I er to inquire whether the assistance of 
the Government of the United States might be extended to assist my Government 
in the realization of this project. Specifically it would be necessary in any event 
as a first step to have precise surveys and estimates, and I am hopeful that it will 
be feasible for the Government of the U nited States to send engineers of the United 
States ieciaser’ Corps for this purpose.” 

President Roosevelt answered this inquiry on the same day, May 22, 1939, 
writing as follows about the proposed canalization of the San Juan River: 

‘Regarding your suggestion for the canalization of the San Juan River for 
vessels of moderate draft, I have been pleased to instruct the United States Army 
IEengineer Corps to make the necessary studies and surveys of a canalization and 
highway project to link the eastern and western regions of Nicaragua. I am im- 
pressed with the thought that such a project would very greatly facilitate and ex- 
pedite communications between your country and mine and, by opening new areas 
“ the production of comp lementary noncompetitive products, would provide 
new bases for an increase in commerce between those areas and the United States. 
Moreover, it is obvious that, should occasion arise, the existence of such a water- 
way would have a very important bearing upon the defense of the hemisphere 

‘As soon as the necessary financial arrangements can be made in this country, 
a board of four officers of the Corps of Engineers, accompanied by an official of the 
United States Engineer Department and an officer of the Army Medical Corps, 
will be sent to Nicaragua. It is expected that the board would leave for Nica- 
raqua next July and would be able to carry out the studies for the project within a 
few months. Upon the basis of their reports we can take such further action as 
eems in the common interest of our two countries.”’ 


DEPARTMENTAL COMMITMENT 


On April 8, 1942, the Department of State, over the signature o cting 
Secretary, addressed a note to the Nicaraguan Minister for Foreign Affairs 
eading in part as follows: 

‘I regret to inform Your Excellency that these studies have clearly shown that 
the construction of the proposed barge canal is economically impracticable and 
hat, therefore, 1 consider the project to be one to which the two Governments 
will wish to give no further consideration However, mv Government is fully 
iware of the importance of linking the east coast regions of Nicaragua with the 

vions of the interior and the Pacific coast Che matter is one which has been 
requently discussed by representatives of our two Governments It has now 
been agreed that the most promising method of achieving the objective would be 
t he constructiot of a road from San Benito on the Inter-American Highway north 
f Managua to Rama on the Escondido River, from which poi 

to Ek) Bluff and Bluefields on the Atlantie is available 
the opinion of my Government that the existence of 


under present circumstances, a very important 


isphere 
hye fore, taking in mee nt the spirit of the ecomn 
xchanged on av 22. 1939. between President Somoz: 
President Roosevelt, of the United State mv Govern! 
xpense, to carry out the following 
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construction of a direct paved road between San 


Benito and Rama 
The survey and recommendation of the route of a highwav from Ra 
the construction and financing of such a road being a matter for t 
the Nicaraguan Governme 


nt in the light of the survev, and no ob! 
thereto being contemplated by this Government 


of the road from San Benito to Rama and the survey of 


Kl Blaff will, in the opinion of my 


n Government 


( 
lo 


Covernime nt, constitu 


obligation which it may ha 
nve of letters 


Nicaraguan Minister of Fors 
cardinal points of the United Stat 
aragraphs of acceptance were writ 

I thy 


Ciover like 


| Ain I 
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depend absolutely. The position taken by some Members of the Congress that 
no such commitment should be made or is valid until the Congress provides thi 
money is a proper one for debate in Washington, but it confuses Nicaragua 
The recent publication in Nicaragua of the fact that the Congress had refused to 
make the appropriation was a great blow to that country’s Government and 
people They think the definite commitment by the President and the Depart 
ment is, or should be, as binding on the United States as is the Bryan-Chamorri 
Treaty, giving perpetual rights to build a canal through Nicaragua, on Ni 
aragua 
The original « cult 1 this Rama Road matter aros 
of cost The timate made was that $2 million 
fications were changed and a new estimate placed the 
President of the United States required reexamil: 
resulted 
President Roosevelt had a w 
was made after the opinion of 
} ihower, Us rtified 


SHOULI! HONOR THE 


would r 


the allocation from the 


represent the road as having present 


but I am firmly of the opinion that 

honored and the road completed for the 
1. Nicaragua believes that 

[ nited states ¢c 

it would be 
2 Che Presi 

road shoul 

owned | 
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a cooperative spirit in Nicaragua worthy of respect. And it does cut the co: 
of the Inter-American Highway and the Rama job to about what we had planne 
to spend on the former. 

7. Our pledge to Nicaragua was not a specified sum of money to apply on th: 
Rama Road. It was to build the road. I believe it should be honored in ful 
regardless of any difference of opinion as to whether greater caution should | 
observed in making such commitments without a saving clause as to the futur 
availability of money. 


Mr. Miniter. That concludes my testimony. 

Senator HoLLanp. | notice you make certain specific suggestion 
for changes in the language of the bill. 

Mr. Miituer. Yes; we do. I didn’t think I should read it. The 
are of a technical nature. I would like to have them appear as pai 
of the record, but I do not think I would take the time to go into them 

(The specific language changes referred to follow:) 


Regarding the specific language of section 5 of 5. 2437 the Department desir: 
to make the following comments and suggestions: 

1. Section 5 (1), page 6, line 25: That the words “where practicable’’ be i 
serted after the words ‘‘minimum width’. It is considered that the requirement 
of this paragraph as now written may be found impracticable and excessiv: 
especially in urban and agricultural areas where the costs would be exorbitant 

2. Section 5 (4), page 7, line 17: That there be added as a final phrase to tl 
subsection after the word “parties” the phrase ‘‘or any other treaty or internationa 
convention establishing similar reciprocal recognition.”’ This is necessary in ord 
to afford applicability of the Road Traffic Convention of 1949, an agreement o! 
world-wide scope which eventually will supersede the Regional Convention f 
the Regulation of Inter-American Automotive Traffic. 

3. Secti b), page 7, line 24: That the words “and for a survey but not { 
the construction of a road from Rama to El Bluff” to be inserted after the wo! 
‘Rama’ because the agreement with Nicaragua requires, in addition to construc 
tion of a road from San Benito to Rama, the survey but not the construction o 
a route from Rama to FE] Bluff, 


3. ection o (Db), 


Senator HotLaANp. The first of your suggestions has to do with 


minimum width, as [ understand your suggestion, and vou de 
relief of that requirement, which would be enforced under the pre 
wording of the act, in connection with the road where it passes throu 
urban and highly developed areas? 

Mr. Mitier. Yes, 

Senator HoLtitanp. That would give discretion to the State Depart 
ment as to how vy ata mea e of relief would be viven in those difl 
cult places. 

Mr. Mitter. Not the State Department, but rather to the Burea 
of Public Roads, Senator. 

Senator HoLLaANb. The amount of discretion, then, would be giv: 
to the Bureau of Public Roads to reduce the requirements for th 
width of the right of way in urban and highly developed agricultur: 
areas where it would be very burdensome to procure a right-of-way) 
of the width required by the bill? 

Mr. Minter. Yes, sir. This is the same language that is now u 
Public Law 769 with regard to the Inter-American Highway. We ai 
just conforming this language to the same language that the committe 
has already passed upon 

Senator HontaNnp. Your third suggestion for change would inco 
porate as one of the purposes for the authorization the making of t! 
survey from Rama to El Bluff? 

Mr. Mixer. Yes, sir. 


Senator HoLiaNnp. Since that is part of the commitment. 
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Mr. Miuuer. Since it is part of the agreement and this $8 million 
is estimated not only as the amount to complete the road as far as 
we are committed to build it, but to complete this survey, so as not, 
in any way, changing the amount of the authorization, but simply to 
conform the purposes of the authorization to the agreement. 

Senator HoLuanp. This means not just a preliminary survey, but 
means the completion of the engineering work for the construction of 
the highway from Rama to El Bluff? 

Mr. Mituer. I would like to ask Mr. Siracusa, the Chief of the 
Central American Division in my office to deal with that. 

Mr. Stracusa. [tis asurvey to specify the route of the continuatior 
of the road from Rama to El Bluff. 

Senator HoLLanp. Does that mean the furnishing of the completed 
plans and specifications for the construction of the road and th 
structures in connection with it? 

Mr. Srracusa. There is nothing in the agreement, to my knowledg 
which requires that. 

Senator HoLuaNnp. I wish vou would reexamine that and, of th 
reexamination shows that the detailed engineering is required, this 
record should show it, because preliminary surveys, as a rule, are 
much less expensive than the more detailed ones, 

Mr. Mitier. We will supply that information by letter to the com 
mittee, Senator. 

(The letter referred to is as follows: ) 


DEPARTMENT OF STA‘ 
Washington, Marcel 
The Honorable SpEssarp L. HoLuanp, 
United States Senate 

My DEAR SENATOR HOLLAND: [t was a real privilege fi 
Thursday, February 21, 1951, those seetions of S 
er-American Highway and the Rama Road Yo 
stioning of my testimony helped greatly, I believe, to bring o 


m portance of these projects to tl Uy ited State Ss, as wel 


countries in Central America and to Panama 


Regarding your inquiry on tl 
truct the Rama Road, and the reasons why funds 
ved inadeqauate, I am pleased to enclos for the record ; ony ol 
memorandum prepared by the Honorable Capus M. Waynick, forme 
to Nicaragua, entitled ‘‘What is our Obligation to Nicaragua Wit 
Rama Road?” | am sure that vou will find that this do 
of your attentior 


e objective s of the 


ir que stion on the 
of a road from Rama to E1 B 
to the best of his knowledge, the I ti Ss agree 
e survey and recommend the rout: He also s: that he did not believe 
vas any agreement to prepare detailed plans and specifications which, as 
ointed out, would add considerably to the cost n this connection, I shou 
‘to inform you that a note of April 8, 1942, from the Acting Secretary of St 
0 the Nicaraguan Ambassador in Washington confirms this interpretation where 
it states that the United States is willing “at its own expense to carry out thi 
owing, * *. * b) the survey and recommendation of the route of a } 
vav from Rama to El Bluff; the construction and financing of such a 
a matter for the decision of the Nicaraguan Government in the light of 
and no obligation in regard thereto being contemplated by tl , 
The Nicaraguan Ambassador in a note dated April 18, 1942, agr | 
tation. The Bureau of Public Roads has been questioned on this 
ndicated that it considers that there is no obligation to provide detailec 
As you will note in Ambassador Wavynick’s paper, the original plar 


i 
udgeted the cost of this survev at $55,000. 
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Copies of the four charts used in my testimony are being prepared now and a 
sufficient number for all members of your committee will be delivered at an early 
date to the clerk of the committee. 

I shall be only too glad to provide any further information you may desire on 
these two projects. 

Sincerely yours, 
Epwarp G. MILLER, Jr., 
Assistant Secretary. 

Enclosure: Copy of memorandum from Capus M. Waynick, former United 
States Ambassador to Nicaragua. 

Senator HoLLanp. Now, your second request for change, I wish you 
would comment on that for the record, since that has to do with one of 
these over-all conventions. Some of those over-all conventions are 
somewhat suspect at this time to some of us. I wish you would 
outline just what you mean. 

Mr. Oumans. My name is John L. Ohmans. 

Mr. Miuuer. He is also from the Bureau of Inter-American Affairs 
in the State Department. 

Mr. Oumans. | would like to say, first, Senator Holland, that this 
wording that we have suggested in section 5 (4), page 7, line 17, is also 
found in the House bill—H. R. 6094. We are bringing the language 
of S. 2437 in conformity with that of 6094. 

Senator Ho.uanp. Isn’t it also true that that language already 
appears in these identical words in the authorizing legislation for the 
Inter-American road contained in Public Law 769 of the Eighty-first 
Congress? 

Mr. Oumans. Yes, sir. 

Senator Ho.Luanp. Then the purpose of this suggested change, 
therefore, is to bring this new authorization for the Rama road into 
exact conformity with the wording and provisions of the language 
already appearing — sin the authorization legislation for the Inter- 
American Highway? 

Mr. Oumans. Yes, sir. 

Also, in the event that there is an international convention on road 
traffic, we would want the sections of that international convention to 
be applicable in the case of the traffic on the Rama road. 

Senator HoLuanp. The part of the act which would be affected and 
amended relates entirely to reciprocal recognition to vehicle registra- 
tion and drivers’ licenses, does it not? 

Mr. Oumans. Yes, sir. 

Senator HoLLAND. In other words, it relates to the convenience of 
the traffic public. 

Mr. Oumans. Yes, sir. 

Senator HoLianp. All right. 

Thank you very much. 

Mr. Mixuer. I want to thank you for your very thorough and 
patient examination of this problem, which to us is of some importance. 

Senator HoLtLtanp. There will be incorporated in the record at this 
point, data on traffic on the Pennsylvania Turnpike, requested by 
Senator Case on one of the previous day’s hearings. 
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PENNSYLVANIA TURNPIKE 


Traffic estimates and actual traffic (based on 1938 estimates) 











7 7 
First year (1941) } 1949 
i 
Type of vehicles ere ey eee ennrrnaen raw mm 
| Estimate Actual Estimate Actual 
| | | 
Passenger cars and light trucks___._- | 1, 020, 000 | 2, 159, 356 | 1, 940, 000 | 
Commercial vehicles - - | 270, 000 | 275, 929 | 525, 000 | 
Busses. - is 2 10, 000 24, 296 | 19, 000 | 
[eee a eee — . oo sl castniechntnchnetemnatnsininantememtt 
I che tak: atin on abba sks centers | 1,300, 000 2, 459, 581 | 2, 484, 000 | 3, 848, 788 
Toll revenues 
Shard taba iad © teas seet TL Aeon Oa Ur s, a ere - 
Year of | | b entearsbe bn 
Year esti- | Estimated tolls} Actual tolls | Percentage 
| mate | | increase 
1941 ae . _..-| 1988 | $2,670,000 | —-$3, 399, 582 | 28 
1949 Seis , ; | 1938 5, 180, 000 | 7, 049, 543 | 36 
OR. Seid once is 3 is Sag | 1948 5, 550, 000 |... ei 28 
1949__ —— aie pean nh {one ‘. od 1949 6, 600, 000 |... -. 10 
1950 : ; es ; | 1949 7, 200, 000 9, 022, 398 . 25 
1951 wasweaee “ 1949 11, 410, 000 13, 984, 303 22 


Note.—Gasoline and tire rationing influenced traffic 1942-46. Data for 1951 includes the Philadelphia 
extension. 


Senator Hottann. W. D. Hagenstein, National Lumber Manu- 
facturers Association, is the next witness. 


STATEMENT OF W. D. HAGENSTEIN, FOREST ENGINEER, FOREST 
CONSERVATION COMMITTEE OF PACIFIC NORTHWEST FOR- 
EST INDUSTRIES, PORTLAND, OREG.; ACCOMPANIED BY 
GEORGE M. FULLER, VICE PRESIDENT, NATIONAL LUMBER- 
MEN’S ASSOCIATION 


Mr. Hacensrerin. I am Mr. Hagenstein. 

Senator HoLtuanp. You are Mr. W. D. Hagenstein, forest engineer, 
forest conservation committee, of Pacific Northwest Forest Indus- 
tries, Portland, Oreg.? 

Mr. Hacenstern. Yes, sir. 

Senator HoLLanp. You have a prepared written statement of 
some 10 pages and three tables? 

Mr. HaGenstein. Yes, sir. 

Senator HoLLtanp. Do you wish that to be incorporated in the 
record? 

Mr. HaGenstern. Please, sir. 

Senator HoLtuanp. It will be so incorporated. 

(The statement of Mr. Hagenstein’s referred to above follows:) 


STaTEMENT OF W. D. HaGceEnstein, Forest ENGrinererR, Forest CONSERVATION 
ComMitTTEr oF Paciric Nortuwest Forest Inpustries, PoRTLAND, OREG. 


Mr. Chairman and gentlemen, I am W. D. Hagenstein, forest engineer, forest 
conservation committee of Pacific Northwest Forest Industries, Portland, Oreg., 
appearing in behalf of National Lumber Manufacturers Association and its 16 
affiliated regional associations throughout the United States. We have been 
vitally interested in timber access roads to and in the Federal forests of the 
United States since the end of World War II. 


96246—52 
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Since the first of 1952 several bills have been troduced which would authorize 
appropriations for Federal highways and roads. These include 8. 2437 by Senator 
‘thavez, H. R. 6094 by Representative Buckley and H. R. 6180 by Representative 
Dondero, all of which would amend and supplement the Federal-Aid Road Act 
approved July 11, 1916. 

Our purpose in appearing before you today is to convey a strong plea for ade- 
quate recognition of the need that exists for an enlarged system of timber access 
roads to and in the Federal forests. 

In our own region, the Douglas fir region of western Oregon and Washington, 
the Federal Government, in the national forests, the O. and C. and Coos Bay 
Wagon Road grant lands, and Indian-owned but federally managed Indian 
reservations, has 53 oa of the currently merchantable timber, most of 
which is in virgin old-growth forests—overmature, higly susceptible to insects and 
disease, and in which retrogression wood volume is occurring each year. Despite 
the fact that the Federal Government is such a large holder of timber, the privately 
owned forests which contain 40 percent of the region’s timber have been the 
heaviest contributors to the total annual cut which is providing the United States 
with approximately 25 percent of its total forest products needs each year. I 
have here a table which shows the log harvest for our region for the 10-year period 
1941 through 1950 from private lands, national forests, O. and C. and public 
domain lands, Indian lands, State and county lands, and the total. The pro- 
portionate share from each of these classes of ownership is expressed as a per- 
centage. Private timber, during this busy decade in our forests, provided an 
average of 83.4 percent of the logs used for the manufacture of lumber, pulp and 
paper, plywood, shingles, poles and piling, and other forest products. 

Eighty-three and four tenths percent of the logs came from the class of forest 
land ownership which has only 40 percent of the region’s timber. This means 
that on the average only 16.6 percent of the region’s raw material came from the 
public forests which contain 60 percent of the merchantable timber. Breaking 
this down further, it shows that the average contribution of the national forests, 
which contain by far the larger part of the public timber, was only 8.8 percent 
of the region’s log needs, the O. and C. and public domain lands 4.2 percent, the 
Indian lands not quite 1.0 percent, and the State and county lands 2.7 percent. 
I have here another table which shows the volume of timber and proportion to the 
total of each ownership class. 

These grossly unbalanced withdrawals from our forests, entirely out of pro- 
portion to the timber volumes held by the two great classes of ownership, private 
and public, is forest management at its worst. ‘ood forest management decrees 
that timber harvest should be within the framework of what we foresters call 
“allowable cut’’ which is largely determined in a virgin forest region such as ours 
by the amount of ripe and overripe timber on hand. The Federal Government, 
whose laws require that its forests be managed on a sustained-yield basis, is in 
fact not practicing such management, because it is not harvesting annually their 
allowable cut. 

At this point, I would cite briefly from the act of June 4, 1897, which established 
that among the purposes of the national forests were, ‘““* * * to furnish a 
continuous supply of timber for the use and necessities of citizens of the United 
States.’’ I submit that when the public forests are not contributing their share 
to the forest products needs of the citizens of the United States up to the maximum 
of their capability, which they never have done, then it behooves the Congress to 
determine why and do something about it. 

How can the Congress do it? 

Only by one means. That is the authorization of a suitable and adequate 
system of timber access roads to and in the Federal forests throughout the United 
States. The only way many of the decrepit stands of rotting Federal timber can 
be salvaged for use in peace or war is to open them up to permit a continuous and 
orderly harvest while converting these stagnant forests into growing forests. 

To cite just one region, I have prepared a tabulation showing the annual log 
harvest and allowable cut under sustained yield forest management for the 
national forests in western Washington and western Oregon for the decade 
1942-51. , 

With an average annual allowable cut of 1,687,000,000 board feet the Forest 
Service, during this period when the demand for forest products was at an all-time 
peak—the first 5 years for war, the second 5 for peace—harvested only 944,000,000 
board feet annually. That is only 56 percent of the annual harvest allowable 
under forestry principles, 

While I have used as examples my own region, the same sort of data could be 
presented for California, for eastern Washington and eastern Oregon, and for the 
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entire Rocky Mountain region. Millions wpon millions of acres of Government 
trees standing unused, being killed and decimated by insects and disease, being 
lost to fire and wind. If these forests were actually under management—which. 
means first of all roads—they could, as they should, contribute substantially td 
the forest products needs of the people of the United States. 

Now how are we going to get these roads that are needed so that the Federal 
forests can provide the American people with forest products as prescribed by law? 

First, it is our belief that the Forest Service and the Bureau of Land Manage-. 
ment should sell timber in larger blocks than has become customary in some in- 
stances, so that private purchasers can build extremely difficult and costly roads: 
We don’t ask or want to imply that all public timber should be sold exclusively in 
large blocks, but do argue that if the Federal agencies would be more realistic in 
analyzing their road problems in comparison to their timber situation, they could: 
do a better job than they are now doing in getting the people’s forests opened up 
for Management and use without having to draft large sums out of the Federal 
Treasury. It is a matter of trading Government timber for roads, which means 
that the forest products consumers would do the financing, rather than the public 
lending their tax moneys to be repaid as Government timber is purchased and 
hauled out over timber access roads. 

It may be necessary in some instances to sell 80 to 100 million board feet at a 
time. Perhaps 200 million board feet. On the other hand, hundreds, if not 
thousands, of miles of spur, stub or feeder roads can be built with sales averaging 
5 to 10 million feet and a still greater mileage can be built with small sales from’ 
a few hundred thousand up to several million board feet. The three principal 
forest agencies of the Federal Government, all recognize that what I have just 
suggested is possible. However, there seems to have been a bowing to the will 
of local political sentiment in that every time someone suggests that public timber 
should be sold in quantities of more than a couple of million feet, someone hollers 
“monopoly.’”’ [submit that if the Government is sincerely interested in putting 
its forests under the best possible management, it’s got to get them opened up 
quickly and efficiently by means of an adequate system of timber access roads. 
One way to get these roads is to build them by means of selling timber as indicated, 
No legislative authority is required, nor would road appropriations be necessary. 

We are not the only ones who realize that timber access roads are needed 
vitally for a healthy available timber supply situation in the event all-out war 
suddenly required prodigious quantities of forest products; or that roads are 
necessary for the long-term management of the Federal properties in which hun- 
dreds of millions of dollars have been invested already in protection and admin- 
istration. 

The President of the United States at Casper, Wvyo., on May 9, 1950, said, “In 
the forests we need to build more roads, so that we can reach the timber and use- 
it.’ Both the Secretaries of Agriculture and Interior stress the need for and 
approve the principle of timber access roads to and in the forests under their 
respective jurisdictions in letters to the chairman of the Senate Committee on 
Agriculture and Forestry under dates of March 31, 1949, and May 20, 1949, 
respectively. 

The annual reports of the Chief of the United States Forest Service beginning 
in 1946 have stressed each vear the fact that if timber access roads could be built’ 
at the rate needed in the national forests, their timber harvest could be increased 
50 percent. 

Hundreds of statements indicating the need for timber access roads by both 
private citizens and public officials could be instanced ad infinitum. 

While we believe, as I have just indicated, that the Federal forest administrators 
could do a more effective job by exercising their statutory rights and permittinz 
private industry to build more timber access roads, we have now reached a situa- 
tion where that is not the whole answer. As is well known to the members of this 
committee, ever since 1947 there has been pending before the Congress at least 
one or more timber access road proposals which would authorize, for a period of 
5 vears, the sum of $25 million annually to the Secretary of Agriculture and $5 
million annually to the Secretary of the Interior for timber access road construc- 
tion. One of these bills, Senate Joint Resolution 24, which was introduced by 
Senator Morse, of Oregon, was passed by the Senate in August 1949. 

I have been talking about timber access roads. These are not to be confused 
with forest highways, of which there are three classes: roads in the forests which 
are a part of the Federal-aid system; all forest highways which are on an approved 
primary State highway and connect with the Federal-aid system; and community 
roads which are in use by a community within the forest. Also there are Forest 
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development roads and trails which are primarily general service roads for protec- 
tion and administration of the national forests. 

While both forest highways and forest development roads may be used for 
hauling national forest timber, that is not their primary purpose. 

In the present bills which you are considering, there is provision for extending 
the authorization for forest highways for the fiscal years 1954 and 1955 to $32,- 
000,000 each year; and extending the authorization for forest development roads 
and trails for the fiscal years 1954 and 1955 to $28,000,000 each year in S. 2437. 
In H. R. 6094, these sums respectively for the same years are amended by authoriz- 
ing $17,500,000 each in both categories. 

After careful consideration of the timber access road problem, and giving full 
recognition to the need for Federal economy, we believe that an expenditure of 
$30,000,000 a year during the next 5 years for the construction ot mainline timber 
access roads by the Federal Government is justified and should be authorized. 

Under a timber access road program, roads should be constructed by the 
Federal Government which cannot be quickly and adequately financed by private 
timber operators. They should be roads located and designed for the primary 
purpose of removing overripe and otherwise mature national forest and other 
Federal timber. Road engineering standards should be flexible and practicable 
and load limits established to permit maximum operating economies. Advisery 
public hearings should be held annually in each State or region affected so that 
the public receives the most for its timber access road investment. Of the 
$30,000,000 recommended, it is suggested that $25,000,000 annually be authorized 
to the Department of Agriculture and $5,000,000 annually to the Department of 
the Interior. 

We believe that suitable amendment of the Federal-Aid Road Act would be 
an expedient way to provide for such a timber access road program as I have just 


outlined. 
The bills before this committee, however, do not provide adequately for such 


a program as presently drafted. 

As mentioned, in H. R. 6094, section 2, $17,500,000 is authorized for forest 
development roads and trails for each of the fiscal years 1954 and 1955. As 
stated, these development roads are general service roads and are not necessarily 
located nor constructed for the primary purpose of utilizing the timber resources 
of the national forests. The amount of this authorization represents no increase 
over current authorizations under the act. Current appropriations have been 
less than the authorization. A major part of the appropriation has been used 
each year for the maintenance of existing roads and for the repair and replacement 
of bridges. The Forest Service estimates that it will cost $11,000,000 alone for 
maintenance and repair of existing roads and structures during the current fiscal 
year. Therefore, relatively little of the money is available for the construction 
of new forest development roads which might be used as timber access roads. 

We urge that $25,000,000 should be authorized for timber access roads with 
the proviso that every dollar to be appropriated thereunder should be spent for 
the construction of roads whose primary purpose is to open up national forest 
timber for harvest and use. We should also like to see written into the legislation 
the requirement that the Forest Service hold public hearings annually in each 
State or region affected, so that the public would have an opportunity of reviewing 
proposed construction projects. 

We suggest that you include a new subsection in the section relating to forest 
highways and forest development roads and trails and provide an annual authori- 
zation of $25,000,000 per year for 5 years for the Department of Agriculture. 
The new subsection should state clearly that timber access roads are to be con- 
structed primarily for the purpose of harvesting Federal timber; provide that 
funds appropriated for forest development roads and trails shall not be available 
for the construction or betterment of timber access roads; and provide for advisory 
public hearings. Such a proposal would have our full support. We believe the 

‘ederal land-managing agencies whose job it is to maintain the Federal forests 
on a sustained-yield-management basis will also support the proposal. 

With reference to the Department of the Interior, we understand that road 
authorizations for the Bureau of Indian Affairs as contained in both H. R. 6180 
and H. R. 6094 ($6,000,000 and $10,000,000, respectively) are totally inadequate 
to provide for the Bureau’s timber access road construction needs. The Bureau 
adminsters large tracts of timberland in Indian reservations throughout the west. 
‘Timber access roads are needed badly in many of them. 

The Bureau of Land Management of the Interior Department likewise manages 
valuable timber resources throughout the west. The O. and C, lands in western 
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Oregon, one of the most valuable old-growth forests in the Nation, is under its 
jurisdiction. The bills under consideration make no provision for timber access 
roads on these lands. 

We recommend amendments to the present bills which would include an 
authorization of $5,000,000 annually for 5 years to cover the needs of the Depart- 
ment of the Interior for timber access roads under the same conditions as have 
been indicated for the Department of Agriculture. 

We would like to make just one more comment regarding the proposals sub- 
mitted. The construction of timber access roads by the Federal Government 
is not a gratuity to the timber operator who uses such roads and buys Govern- 
ment timber made accessible thereby. Timber access roads increase the value 
of tributary timber. When the timber is sold and paid for, the Government 
recovers the cost of the road. Therefore, revenues covered into the Treasury 
from the sale of timber definitely guarantee moneys invested in timber access 
roads to be a self-amortizing investment. 

If the national forests and other federally owned or managed timberlands are 
to contribute to the forest products needs of the people of the United States, and 
that has been our publie policy, then it is high time that legislation be enacted 
which will give the Federal land-managing agencies an opportunity to carry out 
their responsibilities under the Federal stewardship of these vast forests. Without 
an adequate system of timber access roads, this is impossible. The discussion, 
sometimes academic, of how timber access roads are to be authorized, financed or 
constructed has ensued for 5 years of valuable time. In that period the private 
forest landowners of the United States in many areas, particularly in the west, 
have been forced to overcut their forests, in order to provide the people of the 
United States with the forest products they want and need. It is our sincere 
belief that forestry on both the Federal holdings and private lands would be 
greatly advanced by the beginning of a comprehensive system of timber access 
roads beginning right now. The responsibility is in the lands of the Congress 
and the future of an important natural resources depends upon your action. 





Tas ie I.—Log harvest for Douglas fir region of western Washington and Oregon for 
period 1941-50 


[Thousand board feet, log scale] 


| 
| O. and C. | 








, : National | a ; | State and 5 
Year | Private? sete. | and public Indian | ‘ Total 
| forests | domain county ? . 

cocci tadaltaareea as at eee sine DU iia lee a ad A 
1941 sddbdicdiedancuchascaul eye eee 435, 700 | 312, 300 101, 000 | 275, 000 9, 915, 000 
Percent total.......... ale ad & | 4.4 | 3.1 | 1.0 | 2.8 100. 0 
1942 ieterie cee eantg teins -| 453, 100 407, 400 | 87, 000 | 275,000 | 9, 656, 000 
Percent total ae 4.7 | 4.2 | 9 | 2.9 | 100.0 
1943 re ee oe 716, 100 | 379, 000 89, 000 | 275,000 | 9, 710, 000 
Percent total..--_--__- eS 85.0 | 7.4 | 3.9 9 | 2.8 | 100.0 
1944 hale odare alas tel 975, 800 | 406, 600 71, 000 | 275,000 | 9, 601, 000 
Percent total oi Aa .f 10.3 4.3 ae 2.9 | 100. 0 
1945 ‘ Joc adiapeiahdeie 6, 368, 300 | 744, 500 | 370, 200 54, 000 | 275, 000 | 7, 812, 000 
Percent total ding Sakai * $1.5 9.5 4.8 on 3.5 | 100. 0 
1946 ‘ éée .--| 7,358,000 | 721, 300 390, 100 63, 000 270,000 | 8, 797, 400 
Percent totaly 65.005 ...55-004%-1 83.6 8.2 4.4 24 3.1 | 100. 0 
1047 ; ; ; | 8, 228, 500 1, 111, 900 | 517, 000 87, 000 | 270,000 | 10, 214, 400 
Percent total.................] 80. 6 | 10.9 | 5.1 | 8 | 2.6 100. 0 
1948 : . lie aha 8, 716, 500 1, 140, 100 494, 400 97, 000 270, 000 10, 718, 000 
Percent total..........,-......] 81.3 | 10.7 | 4. 6 9 | 2.5 | 100. 0 
1949 pie shag Ndbene paints <dinjen unl t LEA | 946, 400 | 358, 900 109, 000 | 175,000 | 9, 245, 000 
Percent total Sea bh ng ait 82.8 | 10. 2 | 3.9 1.2 | 1.9 | 100. 0 
1950 : ~..--.---.-.---| \ 8,646,000 | 1,229,100 | 2400, 000 128, 000 | 250,000 | 10,653, 100 
Percent total.......- bnictine 81,2 | 11.5 3.8 | 1.2 | 2.3 | 100. 0 

Grand total ...-| 80, 216,000 | 8,474,000 | 4,035, 900 886,000 | 2,610,000 | 96, 221, 900 
Average for period eoncesel. Gp oe 847, 400 | 403, 600 | 88, 600 | 261,000 | 9, 622, 200 


POO a reece 83.4 8.8 4.2 | 9) 2.7 | 100. 0 





1 Private volume determined by subtracting total public from grand total. 
? Estimate based on the best data available. 


Note.—Data for national forest and grand total cut for region furnished by Pacific Northwest Forest 
and Range Experiment Station, USFS. Data for O. and C. and public lands furnished by Bureau of Land 
Management. Data for Indian lands furnished by U. 8. Indian Service. 
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Tasxe IIl.—Ownership of sawtimber on commercial forest lands in Douglas fir region 
Jan. 1, 19454 


[Million board feet, log scale] 

















| | 
| Western Western Total Doug- 
| Oregon | Washington | las fir region Percentage 
NE II, a una tccw cats nphenlpnitin nalitataiateds | 112, 814 | 68, 390 181, 204 41.3 
O. and C cae ‘ac Dehn ream anara anal | MME W ceteteccons ; | 44, 007 10.0 
Other Wederd .. . 32. 5420554255255 8 1, 643 | 4, 138 | 5, 781 1.3 
State, county, and municipal____._..-. a 5, 948 | 24, 794 | 30, 742 7.0 
ia 8k fois . nny eekcgny oy 164, 412 97, 322 | 261, 734 | 59.6 
Private_......__.. a boscweacebeue 96, $47 80, 489 | 177, 336 | 40.4 
OR io <hannccrncinvicrinentesiel 261, 259 | 177, 811 439, 070 | 100. 0 














1 Latest data available on volume by ownership of commercial forest lands from Pacific Northwest Forest 
and Range Experiment Station, U. S. Forest Service, Portland, Oreg. 


Tasie II].—Annual log harvest and allowable cut for national forests in Douglas fir 
region of western Washington and Oregon ' 


(Thousand board feet, log scale] 





| 
| Volume har-| Annual ak | reat oe 


Calendar year vested lowable cut | snowable cut 









Average for 10-year period - --___--.-. 


mete ae }- ciiiees 
SN DEEDS AEE A RY TES ASC RUT ORO TES 453, 100 1, 572, 800 | 29 
WB ote ED SESS RCL ues ad | 716, 100 1, 635, 500 44 
1944 pA eh Saale aR A ae icone ite | 975,800 | 1, 635, 500 60 
1945___ ei ec aise seat caer 744,500 | —-1, 635, 500 46 
Beas. coined pasate eel pasa ne bl Coes aay alana 721, 300 | 1! 834, 400 | 4 
nes ste ee Sea Calle ere Bie ake | 1,111,900 | 1, 706, 700 | 65 
1948 RRSTE AGS TRE i hae i . _.| 1,157,500 | —-1, 756, 200 | 66 
1949 snes Least olka non Helens giana acide eetal | 949, 600 | 1, 753, 200 | 54 
1950___- ce : | 1,220,100 | 1,757,300 | 70 
Sa pLbtivetiswexes _.| 21,380,000; 1, 784, 300 | 77 
Total for 10-year period___......-- 0 I a lla | 9, 438,900 | 16,871,400 |.......... 


943,900 | 1, 687, 140 | 56 
| | 





1 Data from regional office, USFS, Portland, Oreg., and Pacific Northwest Forest and Range Experiment 
Station, Portland, Oreg. 
2 Estimated by USFS, regional office, Portland, Oreg. 


Senator HoLttanp. Now, do you care to make a brief résumé of the 
statement? 

Mr. Hagensrern. I would like to, very much. 

The industry I represent, which is national in scope, provides $4 
billion of forest products for the American people each year out of 42 
States of the Union; only 6 do not provide appreciable quantities of 
forest products. 

There is a timber supply problem, principally in the Western States, 
although somewhat in the Lake States and Southern States, where 
there are vast national forests. The western national forests are, for 
the most part, in underdeveloped, inaccessible areas. 

Since 1946 our industry has been urging, as well as public officials, 
that both State and Federal levels authorize a system of timber 
access roads in and to the public forests of the United States. The 
idea being that it is public policy of the United States to manage its 
Federal forests on a sustained-yield basis. But they do not manage 
them that way unless they are accessible, and are harvesting the 
allowable cuts under sustained yield, which one of our exhibits shows, 
using the example of western Washington and Oregon, which has the 
biggest Federal forests. 
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The allowable yield—only 56 percent of it has been harvested in the 
last 10 years, a period when there were prodigious demands for 
forest products due to the war effort during the first 5 years and the 
reconstruction work afterward. The Federal forests were not able to 
contribute their share of the cut because they were inaccessible. 

The forest agencies of the Federal Government have for years sold 
timber and the private purchasers have built the roads as a normal 
part of the timber-sale operation. One way in which the Government 
could expedite the construction of roads and make these forests 
accessible and thereby harvest their allowable cut is to do a better job 
of analyzing their timber situation and their road needs and selling 
their timber in some instances in larger blocks so as to get some of 
these areas which have no roads opened up. I don’t mean to imply 
that the Government should sell all its timber in large blocks. There 
is plenty of timber in the Western States, particularly, that can be sold 
in the various quantities necessary to allow operators of every size to 
compete on the timber auction block. 

Failing to extend the timber access roads that are now existent in 
the forests by means of the timber sale device, the only other alterna- 
tive is to authorize and appropriate money to invest in timber access 
roads, which funds will be returned when the timber is sold as the price 
paid for it would include the cost of the roads. 

Timber is much more valuable when it is accessible than when 
inaccessible. 

The main reason why these forests should be opened up as expe- 
ditiously as possible is the fact that until the Federal forests contribute 
their share to the forest products supply, private forest owners are 
being forced to overcut their forests. This means that forest manage- 
ment on private lands and on public lands, because of the unbalance 
in their proportionate contribution to the Nation’s timber needs is not 
as good as 1t might be or should be. How much timber is cut in this 
country each vear, irrespective of the class of land ownership, is 
dependent upon the demands of the people of the United States for 
forest products. 

Senator HotLanp. Your first request is that the public timber be 
sold in larger blocks so as to allow private purchasers to build difficult 
and costly roads; is that it? 

Mr. HaGensrern. That is one of them. 

Senator HoLttanp. What is your next point? 

Mr. HaGensrein. The next point is that the bills that are being 
considered by your committee—S. 2473 and H. R. 6094 and H. R. 
6180—call for authorizations for forest highways and for forest devel- 
opment roads and trails. These roads are not timber access roads. 
They can be used, in part, and are used in part, for hauling national 
forest and other Federal timber. We recommend that the committee 
consider amending the pending bills to authorize a timber access roads 
program which would authorize, for a period of 5 years, the investment 
of $25 million a year each year for timber access roads in the forests 
under the jurisdiction of the Secretary of Agriculture and $5 million 
per annum in the forests under the jurisdiction of the Secretary of the 
Interior for a period of 5 years, with the general provisions that first 
the roads should be located and designed for the primary purpose of 
removing Overripe and otherwise mature national forest and other 
Federal timber; second, that road engineering standards should be 
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flexible and practicable to permit maximum operating economies. In 
other words, the Government should take advantage of the type of 
equipment available today which can haul pay loads that will lower 
the cost of production, per unit, which means that a man can afford 
to pay more money for Federal timber. 

Senator HoLLaAnp. That means much more expensive roads. 

Mr. HaGensrern. No, sir; in some instances, perhaps, but we have 
found in our part of the country that for the long pull on a per thou- 
sand board foot basis roads are cheaper by building them to allow for 
the use of maximum type of equipment. It may mean more capital 
outlay for the moment, but in the long run, as you amortize those 
roads, as you haul timber over them, the cost per unit is less. 

Also, we recommend in a timber access road program that advisory 
public hearings should be held annually in each State or region 
affected so that the public receives the most for its timber access road 
investment and the public may be advised what the Federal agencies 
are planning. These hearings are merely to counsel and advise the 
Federal forestry agencies on timber access road construction. 

As it is now, the forest highway authorization—incidentally, the 
appropriations have never been up to the authorizations—current 
money must be used mostly for maintenance, even though the public 
agencies may desire to allocate the money for timber access road con- 
struction. If they use the forest highway money and the forest devel- 
opment road and trail money for timber access roads, they wouldn’t 
have very much left, only several million dollars a year, because the 
bulk of the appropriations they are now getting under those authoriza- 
tions is being used for the maintenance of the roads and replacement 
of ‘structures, such as bridges. 

The whole point, as we see it, is that the public has invested hun- 
dreds of millions of dollars in their Federal forests since they were 
created, principally in 1905, in protection and administration. We 
have a remarkable natural resourse that is worth several billions of 
dollars. We are not utilizing it. We are not converting it to a forest 
management basis as fast as we can or should because we are not 
converting these stagnant old-growth forests into growing forests 
because we are not harvesting them at the rate allowable. The de- 
mand of the people in the United States for forest products is therefore 
putting undue pressure 0 1 private lands, which results in poor forestry 
in some cases because we shouldn’t exceed the allowable cut on those 
lands. 

That is why we are recommending that serious consideration be 
given to implementing a timber access-road program in the interest of 

providing the people of the United States with the forest products 
that they want and need, and do it on an orderly forestry basis. 

Senator HoLtanpb. In other words, you propose a very large and a 
long-term program. 

Mr. HaGenstein. For 5 years, now, then take a look at it. 

Senator HoLttanp. And the total amounts which you would su- 
gest are what? 

Mr. Hacenstein. $25 million for Agriculture and $5 million for 
Interior for a period of 5 years. 

Senator HoLianp. For each year? 

Mr. HaGenstTEIN. Yes, sir. 
Senator HoLLanp. That is only for access roads? 
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Mr. HaGenstein. Timber access roads. 


Senator HoLianp. That is in addition to the forest highways and 
forest trails? 


Mr. HaGenstein. Right. 

Senator HoLLanp. How much would you leave for the forest high- 
ways and forest trails? 

Mr. Hacenstern. I would not say because I am not in a position 
to answer that. As I said, the authorizations have never been fully 
appropriated or not at the current time, at least. The Forest Service 
itself says the bulk of the money, $11 million out of their current ap- 
propriation in this fiscal year, must be used for maintenance, which 
means they only have about $2 million left for new construction, which 
won’t build much road in the rough country in the West. 

Senator HoLttanp. You make no suggestion at all about the amount 
that is to be authorized for each year for forest highways and forest 
trails. 

Mr. Hacunstein. No, sir. 

Senator HoLtanp. But the amounts which you suggest are in 
addition to whatever is authorized for forest highways and forest 
trails? 

Mr. Hagenstein. That is right. 

Senator Hotianp. Or a total of $30 million per vear for 5 years in 
addition to programs already covered by the bill? 

Mr. HaGeNnstTEIN. Yes, sir. 

Senator HoLuanp. You understand, of course, that the bill pur- 
ports to cover not only forest highways and forest trails, but under 
the two categories and particularly in that of forest trails it purports 
to cover access roads. 

Mr. HaGenstern. I realize that; however, as I say, in my statement, 
generally the forest development roads and trails and forest highways, 
while some of them are used in part for hauling timber, are not timber 
access roads. The forest development roads are general service 
roads for the protection and administration of the forests and the 
forest highways are part of the public roads system. 

Senator HOLLAND. It seems to me in one particular your recommen- 
dations may be contradictory. As I understand it, you recommend 
first, that the timber be sold from larger tracts of land in order to allow 
the purchasers to build the access highw ays. 

Mr. Haqgensrein. Yes, sir. 

Senator HOLLAND. In addition to that, you would offer this pro- 
gram of $30 million a vear for 5 vears. 

Mr. Hacenstein. | don’t think they are contradictory, Senator, 
for this reason. As you will see when you have an opportunity to 
read my prepared statement, the problem is time. The demand for 
the timber is here now. The people of the country want it. We need 
to get our Federal forests under proper management. The longer we 
delay, the tougher it is going to be. Therefore, one way of taking the 
burden off the public lending its money by appropriating funds for 
timber access roads is to do a better job in expediting timber access 
road construction by Federal timber sales. This has been done in 
the past but should be done at an increased tempo. In addition to 
that, because of the time element, they have as much as two to three 
or four billion feet of timber to harvest in some watersheds, mainline 
roads can be amortized as the timber is sold. We must get in there 
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now, because there are not enough big operators in the country to 
finance them. The public must do the mainline timber access road 
construction job. 

Senator HoLuanp. In other words, the two suggestions are intended 
to complement each other? 

Mr. Hacenstern. I believe that is right, sir. That is our intent. 

Senator Houuanp. All right, sir. 

Is there any further statement? 

Mr. Hacensrern. I do not believe so. 

Senator HoLtitanp. Thank you, very much. 

Mr. Hacenstein. Thank you, sir. 

Senator HoLLtanp. The committee will adjourn until 2 o’clock. 

(Whereupon, at 11:20 a. m., the subcommittee adjourned to re- 
convene at 2 p. m. of the same day.) 
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Senator HoLLanp. The committee will come to order. Come for- 


ward, Mr. Wirth. 


STATEMENT OF CONRAD L. WIRTH, DIRECTOR, ACCOMPANIED 
BY HILLORY A. TOLSON, ASSISTANT DIRECTOR, NATIONAL 
PARK SERVICE 


Mr. Wirtn. If it is your pleasure, I would like to hand in this 
prepared statement, which contains facts and graphs, and then talk 
informally about the general conditions of our roads and parkways 
and what we hope to accomplish. 

Senator HoLianp. Without objection, the statement as a whole 
will be incorporated in the record. The question of incorporating 
the graphs will await the ultimate decision of the committee as to 
incorporation of graphs, but the statement will be incorporated. 
(The prepared statement of Conrad L. Wirth is as follows:) 


Mr. Chairman, I am Conrad L. Wirth, Director, National Park Service. I wish 
to make a brief statement about section 4 (a) and (b) of the bill (8S. 2437) before 
this committee which pertains to the roads and trails and parkways of the Na- 
tional Park Service. I recognize that this bill designates an authorization of 
$16,000,000 for roads and trails and $17,000,000 for parkways in the fiscal years 
1954 and 1955. Iam convinced that our needs more than justify such authoriza- 
tions. I believe that authorizations of $25,000,000 for roads and trails and 
$30,000,000 for parkways more accurately reflect our requirements for road con- 
struction, replacement, and improvement that have accumulated over the 10-year 
period 1941 to 1951 in which we witnessed steadily ascending park-traffic counts 
in combination with increasing road obsolescence. Such larger sums also repre- 
sent more realistically the costs of keeping pace with growing park road needs 
and constitute full recognition of the fact that road maintenance costs must be 
related and alleviated by a program for reconstruction and replacement of worn- 
out and substandard road sections. They reflect also the increase in appropria- 
tions required to offset the decreased purchasing power of the maintenance and 
construction dollar. 

I wish at this time to supplement my presentation with several charts which I 
hope may be inserted in the record of this hearing as a graphic presentation of 
the status of our roads and trails and parkways, the phenomenal usage to which 
these facilities are being put by the public, and the amounts which are needed to 
maintain, replace, and complete them for public use within a reasonable length of 
time. 

Before proceeding to any discussion on the disclosures of these charts, I wish 
to reiterate my convictions on the basic values of the national parks and the 
service which they perform. I feel there is no doubt in any of our minds on the 
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worth of these parks. They have proven their value to the public by an increase 
in attendance from 1 million in 1925 to 36 million in 1951 and they are recognized 
as a great Manifestation of the democratic spirit in this country. I regard them 
as being as essential to public enlightenment and education as is our public school 
system; as much a part of public health and mental welfare as our hospitals and 
that they are patronized within the same degree of their capacity to serve as the 
average public-utility system. I believe the authorizations requested to be a 
genuine reflection of the people’s desires with regard to one of our most popular 
domestic assets. 

I see no other outcome than that park roads and parkways will become moré 
vital each vear. The need for them has never been greater than it was in 1952 
and we anticipate that the traffic volumes of 1953 will be even greater. Such 
volumes of traffic are beyond that for which many of our roads were planned. 
The unavoidable result is that we operate under adverse conditions and excessive 
maintenance costs. 

We seek to preserve and keep each type of roadway, roadside structure, and 
facility as nearly as possible in its original condition as constructed or as subse 
quently improved; and to keep the operation of highway facilities and services in 
proper condition to provide satisfactory and safe highway transportation on a 
system which represents a capital investment of about $191,000,000. Mainte- 
nance, it should be understood, does not include reconstruction or additions and 
betterments. ' 

In common with other maintenance programs for Federal and State highways, 
the maintenance program of the National Park Service fell far behind during and 
following of the World War II years. Curtailment of expenditures for road and 
trails maintenance and construction, as well as the lack of personnel and equip- 
ment, necessitated deferring certain normal maintenance activities, such as reseal+ 
ing and reprocessing of road surfaces, removal of trees and vegetation for proper 
sight distance and vista maintenance, and replacement of guardrail and other 
protective structures and devices. Consequently, the park roads and trails 
deteriorated to an extremely critical and unsafe condition. This lack of proper 
maintenance resulted in the accumulation of a tremendous backlog of deferred 
items referred to as ‘special’ items of maintenance, the liquidation of which 
presents a major problem. It has not been possible, however, to liquidate the 
backlog of deferred maintenance in accordance with the planned schedule, because 
of increased maintenance obligations in the form of additional mileage and addi- 
tional structures to be maintained, inadequate appropriations, and accelerated 
deterioration of plant as a result of the increased traffic load and Jack of appropria- 
tions for reconstruction. 

Age of the system and lack of sufficient funds for reconstruction of obsolescent 
and worn-out roads and trails, together with the unprecedented heavy use of the 
system by the public which has prevailed during the past several years, have 
caused further structural failures which, if not corrected by proper maintenance, 
will develop rapidly into a complete reconstruction project at a much higher cost. 
Highways are not expendable, and sound economic principles require that mainte- 
nance funds be kept to a level adequate to protect the investment already made 
and to retain the system in a safe condition for public travel. 

In chart A which pertains to park roads and trails we have offered graphic proof 
through a status study of the 400 miles of road in Yellowstone National Park to 
demonstrate the close relationship between road age, maintenance costs, and 
reconstruction requirements. We believe this park represents an accurate 
exemplication of the conditions prevailing throughout the national parks wherein 
the advanced age of roads results in abnormal maintenance costs in a great many 
instances. The solution to this condition lies with the proposals for replacement 
and improvement of the individual road sections and sufficient funds to carry out 
these proposals. 

As in all the State-Federal-aid highway systems, improvements in the park 
systems relate to existing roads that are accounted for as established routes with 
recorded route and section numbers and termini descriptions. Such a road facility 
may be of high or low standard. It may have been advanced through its initial 
stages of development or it may be a route that has been completed and in use 
for an extended period. The work proposed on these routes, therefore, consists of 
major construction, completion of stage construction or reconstruction, all of 
which are classed as improvements and as I said 80 percent of the cost of the work 
for national park roads is in this category. The remaining 20 percent, classed as 
new work, constitutes initiation and development of road routes between destina- 
tions where no means of motor transportation had existed. In terms of mileage 
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as contrasted with monetary costs, improvements account for 87 percent of the 
total needs and new work for 13 percent. 

teplacement or improvement provides a new bridge where the existing bridge 
is too old and too weak to carry the traffic load. It includes a resurfacing project 
where the ravages of age, weather and traffic have rendered the pavement struc- 
turally unfit for further service. It contains a widening project to increase the 
capacity of an old narrow road. And at another location it provides a short 
relocation to give a modern road in place of the tortuous alinement on the existing 
road. These and similar projects represent the major elements that go to make 
up a park road program in any one year. Even what may appear to be a new road 
is often a replacement for, or supplement to one or more existing inadequate 
facilities. 

New work provides for initial construction to make sections of existing parks 
available for public use whereas these sections had been largely isolated. Most 
of the new work relates to recently acquired areas such as Olympic, Big Bend, 
Everglades, and the parkway system, where State and private contributions of 
land have made additional parks possible and where the Federal Government 
by agreement is obliged to finance general development including roads. 

Our efforts to provide better travel conditions although based on an appraisal 
of individual park systems from comprehensive records including studies of life 
expectancies, traffic volumes, physical characteristics, and maintenance history 
have been restrained by a lack of funds that permitted only slight increase in 
accomplishment from year to vear since World War II. Chart B which we have 
included in this report reveals that we are years behind in the development of 
our road systems. 

The average annual appropriation for “Roads and trails construction’’ from 
1925 to 1940 or prior to inflationary influences was approximately 6 million an- 
nually. The average appropriation from 1940 through 1952 has been 2 million. 
It should be recognized that the postwar dollar did not go as far as the pre-World 
War II dollar with the net result that the maintenance and the construction dollar 
of the 1940 to 1952 period was reduced by half. In this 12-year period we have 
actually operated on an average of 1 million preinflation dollars a year. 

The information we have submitted reveals that the low level of road replace- 
ment and improvement during the vears 1940 to 1952 is in direet contradiction 
to the unprecedented rises in motor vehicle registrations and park attendances. 
This was a period of such phenomenal growth that estimates of car registration for 
1960 were surpassed by the records of 1951. Such misestimation resulted from 
assumption that many old cars would be replaced by new ones when car produc- 
tion resumed after the war. Instead the new production became an addition to 
the number of cars existing. Today motor vehicles are either young or old. As 
a matter of record 55.4 percent of them are 8 vears old or over. Nevertheless, a 
surprisingly large percentage of all ages reach our parks and park attendance rec- 
ords have been equally surprising in their volume increase. While the population 
of the country is increasing at a very rapid rate, the growth in motor vehicle 
registrations is at a much greater rate. ‘This is evidenced by the fact that back 
in 1935 there was one motor vehicle to every 4.8 persons in the country, while as 
of the end of 1951 there will be only three persons to every motor vehicle. More 
ears to drive and more drivers financially able to visit our parks results in unabated 
overburdening of our present road facilities. 

An extremely austere appropriation for park road rehabilitation is therefore 
not consistent with the volumes of cars and visitors that have been attained. 
Nor is it consistent with the higher standards of road construction required under 
more intense use. What was considered adequate 10 years ago is no longer con- 
sidered adequate today 

We do not deplore this phenomenal growth. We do not say to these new- 
comers, things would be more pleasant in the parks if you had gone elsewhere. 
No one has suggested that the 40 million passenger cars be reduced. We acknowl- 
edge that our basic authority to operate parks requires that we make them 
available to the present population as well as to preserve them for future genera- 
tions. There is no choice with regard to our policies and decisions as between a 
positive and a negative attitude toward public use of existing road facilities. 
Basically we are asking for the means to enable us to keep pace with our Federal 
obligations. 

The average cost of maintaining the roads and trails in the national parks and 
monuments is estimated to be $4,000,000 a vear. On that basis an appropriation 
of $10,000,000 will provide $6,000,000 for construction. It would require (chart 
©) 33 vears or until 1986 to complete our $201,000,000 roads and trails construc- 
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tion program. An annual appropriation of $25,000,000 would provide $21,000,000 
for construction, enabling completion in about 10 years, or by 1963, a much more 
realistic answer to the backlog of road replacement that has accumulated and 
the flood of traffic with which we are presently being overwhelmed. 

Section 4 (b) provides an authorization of $17,000,000 annually for 1954 and 
1955 for parkways. While the situation with respect to maintenance is much 
the same as I have described for park roads, the reconstruction and new con- 
struction requirements present a different picture which I think is illustrated in 
chart D. The parkways are comparative newcomers to the National Park 
System and the problem is one of providing for the completion of these recrea- 
tional motorways authorized by the Congress rather than replacing or recon- 
structing an obsolete road system such as in many of the parks. 

On the 480-mile-long Blue Ridge Parkway for example, which was authorized 
in 1933 to connect Shenandoah and Great Smoky Mountains National Parks, 
work has been under way for nearly 20 years and yet there remain eight gaps, 
totaling 131 miles on which no construction has been started. Although only 
about three-fourths of the total mileage has been, or is being paved, the parkway 
in 1951 attracted over 2,450,000 visitors from all States and several foreign coun- 
tries and led all National Park Service areas with an increase of 30 percent over 
the previous year. The trend is unmistakable—people are just discovering the 
pleasure of motoring on this truck-free drive through the southern highlands. 
The need for; and use of, this relaxing vacation road will continue to develop 
by leaps and bounds as it is within 1 day’s drive of 70,000,000 people. 

The 450-mile Natchez Trace Parkway, started in 1935, has progressed even 
more slowly. Only one usable unit of 64 miles has been completed for public 
use, although 92 miles of additional grading have been completed and should be 
paved and opened to the public. ‘The popularity of the completed unit has been 
amply demonstrated as it has carried an average of over 900 passenger cars daily 
since its dedication in the fall of 1951. 

The eight presently authorized parkway projects will require $189,000,000 after 
1953 to complete as illustrated in chart k. At the present rate of appropriation, 
leaving out the war years 1943—46, it will be past the year 2,000 before they are 
completed. At the rate of $10,000, 000 annually the completion date will be 
moved back to 1973, which some of us may see. A more realistic date of com- 
pletion, 1960, could be attained by the authorization and appropriation of $30- 
000,000 annually. Your serious consideration of the need for accelerating the 
rate of completion of these necessary and desirable avenues of inspiration and 
pleasure is respectfully recommended. People should be given the opportunity 
to avoid the truck-burdened dangerous highways which no longer permit Sunday 
driving as we used to know it. Park roads and parkways provide that 
opportunity. 

Mr. Wirru. If the graphs could be incorporated, we would 
appreciate it very much. 

This bill is a little different from the House bill. It authorizes 
$16 million for roads and trails and $17 million for parkways. Within 
that appropriation it also provides for the maintenance of our roads 
and trails and also maintenance of the parkways 

A study of our road conditions indicates that our backlog of main- 
tenance and replacement of roads is gradually getting to a point where 
they are going to exceed any amount of money that is contained in 
this bill for new construction. At the present time we are getting 
only about $6 million, even though our authorization is greater and 
a good part of that, $4 million out of the $6 million, goes into main- 
tenance. The rest of it is going into what we call replacement of 
worn-out roads rather than new roads. In other words, about 87 
percent of our construction fund goes into replacement of old roads 
and only 13 percent is going into new construction. 

Senator HoLuanp. Is that under your $16 million figure? 

Mr. Wirrn. That is under our present appropriation. These per- 
centages apply in like proportion to our ultimate roads and trails 
system. 
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Senator Caszr. What is your current appropriation, Mr. Wirth? 

Mr, Wrrru. Our current appropriation for roads and trails in the 
parks amounts to $6,353,000 in 1952, of which about $3,850,000 is used 
for maintenance and the rest is construction, which we classify as 
replacement of old roads in the construction field. 

Senator Case. What is the current authorization? 

Mr. Wirrn. Ten million. 

Senator Case. And for the current year you have an appropriation 
of six million three against the authorization? 

Mr. Wirru. That is right. 

Senator Case. Does that authorization carry over, for instance, 
if in the previous years you do not get your full authorization? Is 
that a continuing authorization? 

Mr. Wirra. The authorization does not carry over, but the funds 
carry over from one fiscal year to another. The authorization is for 
one particular year and does not carry over. The one thing about this 
particular bill I would like to point out is that it is really a contractual 
authorization bill for the Bureau of Public Roads, but the contractual 
authorization does not apply to the National Park Service. It may 
not apply, but I think it does apply, so the Indian Service. 

Senator Case. I think not. 

Mr. Wirrs. It doesnot. The Forest Service and—— 

Senator Case. Generally their appropriation does not come up to 
their authorizations, either. 

Mr. Wirrtu. That is right. 

Under that condition we find that the Forest Service and the Bureau 
of Public Roads are spending all of their authorizations because it is 
contractual authorization, but for the Indian Service and Park Service 
it is not contractual authorization, so we have to go to the Appropria- 
tions Committees and take what we can get and justify it. We cannot 
spend until we get it. 

Of course, even with our $6 million, as I bring out, $4 million 
of that, approximately $4 million, goes into maintenance, so it is not a 
construction item to that extent. 

Senator Case. In that respect, that is also different from the 
Federal-aid allocations to the States, isn’t it? 

Mr. Wirtx. What? The maintenance? 

Senator Casg. Yes. 

Mr. Wirt. Yes, sir. 

Senator Case. In that it is construction funds. 

Mr. Wrrtu. There is no maintenance in the regular part of the bill 
for the Forest Service or for the Bureau of Public Roads, and it is a 
little hard for us to understand why our maintenance is in here, 
because we do not need special authorizations for that. We have that 
general authorization in our general legislation. 

Senator Case. I notice, Mr. Wirth, in your statement you use the 
phrase in describing your requirements or needs you say “‘for road 
construction, replacement or improvement.” 

Mr. Wirra. That is right. 

Senator Casr. The bill uses the language “‘for the construction, 
reconstruction, improvement, and maintenance.” 

Mr. Wirtu. That is right. 

Senator Casrz. Would it be more in accord with your actual needs 
to have it read ‘‘ for road construction, replacement and improvement”? 
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Mr. Wrirtu. Yes, sir. 

Senator Case. That is the phrase you use in your statement. 

Mr. Wirtu. That is right. 

Senator Case. Then let your maintenance rest on your general 
authorization to maintain Government property. 

Mr. Wirrn. That is correct. That would help us considerably. 
It is a little hard to understand why it should be in here at all. 

The only reason I can see why it is in here is before we had the 
performance type of budget they were combined, a number of years 
ago, and they haven’t been separated in this particular authorization. 
In a performance type of budget, now that Congress has established 
it, maintenance is one thing and construction is another, and I think 
rightfully so. 

Senator Cass. To bring your section of the bill up to date with the 
balance of the bill and in accordance with the performance budget, 
that change of language would be appropriate. 

Mr. Wirru. It certainly would. It would be appreciated if the 
committee could approve that particular change. 

Senator Cast. What about the other year of the biennium? Did 
you get a full appropriation of the authorization the first year? 

Mr. Wrrru. | would like to show you a chart to show you how our 
funds have been going and how it relates to our travel. 

These are shown each 5 years and these big columns represent the 
country-wide car registrations. Just to show how the number of 
cars has increased. This particular line here coming through these 
uprights show the traffic to the parks. In 1951 travel here ran to 
36% million. Indications are that we will hit the 40 million very 
easily this year. 

These blocks here in white indicate the authorizations through 
the years. 

The black parts indicate the amount of money we got during these 
years in millions of dollars and show the relationship to the authoriza- 
tion. Here it was about half, here about two-thirds, here it actually 
exceeded the authorization in this bill, here it equaled it, equaled it, 
equaled it, exceeded it, and then went down. 

The same is true in here. Then it went down in here, of course, 
during the war, we having dropped off. We never came back to any 
of the authorizations. That is due to our appropriation. Of course, 
if we had contractual authorization, these lines would all be the same, 
because I can assure you we could spend that money very easily to 
improve our roads. 

The green shown in here shows the increase in the use of these funds 
that we get in this authorization for maintenance purposes. In 
other words, this much of it, which runs in this case, in 1952, about 
$4 million, is being used for maintenance of the roads. 

Senator Case. What about back there before 1940? I see no green 
in the upper part of your column prior to 1940. 

Mr. Wirru. We were getting a small amount and we just haven’t 
got our accounts in such shape that we could tabulate them. There 
was maintenance at that time. 

Senator Casg. So part of the black would be green? 

Mr. Wirrn. That is right. From the maintenance angle you 
should look from here on to see the growth. This is confusing as to 
this over here. 
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Senator Case. The total appropriation, both for maintenance 
and construction, the past year, is about at the same level on that 
chart as when you had an annual visitation of about 7 million people. 

Mr. Wirrn. That is right. 

Senator Case. And last year you had over 36 million. 

Mr. Wrirra. Thirty-six million. In fact, we are going over into 
the 40 million this year. We are 10 percent ahead this year over last 
year. 

Senator Case. What does your construction dollar buy in relation 
to what it bought in 1940? 

Mr. Wirrn. The value of the dollar is about 43 cents. We are 
getting as much per dollar as we got for 43 cents in 1940. 

Senator Case. Although dollarwise you appear to be getting the 
same as you had when you had an annual visitation of 6 to 7 million 
people, and you are getting the same amount of dollars with 36 million 
people, actually you are getting 43 cents worth of construction. 

Mr. Wrirra. That is correct. 

Senator Case. What kind of roads do you have? 

Mr. Wrrrs. Our roads are of a latter construction and are the 
highways, of course. 

Senator Case. Pardon me. I should have asked you this: What 
kind of roads are you able to maintain? Or are you able to get in 
relation to the traffic you now have under that kind of a picture? 

Mr. Wirrx. We are not getting anything else but patching our 
existing roads. We are making a little progress here and there by 
replacements, which look like new roads, but replacing some roads 
that have been down 52 years. Some Yellowstone roads have been 
down 52 years. One was five. The average life of our roads is figured 
at about 20 years, and the average age of the roads in Yellowstone 
at the present time is 23 years. So practically all of them, you might 
say, are subject to replacement, and we are spending now 87 percent 
of what money we do get for construction on replacement rather than 
on new roads construction, and only 13 percent of our construction 
funds on new roads and new locations. 

Senator Casr. Have you ever made any study of the gasoline tax 
revenue collected by the Federal Government because of travel to 
and through the parks? 

Mr. Wirt. The reason I am using Yellowstone in this particular 
case is that it happens that considerable material has been done there 
by the States in analyzing the travel. 

I have here a report, “‘The Yellowstone Tourist Study,” put out 
by the Wyoming Highway Department on February 28, 1951, and 
it discloses some very interesting things which | would like to show 
to indicate the economic value of these parks to the various com- 
munities. ; 

Here is a separate chart which shows by width of line the number 
of people and where they come from, going to Yellowstone National 
Park. 

This report also indicates—and I will break it down into items as 
I go along—the expenditures in the States near the park. Their 
definition of ‘‘near the park”’ is as follows: 

For the purpose of the study the term ‘‘near the park’’ means that area between 


the park and the last town at which an overnight stop was made prior to entering 
the park. 
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They figured in the travel year 1951 that there was spent by the 
tourists $12,983,301 in that particular zone. It is reasonable to 
assume, I believe, that the people spent an equal amount getting 
that far, when you compare it with this chart, and that they spent 
at least a day in the park and spent equally that amount in the park. 

So that sum divided by the number of people who visited Yellow- 
stone and multiplied by the total number of people who visited the 
national parks, you w ill find there was about a $1,000,000,000 industry 
in people visiting the national parks. I think that figure is con- 
servative. 

I would like also to read a part of ac lipping from the Billings, Mont., 
Gazette, dated January 19, 1952. It is date-lined Cheyenne, Wyo. 
Jt says: 

Over two and a half million tourists spent a record-breaking estimated 
$102,461,687 in Wyoming during 1951. 

Then I will skip part of the details. This is the interesting part 
and answers, in part, your question: 

The number of tourists counted on the W yoming highways last year increased 
80 percent over the 1950 totals. The Commission’s study of the tourist trade last 
vear also disclosed that 44 percent of the moneys spent by visitors went to food 
and sleeping accommodations, another 19 percent went for oil, gas, and car 
repairs, 15 percent went for recreation, 12 percent to retail establishments, and 
7 percent for other various types of transportation services. About 3 percent was 
spent for professional and personal services. 

Then the last paragraph states: 

Most of the visitors went to Yellowstone National Park, where an all time record 
of 1,166,346 visitors were counted. Grand Teton Park, with a 21-percent inerease 
in travelers, also attracted many tourists. 

This is happening throughout the country. This is not an ex- 
ception. 

They figure that the tourists, in arriving at their figures, on the 
average spend per person about $6.50. That is the lowest estimste I 
have seen in any of the travel reports that 1 have had an opportunity 
to review as to what a person spends on vacation. 

Senator Casz. The figures—I was trying to catch them as J was 
reading—indicated a visitor record at Yellowstone of two and a half 
million? 

Mr. Wirrx. No; the two and a half million referred to here are 
the people who came to Wyoming. The Yellowstone record was 
1,166,346. 

Senator Case. What was the total used for the over-all expendi- 
tures? 

Mr. Wirtrn. The breakdown estimated $102,464,687. The $1 
billion, Senator, was made up from this report, when they say they 
spent approximately $13,000,000 near Yellowstone, and that is 

Senator Case. Is the billion-dollar figure applied to the total 
visitation to all the national parks? 

Mr. Wirru. That is the total, in our estimation, expended by 
visitors going to the national parks. 

Senator Case. To the national parks altogether? 

Mr. Wiern. That is right. 

Senator Case. In this study of Yellowstone, it was 19 percent as the 
estimate for gasoline and oil? 

Mr. Wirrn. That is correct 
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Senator Casz. In other words, approximately $1 in $5? 
Mr. Wrrrs. I would like to correct that. The article says: 
“another 19 percent went for oil, gas and car repairs.’”’ They had car 
repairs in there. Nineteen percent of the tourist dollar went to that. 

Senator Case. If it were 20 percent, it would be $1 in $5. 

Mr. Wirt. That is right. 

Senator Case. What proportion of that approximately $200,000,000 
would be in the form of taxes? 

Mr. Wrrrn. I think you have me there. I don’t know. I[ would 
say this, of course. All enterprises in the park areas are subject to all 
taxes and gasoline taxes, and everything. 

Senator Case. I know they are. Ina gallon of gasoline for which 
the user pays 28 cents, he pays about 4 cents gasoline tax. That is 
about one-seventh. 

Mr. Wirtu. The average State tax on gasoline runs better than 
5 cents, and the Federal tax is 2 cents. I think you could say 7% or 
between 7 and 8 cents out of maybe 25 cents, the average cost of 
gasoline, which would give you about 25 percent of whatever money 
is spent on gas and oil as going into taxes. 

Senator Case. That could indicate that the gas tax revenues— 
State and Federal—might be as much as $40 to $50 million. 

Mr. Wirrtu. Yes, sir. 

I didn’t realize what you were trying to get at here. 

Senator Cas. I was trying to—— 

Mr. Wirtn. I figured the same thing out and got $45 million. 

Senator Case (continuing). Trying to find out to what extent the 
Federal Government and the State government collect direct revenues 
from these travelers to the parks in relation to how much is spent 
on park roads. 

Mr. Wirrnu. I worked that out in my own figures. Wait a minute. 
I didn’t quite get that figure. 

Senator Casg. It wouldn’t be for the Federal tax alone. 

Mr. Wirtu. I was figuring Federal tax. You would have to add 
to that. I would say about $35 million. 

Senator Cass. The figures given the committee the other day was 
that the average tax rate is .0525, State tax. 

Mr. Wirru. I just guess that about 5 cents from what I have 
seen. 1 know the Federal tax is 2; so it would be 7 cents out of the 
19 cents or 20 cents that goes into taxes out of that dollar. 

It is hard to fully explain the condition of our roads. The best 
way would be for the committee to ride over some of them. Of 
course, Senator Holland knows our road conditions in the Everglades. 

Senator Ho.tuanp. I didn’t know you had any. 

Mr. Wirrn. We hope to have some there. 

Senator Cass. How much mileage do you have in the Everglades? 

Mr. Wirrs. We inberited some dirt roads down there. It is a 
question of replacing them and making them usable. We have 38 
or 39 miles. They have a surface on them, but it is not made for the 
kind of travel that we expect to get down in the Everglades. 

Incidentally, I brought along this letter that just came to my desk 
from a lady in Lafayette, Calif , about her visit to the Everglades. 1 
thought you would like to see it. 

(Discussion off the record.) 
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Mr. Wrrrtu. I would like to present these other charts here. I 
have talked a little bit about the Yellowstone. I don’t know whether 
I want to go into more detail about that, but it gives you a little idea 
about the expenditure of our funds. Each section of the road is 
charted here. The age is given. This happens to be 5, 18, 36, 20, 
20, 42, 18, 17, 16, 52, 17, 21, 26, and 19. 

This is the money that we ought to have. This represents $500,000 
to replace this section of road. This is also $500,000 to replace these 
various sections. This needs about $400,000. This needs a little 
over a million dollars to replace this section. 

On our present maintenance in Yellowstone we are spending on 
the roads, what amounts to about $867 a mile as compared, I think 
with over-all pack average of $528 and $700 for the average through- 
out the country for maintenance of roads. 

This is the actual amount that we are spending on maintenance. 
This is the amount that we should spend on this road for normal 
maintenance. This is the additional amount we have to spend due to 
the age of the road. This is what we should spend in order to maintain 
a road that old. 

That is one of the charts that will appear in the record if the com- 
mittee so desires. 

Senator Casr. Why is the maintenance so high on the Cody Road? 
Isn’t that the Cody Road in the east? 

Mr. Wier. This is what we need on that road in order to maintain 
it properly. This is what we are actually spending. We are spending 
about $20,000 plus another $10,000 due to the age of the road. This 
is what we really need from a maintenance standpoint to really main- 
tain it properly. 

Senator Casr. Have you rebuilt the road down to the Tetons in the 
past 6 years? 

Mr. Wirtn. The one from the border down there is under con- 
struction at the present time. We have to take it in small cuts 
because of the season and the amount of money we have. 

Senator Cast. The last time I was over it, it was terrible. 

Mr. Wrrta. It was terrible. That will be done this year. Final 
construction will bring it down to the junction at Moran. That was 
really one of the worst ones we had, and that was very dangerous. 
That is being replaced. 

This will give you an indication, sir, of the conditions of our roads. 
Of course, we feel that in order to do this right our authorization for 
funds ought to be stepped up to $25 million for roads and trails and $30 
million for parkways. 

Your bill contains 16 and 17, whéreas the House bill contains 10 
and 10. 

Senator Cass. You say the House bill. What do you mean? 

Mr. Wirtu. The House bill I was heard on this morning. I was 
before the Public Works Committee this morning on the same subject, 
before Mr. Fallon’s committee in the House. 

Senator Casz. You are speaking of the budget bill, H. R. 6094? 

Mr. Wrrta. Yes. That is the 10-and-10 bill. 

(Discussion off the record.) 

Mr. Wirra. If we got $25 million for roads and trails we could 
bring our road systems in the parks up to usable condition by 1963. 
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Under the House bill, which I have used here, with a $10 million 
appropriation, if we got everything authorized and it was devoted to 

construction and not maintenance, we could complete our roads in 

1986. 

With the $4,260,000, that we actually got, it would take us to the 
year 2001 to bring everything up to date. Anything beyond 5 years 
is anybody’s estimate because you do not know what will happen; how 
bad things will go down in the period beyond that. It is hard to 
figure beyond project figures. This chart attempts to show what the 
rates would be, everything else being equal. It doesn’t take into 
consideration the value of the dollar or labor conditions, or what 
storms or major problems we might have. 

On the parkways we are somewhat in the same condition. This 
chart indicates that, if we got $30 million, we would finish our parkway 
construction by 1960. If we got $10 million, we would finish it by 
1973. At the rate we are getting it now, it will be finished by the year 
2001. The same basic principle applies. 

I don’t need to go into any other detail on that chart. 

(Discussion off the record. ) 

Mr. Wirrn. This is just a chart to indicate the eight parkways that 
have been authorized by Congress and have been started by the Park 
Service. One is the Blue Ridge Parkway, which is 477 miles in length, 
two lanes, and paved. That has been completed or is under contract 
to the extent of 323 miles. Additional grading has been completed 
or under contract for 23 miles. The remaining is to be started—131 
miles. 

That has a total estimated cost of $82 million. Funds are already 
available to the extent of $37 million to date. We need $45 million 
additional. 

Natchez Trace Parkway is a 450-mile parkway between Nashville 
and Natchez. That is not in as favorable a condition. We com- 
pleted 64 miles. We have graded 92 miles aatiled or under contract. 
The remainder of 294 miles has not been started. These sections 
that have been graded ought to be completed because we lose ground 
very rapidly if we get the road graded and are not allowed to surface 
it and complete it. 

The Chesapeake and Ohio Canal Parkway—168 miles. We have 
not started anything on that as far as construction is concerned. 

The Foothills Parkway, according to this chart, has had nothing 
done on it at all, although there is a small stretch under contract now. 

Senator Casr. Where is the Foothills Parkway located? 

Mr. Wirrn. It runs north of the Great Smokies, north of Gatlin- 
burg on the parallel ridges to the north of it. That is around the park 
area, in order to provide views of the park and to get rid of some very 
tight places on the existing road leading into the park. The entrance 
road comes through a narrow gorge and it is a question of getting up 
and out and around. 

The George Washington Memorial Parkway, which has been 
planned for years, would run from Mount Vernon to Great Falls of the 

Potomac on the Virginia side and from Fort Washington on the 
Maryland side, running up to hit the Fort Drive in Washington and go 
up on the Maryland side of the river. Some of the land has been 
purehased. It is a joint project between the States and the Federal 
Government. 
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It will consist of 49 miles of four-lane parkway. Fifteen have been 
completed. There are 34 yet to go. 

Colonial Parkway is the parkway that connects Jamestown, Wil- 
liamsburg, and Yorktown. The stretch between Yorktown and 
Williamsburg is completed, but practically nothing has been done on 
the road section between Williamsburg and Jamestown. 

Of course, the Baltimore-Washington Parkway is under construc- 
tion and in 1953 there is an item of $6,750,000 which will get that 
a ms pretty close toward completion, : 

lhe Suitland Parkway—there is an item, [ think, for $680,000 to 
complete the second ribbon. It is now a one-ribbon road. That is 
the one that runs to Andrews Field. 

That is the total of our parkway picture. 

Senator Case. While you have that chart there, I would like to ask 
you some questions about it. First of all, do you have a copy of that 
available in sheet form for the information of the committee? I 
would be glad to have a copy. 

Mr. Wirru. It is attached to my statement. 

Senator Case. All right. 

What isthe difference, if any, between the Blue Ridge Parkway and 
the Baltimore-Washington Parkway so far as justification is concerned? 
I would assume that the Blue Ridge Parkway either connects or 
largely runs through national parks. I may be wrong. 

Mr. Wrrra. It runs from the Shenandoah National Park in Vir- 
ginia down to the Great Smoky Mountains in North Carolina and 
‘Tennessee. 

Senator Case. How about the Baltimore-Washington Parkway? 
How did you get into the business of building the parkway between 
two cities? 

Mr. Wrrrn. The authorization for this Washington-Baltimore 
Parkway that goes halfway to Baltimore is part of the metropolitan 
system of parks of the city of Washington. The National Capital 
parks are operated by the National Park Service and are part of the 
park system. 

Senator HoLttanp. Your part goes only to Fort Meade. 

Mr. Wrrru. That is right, 18 miles. 

Senator Case. The same justification for Suitland? 

Mr. Wirrn. Yes. These were really the metropolitan park system 
of Washington, part of it. They go beyond the boundary like the 
one down to Mount Vernon, but are all part of the city park system. 

Senator HoLttanp. They are by no means part of the national park 
visitation system. They are not scenic parkways in the sense that the 
Blue Ridge Parkway and the Natchez Trade Parkway will be? 

Mr. Wrirrn. That is correct. 

Senator HoLttanp. They are aids for traffic. 

Mr. Wirrn. They are. There will not be heavy truck traffic on 
those. 

Senator Case. Are all these parkways constructed by specifie ap- 
propriations, or do any of those come out of the general appropriations 
for these two funds you have been describing? 

Mr. Wirtru. They come out of our twofunds. All of our appropria- 
tions for parkways and roads and trails for all of the areas under our 
jurisdiction, including the city of Washington and the national parks 
and monuments throughout the country, come out of our general 
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appropriation. We justify these items. They are lumped together 
when they appear in theperformance-type budget. But each item 
is justified and passed on. 

Senator Casn. Wasn’t there a direct appropriation for a time in the 
Natchez Trade Parkway? 

Mr. Wrrrn. It is included in our parkways items. Last year the 
earmarked it and stepped the thing up. There was a direct authori- 
zation of $13 million for all parkways. 

Ii we are granted all that is asked for, we will use all of that $13 
million for the Baltimore-Washington Parkway, in 1953, with the excep- 
tion of about $500,000. 

Senator HoLtanp. His question was about the Natchez Trace 
Parkway. 

a Wirrtx. They are all specially authorized, just like the national 
parks. 

Senator Casz. Especially authorized? 

Mr. Wirtu. Established by act of Congress. 

Senator Casre. But the appropriation would be part of the general 
authorization? 

Mr. Wirrs. Senator, all of our national parks, all of our parkways, 
all of the areas in the national park system, are especially authorized 
and we have full authorization to request funds for carrying out any of 
them without this particular bill. This is more or less of a limitation 
rather than an authorization, as far as we are concerned, because we 
have full authorization now to go ahead. 

Senator Casr. Of course, it furnishes a guide at least to the appro- 
priations committee. 

Mr. Wirru. That is right. You are talking about authorization. 
We have authorization. This is a limitation. That is the intent of 
this as I see it. 

Senator Case. When a parkway is created by an act of Congress, 
what gives it whatever status it takes to get your consideration as the 
Blue Ridge Parkway or as the Natchez Trace Parkway or the Suitland 
Parkway, as opposed to the highway which you might build through 
the Everglades or Yellowstone or any other national park? Does 
that create for the parkways any preference in the allocation of funds 
from your general fund? 

Mr. Wirt. No, sir. We go before the Bureau of the Budget and 
the Appropriations Committees of the House and the Senate and 
justify them when we make up our own priority lists and there are 
times when we are told, ‘“You do this instead of that.’”?’ But we do 
come with our priority list, One does not take precedence over the 
other. 

Senator Casz. Occasionally, I notice in an appropriations com- 
mittee report from the House or Senate there will be a paragraph in 
which the committee will say, 

It is understood that such and such an amount will be used for such and such a 
purpose. 

Mr. Wrrta. That is right. That upsets our schedule. They are 
earmarking funds. 

Senator Case. When you create these parkways by special statutes 
and you prescribe to them a particular name, does that either become 
a temptation or a signal for an appropriations committee to earmark 
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funds for that parkway, leaving the general run of your roads to suffer, 
or to get along as best they can? 

Mr. Wirrn. I don’t think they earmark our parkways any more 
than they do special roads in the parks sometimes. We try to avoid 
that in every way we can, because we have to spread our money over 
the entire park system. 

Senator Case. I think maybe I have been guilty of trying to get 
things earmarked over the period of years when it comes to appropria- 
tions, where there is some very flagrant case. I have in mind here 
in the District of Columbia, if I had my way about it, 1 would earmark 
some funds to get two or three jobs done here that would make some 
real contribution to the elimination of some congestion. I think that 
is perhaps a natural thing to do. 

Mr. Wirrn. That is the privilege of the Congress. I am not be- 
moaning the fact but I am saying it is usually done. 

Senator Casz. | am wondering if, in view of that, there ought to 
be some separation between the funds that are made available for 
parkways which are created by a special act of Congress, and the 
general run of roads. 

Mr. Wirrn. There is. We justify them separately. Both are 
under construction, but one item is appropriated for parkways and 
one for roads and trails. 

Senator Casz. This $17 million authorization is just for these 
parkways? 

Mr. Wirrn. That is right. That is our limitation on parkways 
and 16 is roads and trails. 

Senator Case. So these are just fighting for allocations among 
themselves and are not competing against the other? 

Mr. Wirt. That is right. The over-all fighting is as to what is 
the balance between roads and trails and parkways, but when that is 
fixed, that has to go into the parkways or roads and trails. That is 
fixed by Congress. 

Senator Casr. I should have understood that, but I didn’t. 

Mr. Wirru. I didn’t catch on to what you were driving at at first. 
They are earmarked specifically in the bill. The question was asked 
me this morning by the chairman whether we would have gotten 
$8 million of parkway funds if it hadn’t been for the Baltimore Park- 
way. Perhaps he is right and perhaps he isn’t. They earmarked that 
and made that a definite type of thing, and wanted the money spent 
there. That is proper. 

Senator HoLLanp. That was placed in the bill as a separate condi- 
tion that so much should be used on that portion of the parkway? 

Mr. Wirrs. That is right. 

I might bring this up. The last authorization bill of 1950 author- 
ized the immediate contract authorization use of $3 million as soon as 
the authorization bill was passed, so we could go ahead with the 
Baltimore-Washington Parkway and not wait for our appropriations. 
A similar authorization this year would be quite acceptable to us. 
That doesn’t mean we have any more money, but we could use the 
money right away. We are now waiting for $6,750,000 in our 1953 
appropriation to finish the Baltimore Parkway. We could use a 
similar authorization now because we have plans and specifications 

for roads and bridges, et cetera, ready to go, and we are waiting for 
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the rest of our money. We could finish it a year ahead of time and it 
might cost less if prices go up and we let the contracts earlier. 

Senator Case. Does the Bureau of Public Roads let the contracts 
for you? 

Mr. Wrrrn. Yes. We have a very fine agreement with the Bureau 
of Public Roads. They are our engineers and contracting organization. 

Senator Case. But you determine the allocations? 

Mr. Wirrn. We determine the allocations. We usually have their 
advice and they advise us also on our maintenance. We also determine 
the location and the architectural treatment of bridges, designs, the 
landscape treatment, et cetera, which are more or less in our field. 

Senator Case. To whom is the money appropriated under the 
several acts? 

Mr. Wrrrn. The money in these acts is appropriated to the Na- 
tional Park Service, Department of Interior. 

Senator Casr. And not to the Secretary of Commerce? 

Mr. Wrrru. That is right. 

Senator Case. I notice in section 2 of the chairman’s bill there is 
this proviso relating to forest money: 

Provided, That the appropriation herein authorized for forest highways shall 
be apportioned by the Secretary of Commerce for-expenditure in-the several 
States, Alaska, and Puerto Rico in accordance with the provision of section 3 of 
the Federal-Aid Highway Act of 1950. 

Apparently the forest-highway money is handled by the Secretary 
of Commerce, although the forests are in the Department of Agri- 
culture. 

Mr. Wrrrx. The forest highways are really part of the national 
highway system. It has to tie in with the State program. As far 
as the park roads are concerned, they are separate. They are for the 
purpose of developing the parks. ‘They are not through highways, 
for truck travel, et cetera. That is why the forest highways come 
that way, so they can fit into the whole system. 

Senator Casr. They are in some instances. I can cite you primary 
road systems that cross national parks. 

Mr. Wirtn. That is true, but because it is a park, the location is 
left. in the hands of National Park Service. 

Senator Casr. That isn’t true of Wind Cave. 

Mr. Wrirrs. There are exceptions. 

Senator Casn. A regular road goes through there. 

Mr. Wirru. It was there before the park was there. I believe that 
was the case. 

Senator Casz. You make the allocation? 

Mr. Wirrn. We make the allocation. It is usually made jointly in 
consultation with the Bureau of Public Roads. 

Senator Case. There is one other implication in this proviso and 
that is that there is an apportionment for expenditures in the several 
States under the provisions of section 3 of the act of 1950. 

Mr. Wrrra. That is right. 

Senator Cass. Is that an apportionment which is authorized and 
does that explain the difference which you say existed between your 
situation and that of the forests? 

Mr. Wirrn. Senator Case, we tried to make an apportionment 
on a State basis based on the areas, roads, length of roads, et cetera, 

but when you figure over €,000 miles of roads in the parks, most 














FEDERAL AID HIGHWAY ACT OF 1952 401 


of them traveled roads and when you have the amount of money 
we have, of about $2% million to be apportioned around, we just 
couldn’t do it. It would run into small amounts. It wouldn’t pay 
to spend that money in that place. We tried that 3 years ago in 
order to protect ourselves from pressure, so we could say we were 
putting some in each place, but we lost the value of money by not 
getting a decent job done. We would rather spend $600,000 in one 
place and nothing in another and the following year reverse it. 

Senator Case. That sounds entirely logical, but I was trying to 
find the origin of the situation in which you find yourself, where you 
say the Forest Service can make contractual obligations or commit- 
ments, whereas you are*not permitted to do so and have to wait and 
determine how much money is actually appropriated. I understand 
where that comes in so far as the primary and secondary systems are 
concerned, because they make the allocations for apportionment to 
the States, so that the several States legislatures can know bow much 
they will need to match the Federal aid that may be available to them, 
and that is regarded as a commitment. 

Mr. Wirru. I have here last year’s act and I understand the 
wording is the same this year. 

At the bottom of section 3 of last year it says: 

Provided, That the Commissioner of Public Roads may incur obligations, 
approve projects and enter into contracts under the apportionment of such 
authorization and his action in so doing shall be deemed a contractual obligation 
of the Federal Government for the payment of the cost thereof. 

Senator Cass. What does that apply to? 

Mr. Wirru. That applies to the Federal aid for forest. highways in 
the sum of $20 million, for the fiscal year ending June 30, 1952, and a 
like sum for the fiseal year ending June 30, 1953. 

It also applies to forest development roads and trails, in the sum 
of $17,500,000 for the fiscal year ending June 30, 1952. 

The other is a special item. 

Senator Case. Do you know whether that provision was a new 
provision as it related to forest funds? 

Mr, Wir. | don’t know. 

Mr. Basserr. It was in 1948 that it was put in for the first time. 

Senator Case. We went in for forests for 1948, but it has never 
been so as far as the parks are concerned. 

Mr. Wirt. I don’t think we have ever had it. 

I think, unless there are other questions, that is about all. 

Can you think of anything else, Mr. Tolson? 

Mr. Totson. No. I think that covers the ground, Mr. Wirth. 

Mr. Wirru. We did work out an apportionment with the Bureau of 
Public Roads, but we had to give it up, because it resulted in such 
small amounts. 

Senator Casz. At the time this authorization to enter into con- 
tracts was established for the Forest Service, did you try to work 
along on that with the Forest Service at the same time? 

Mr. Wirru. I wasn’t here, Senator, and I don’t know. 

Mr. Toxtson. No; we made no special plea at that time for that 
authority. 

Senator Casn. It would be interesting to know just what the justi- 
fication was that made that applicable to the forest highways. 
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Mr. Wirra. I think that is all part of the Federal highway system, 
because you see, if the State and the Bureau of Public Roads get 
together and get this routed through here, they have to have authority 
to go through and complete their section in the national forest area, 
and therefore, they have to have contractual authorization to go ahead. 

Senator Caszn. That would be true so far as the highways are 
concerned. 

Mr. Wirra. That is right. 

Senator Case. Would it be true for roads and trails? The Forest 
Service has two separate funds. They have one for forest highways 
and the other for roads and trails. This proviso in this section 3 of 
Public Law 769——— 

Mr. Wrrru. It only applies to forest highways. The contractual 
authorization on other stuff doesn’t apply. 

Senator Casz. It doesn’t appear in the proviso itself. It does 
appear in the proviso preceding it. 

Mr. Wirrtu. Yes. 

Senator Hotuanp. [I still find no adequate explanation for the fact 
that in the case of park highways that are parts of the primary system, 
and you say there are some, that they should be treated any differently 
than the forest highways. 

Mr. Wirrn. I didn’t get your point, sir. 

Senator Hotianp. I see no reason for different treatment in this 
regard that we have been talking about, to be given in the case of 
highways passing through the parks which are part of the primary 
system and forest highways passing through the forests, which are 
part of the forest system. It seems to me they ought to have identical 
treatment. You do have some trunk roads passing through the parks. 

Mr. Wirtx. We have never designated any roads as primary roads. 
It just happened to fall in that position. Most of the roads that do 
go through, as Senator Case here pointed out, for instance, bringing 
up the Wind Cave National Park case, that one was there before. 
The Badlands National Monument ones were built especially to go 
down through the monument as a park road. 

Senator Casr. Where you build park roads, I can see where that 
ought not to be, but I agree with the chairman that where it is a part 
of a highway system, if it is appropriate that the contractual authority 
should exist so you don’t have a gap in highways there, that you should 
have the same authority, or the same rule should apply for park funds 
where they are part of a highway system, as applies to the forest 
highways in the forest system. 

Senator Hotianp. There is just as much need for speed and effective 
progress being made with respect to the right-of-way in one case as 
in the other. So it would seem to me. Therefore, the contractual 
authority, which apparently has been given to one, ought to be given 
to both in comparable cases. Maybe there is some reason why that 
should not be. I haven’t noted any reason yet for making any dis- 
tinction. 

Mr. Wrrrn. I am not objecting to our being given contractual au- 
thorization for our roads. 

Senator Hotianp. It wouldn’t be a general contractual authoriza- 
tion, but only in the case where your park roads were part of a vehicular 
system. 

Mr. Wrrts. Recognized as that? 
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Senator HoLiaNp. That is right. 

Mr. Wrrru. I can think of one, the one going over the Newfound 
Gap in the Great Smokies. That was originally a State road that 
was given over tous. The States of Tennessee and North Carolina are 
now building a road to the north part of the park which goes over an 
elevation of around 2,000 feet instead of the elevation we have at 
Newfound Gap, which is 5,800, which we hope will take a lot of the 
truck traffic out of the park, so it can become more of a park road. 
That is one thing that we tried to avoid, of course. 

We tried to avoid having truck traffic and through traffic of that 
kind in the park if we can possibly help it. 

(Discussion off the record. ) 

Senator Hottanp. All right, thank you very much, sir. 

Mr. Wrrru. Thank you, Senator. 

Senator Hontuanp. The next witness is J. T. Sanders, legislative 
counsel, the National Grange. 


STATEMENT OF J. T. SANDERS, LEGISLATIVE COUNSEL, THE 
NATIONAL GRANGE 


Mr. Sanpers. I am J. T. Sanders, legislative counsel for the 
National Grange. 

The National Grange is vitally interested in an adequate road system 
for the United States. Such a road system must provide for the 
transportation needs of all the American people. Especially the needs 
of our rural population must not be neglected. The Federal Highway 
Act of 1944, we believe, was the first specific adequate recognition of 
rural road needs written into our basic highway law. Adequate road 
transportation for the farmer is essential to the continued prosperity 
of the entire American people. The crops upon which depend the 
economic well-being and continued existence not only of farmers but 
the American people must be transported in large part from the farm 
to the market and ultimate consumer on our roads. Both consumers 
and farmers, therefore, suffer from an inadequate road system. 

The National Grange has constantly supported the principle of 
Federal aid for highway construction, because we believe roads are of 
vital concern to the Nation as well as to all State and local people. 

I fear few people understand the true significance of rural roads in 
binding this Nation into a unified people. Road appropriations in 
the past have shown this lack of understanding of rural welfare more 
than postal appropriations. The 3-cent postage stamp pays for the 
carriage of a first-class letter from or to the remotest farm—the same 
cost as would be charged to carry it in cross-town Washington mails. 
The R. F. D. and parcel post have done much to bring the same mail 
and package service to most farm areas that the city man has. The 
farmer, thanks to this mail service, can get his daily paper in most 
cases the day after it is issued without paying more for it than his 
city neighbor. In performing these services the postal system has 
been of incalculable service to unifying the American Nation into one 
great democracy. 

But road service to the American farmer has been sadly neglected 
compared with intercity road assistance by the Federal Government. 
According to our best present information, of the 3.3 million miles 
of roads, alleys, and streets in our Nation, 3 million are in rural 
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districts, 23 percent of which is graded and drained but not surfaced 
and 31 percent is primitive undrained and not surfaced. Thus mor 
than half of roads serving farmers are not all-weather roads. Much 
of the paved roads also are feeder and secondary roads that are vita 
to farmers and to Grange members. Over the secondary and feede: 
roads 4,000,000 children ride to school daily and one-fourth of all ou 
population receives its mail over them. These roads carry approxi 
mately one-third of all the mileage of the automotive vehicles in us: 
in the United States. 

They carry our food and fabric to market. They are the first ln 
in the chain of marketing between urban and rural areas; and during 
the war millions of tons of dairy products, meats, grains, fruits, an 
vegetables and other tons of raw materials flowed over these roads fror 
the farms to our troops at home and overseas. If the United States 
is to undertake to build up the food supplies and the morale of cou 
tries abroad, these must be the roads over which our supplies mus 
first move toward that destination. Most of these roads are amor 
the 53 percent unsurfaced roads just mentioned. 

Improvement in rural roads is an indisputable need in the proble: 
of reduced costs of foodstuffs to our urban populations, and this ne 
continues paramount if the social and economic welfare of our peopl: 
are to be well served 

Because of the great need of improved farm-to-market roads, wi 
are opposed to tampering with the formula for distribution of appro- 
priated funds between main national highways, secondary and feede: 
roads, and urban streets and roads as incorporated in Public Law 521 
of the Seventy-eighth Congress, paragraph b, section 3, of the Federal! 
Highway Act of 1944, which gave main highways 45 percent of Federal 
funds, rural roads 35 percent, and urban streets and roads 20 percent. 

Two years ago we opposed recommended reductions in the percent 
age rural roads were to receive. Despite this, rural roads were « 
to 50 percent of the total Now we face exactly the same group that 
would like to eliminate any differentiation of funds for main highways 
and rural roads. The forces that want all the funds for main high 
Ways, and care little about the roads that actually lift the farmers oul 
of the mud, are constantly trying to reduce the proportion that goes 
to rural roads. In other words, they want to put all funds on road 
that have such high specification requirements that funds are nm 
usable on a practical farm-to-market road Road improvement () 
building based on traffic count of necessity excludes farm-to-mark 
roads. Both traffic count and ligh specification for the roads ha 
been used as means of undermining efforts to get Federal road au 
out into the rural districts; and the national unifying service of road 
therefore has been ignored far more than has the unifying service ¢ 
the mails 

We deplore the misleading contention of some interests who impl) 
that since main Federal highways pass through counties where 7 
percent of American farmers are located, that these highways ad 
quately serve 70 percent of farmers. To be sure, these highways, to 
variable degree, serve these farmers but to some the service is a vel 
small part of the total of their road service. A farmer who has to 
over a few miles of impassable roads to get to these fine paved ma 
roads may be just as much isolated as he would be if there were no 


mile of paved road in his county 
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S. 2437 and all three bills under consideration in the House propose 
now to carry this process of depriving rural roads of their sorely needed 
former proportion of aid. Two years ago the camel’s nose was shoved 
into the door by reducing the percentage going to rural roads from 
35 percent to 30 percent. Now two House bills propose a further re- 
duction to 25 percent for rural roads and there is no telling where this 
process of curtailment of aid to farm-to-market roads will end. We 
are unalterably opposed to this process of undermining the proportion 
of funds that go to rural roads. 

It was actually proposed in the House committee and supported 
by a Congressman who appeared before the committee that road 
funds should be distributed on the basis of population. Carried to its 
ultimate conclusion this would allocate 80 percent of all road funds to 
urban streets. What is a road fund for? We always had the idea 
that it was to build roads connecting one city to another and to 
furnish a means of binding the country and urban people of the Nation 
into a unified people and Nation. 

One of the greatest needs in the whole public-highway field is that 
of the need for more research. Although we realize that there is a 
provision in the permanent highway legislation passed 2 years ago 
permitting the use of 1}; percent of Federal highway appropriations 
for research, we wish to emphasize that there has not been adequat: 
research on rural road problems. Much more is needed. 

We are also in favor of use of Federal-aid funds to employ well- 
trained engineers at the county-road level. Rural roads have de- 
eidedly been the stepchild in road improvements and a competent 
engineer at the county level would do much to lift them out of this 
adverse position. 

In order to give your committee a clear-cut view of our organiza- 
tion's policy with regard to farm-to-market road aid, | quote the 
following action of our national session meeting in Atlantic City last 
November: 

Seventy-two percent of the 3,313,000 miles of roads and 
States are county and local roads. While excellent progr 
some States to provide all-weather roads to important 
ther States progress has been very slow. 

We believe that in the States where progress has been 

ht be taken: 

1. Gasoline-tax diversion should be stopped 

w roads and not to replace revenue former] 

ts for roads. 

3. Sound formulas for#t] 

nployed 
1, County or district highway administration sh 
4 COMMpetent engineer with adequate prac tical experience 


2. State-aid highway tax revenue distributed te 


ne 


>. Every county or district should have a long-range highway plan so tl 


to-market roads rendering greatest service to agriculture will be improved 
rst These roads should be selec ted on the basis of such factors } 


n as mail, school 
{1 community collection routes, 
6. A farm-to-market road division should be established in State highway 
epartments., 
7 Farm to-market road 1 minds should not be divert« | to other types of roads 
8. Further research should be condueted on local rural road administratior 
maintenance, construction, and finance. 


We would like to emphasize the importance of authorization of 
imple funds for building aecess roads and trails into national-forest 
inds. We think the $28 million authorized in S. 2437 should be 
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carried in the bill reported by the committee. These roads make 
possible to save in overmature timber value far more than they cos! 
Also, they are vital to obtaining an adequate lumber supply for presen 
defense purposes. <A dollar appropriated for this purpose usual] 
brings $4 to $5 of revenue into the National Treasury. Since mo: 
lumber is sorely needed in the present emergency and since much o 
the timber harvested as a result of these roads will seriously deteriorat. 
in the immediate future, we think that a liberal authorization shou! 
be carried for these roads 

This endorsement of the appropriation for forest access road 
however, does not apply to the proposed authorization for the ma 
forest highways, since we do not have adequate information on t] 
need for these roads to enable us to endorse the proposed authorizatio 
forthem. In other words, we do not take a stand either for or again 
the proposed main forest roads. 

Senator HoLLanp. Thank vou very much 

Next we will hear from Robert H. Walker, of Keokuk, Iowa 
behalf of the Chamber of Commerce of the United States 


STATEMENT OF ROBERT H. WALKER, CHAMBER OF COMMERC! 
OF THE UNITED STATES 


Mr. Wacker. My name is Robert H. Walker and I am a member « 
the law firm of Boyd, Walker, Huiskamp & Concannon of Keoku 
lowa 

As a member of the transportation and communication Committ 
of the Chamber of Commerce of the United States and a member of 
the board of directors of that organization, | want to discuss tl 
views of our chamber membership concerning legislation for t! 
proposed Federal Aid Highway Act of 1952 

There are three proposals on which we would like to comme 
S. 2437, H. R. 6094, and H. R, 6180. Briefly, our membership 
in accord with H. R. 6094 with the exception of one point, and th 
has to do with use of Federal funds for right-of-way purchase. W 
want to commend, particularly, the reduced total authorizatio: 
Federal funds nh this bh {] and thre evreater share that Is provided Lor 
the primary highway system 

We would oppose the increased authorizations for Federal spehe 
in S. 2437 and H. R. 6180 

Businessmen’s two-way interest in Federal aid program: What 
have to say today represents the carefully weighed policies of o 
membership of over 3,200 local chambers of commerce and _ tra 
associations. ‘Thus we speak for a million and a half businessm: 
who support our 3,200 voting members. 

Our members, the business leaders of the Nation, are very int 
mately concerned with the status of our roads and streets. Wheth 
a man is running a hotel, a department store, a bus line, or a factor) 
it’s all the same. The well-being of his business is directly depende! 
upon the adequacy of the street and highway system that serves 1 
and that serves his customers and employees. We businessmen—and 
I’m one of them (I’m president of Midwest Transit Lines as well 
partner in a law firm)—recognize that when we come to Washingto 
and talk about Federal aid, that it’s not ‘‘aid”’ in the true sens 
the word. The $11 million paid to my State by the Federal Gover: 
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ent last year to help with our highway program was actually fur 


shed by the t taxpayers of my State who contributed many times 
is amount in various kinds of Federal taxes. We want to see the 
rrtion of Federal taxes that is pul into highway Kederal aid 
e kind of road system that 


TO to 


provides the maximum amount of 
ansportation per dollar of investment, and that 


is our Nation’s 
system of primary trunk highways. 
Limit Federal responsibility to interstate traffic: We 
order to make the best use of Federal funds 
ed only to aid development of 
allic in interstate movement. 


believe, that 
, this money should be 
‘highways of primary importance to 
Road building always has been and 
Ways should be ke pl prim: uily a local affair. It’s venerally recog 
ed, however, that there are certain things in the highway field 
ul can be done better by all the States working together ee 
Kederal Government, and these things pertain to coordinating 
provement of the Nation’s major system of trunk highways 
‘refore, there is justification, we believe, for 
ach from the standpoint of military 
adequate interstate transportation 
ited, I re peat, to the svstem of 
terstate movement of traffic. 
We believe that the Federal aid 
rreater emphasis to the 38,000-mile 
has in the past, by devoting a greater percentage of the total 
Federal aid authorization for this system, retaining of course, th 
50-50 Federal-State matching ratio. “This 


this collective ap 
defense and the promotion of 
network. But it should b 
highways that serves the majo 
program should devote a much 
interstate highway svstem than 


Is more prope rly thie 
domain of the Kederal responsibility, whereas State and local vovern 


for intrastate 


ment should properly take on more of the responsibility 


ind local roads. 
The United States Bureau of Public Roads, which is doing a highly 
mmendable job of administering the Federal-aid highway program 
scloses that the interstate system connects all cities of 250,000 o1 
ore in population, and all but 6 of those with 100,000 or more popi 
tion. It crosses a third of all the counties in the United States. in 
hich reside 50 percent of the rural population. It is located close to 
residences of two-thirds of our people, both urban and rural. The 
tional Military Establishment has determined that this system 
cludes the roads of vrreatest strategie importance to the military, 
, although it comprises only a little over 1 percent of the 
| street and highway mileage, it carries 20 percent of the total 
We want the Federal Government to take on a greater 
tive interest and responsibility for this all-important svstem. 
Yet, just the reverse has been taking place. 
Federal aid has been going to the 


Nation’s 


An increasing share 
secondary roads. In 1941, 10 
ent of Federal aid went to secondary roads, and that has now built 
» to almost 30 percent. Of course, there has been a corresponding 
rop in the pagenten going to the primary system—of which the 
state system is a part. This trend is all the more serious when 
e realize that the cana dei system includes a great number of little 
sod roads. The Bureau of Public Roads re ports that, of the 52,000 
les of secondary projects approved up to May 1, 1950, nearly 90 
cent were roads carrying less than 400 vehicles per day and a third 
{them carry less than 100 vehicles per day. 
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The Chamber of Commerce of the United States proposes a reversing 
of the trend, in order to put less Federal emphasis on secondary an 
local roads and more and more emphasis on our primary and inti 
State svstems. 

Cut Federal spending: Our membership is vitally concerned w 
the need for maintaining a strong transportation system in this 
country. We are heartily in favor of continuing to improve o 
roads and streets and we recognize that to do the job adequately, 
present rate of expenditure will probably have to be stepped. 
Highway engineers and economists seem to agree that about a billi: 
more dollars per year should be pumped into highway improveme: 
and although the national chamber hasn’t polled its membership 
this partic ul ar figure, I’m sure that they would agree that our highw: 
system needs lots of improving and that it’s going to cost some mon 

However, recognition of this fact does not imply that the Fe: 
Government should step up its spending on highways. To the co 
trary, we fe el t hat the need f for de fe ‘nse doll: ars has reac hed the pou 
where highway Federal aid, along with many other Federal spend 
programs, will have to be cut back. 

President Truman has asked Congress to authorize Federal sper 
ine to the tune of $85,444,000,000 dollars in the next fiseal vear, TI 
represents the largest peacetime budget ever submitted to any vo\ 
ernment in the history of the world. If Congress votes such a spend- 
ing program, it will wi out any possibility of a pay-as-we-go pr 
gram and threaten the Nation with severe inflation. We believe tl 
the President’s budget can be cut, that it must be cut. The Fede: 
aid highway program is one of the many places that the budget shou 
be trimmed, and although the highway program under discussiot 
today pertains to authorizations for several years in the future, wi 
perceive that the need for strict Government economy will be just 
ereat, and probably greater, at that time than it is now. 

The chee debt stands today at something in excess of $25: 
billion, or four times what it was 10 years ago. In recommendi 
that the States take over an increasing responsibility for nah \ 
financing, I think it is pertinent to note that the debt of all our St: 
put together totals only about $6 billion. We feel that the States a 
local units are ina much better position to take on an increased sha 
of the highway financing responsibility. State highway revenu 
have been rapidly increasing and road-user tax receipts have mo 
than doubled since the end of World War IL. The construction 
toll roads by the States in recent vears had helped them in overcomi 
highway deficiencies, and more help from this direction may be 
pected in the future. 

We feel that Federal spending for highway aid must be cut, : 
that this eut should be made largely at the expense of the Federa 
secondary and local roads authorizations. We believe that Stat 
counties, and cities should take over a greater share of the financing o! 
these roads And we deplore the trend nh the opposite direction I 
has taken place in the last 20 years. Let me quote from a report 
the United States Bureau of Public Roads: 

The relative contribution made to the support of local rural roads by lox 


of government has been cut more than half, from Si to 39 percent over the pet 


1 


from 1927 to 1947 In sovne instances loeal units have utilized the addi 
T 


proce 


State revenues merely as a substitute for local funds. This latter 
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ffectively defeats the intention of those State legislatures which may have suy 
lied the State revenues in the expectation of expediting the improvement of the 
local roads, 


Federal right-of-way financing opposed: Another matter, concern- 
ng use of Federal funds, deserves consideration here. Originally, 
Federal aid to the States was limited to expenses incidental to con- 
struction but specifically excluding purchase of land for highway right- 
of-way. In the Federal Aid Highway Act of 1944, Federal-aid funds 
were made applicable to right-of-way up to one-third of the cost, and 
n the 1950 act this was raised to one-half. We believe that there is 
eood reason to go back to the original concept limiting Federal funds 
to construction 

The chamber believes that acquisition of right-of-way is primarily 
a local function and that it should be the responsibility of the States, 
either alone or in cooperation with their subordinate jurisdictions 
We believe that this would result in a wider spread of the necessarily 
mited Federal funds and thus assure the most effective discharge of 
the Federal function of promoting coordination of highway work in th: 
national interest 

None of the bills under consideration in connection with future 
Federal aid for highways incorporates anything relative to such right- 
of-way financing. Therefore, we suggest that an amendment be 
added to prohibit use of Federal funds for highway right-of-way 
purchase. 

In summary: Summarizing, we are advocating a reduction in total 
Federal-aid authorization, a shifting in emphasis within the reduced 
program to concentrate more funds on improvement of the primary 
routes, especially the officially designated interstate highway system, 
and the elimination of the use of Federal-aid funds for right-of-way 
purchase. Legislation for the past several years has earmarked funds 
is follows: 45 percent for the primary system, 30 percent for the 
s condary system, and 25 percent for the urban Svstem We would 
avor increasing the primary authorization at least to 50 percent o1 
Ht) percent, reducing the secondary highway percentage according] 
ind leaving the urban percentage where it stands at present. 

Comment on S. 2437, H. R. 6094, and H. R. 6180: 5. 2437 specifies 

higher Federal level of spending than at present, $600 million 

inually, and the percentage of authorization for the primary svstem 
emains unchanged at 45 percent. Therefore, we would oppose this 


We support H. R. 6094 in general, since it reduces the annual 
thorization from the existing act’s $500 million to the proposed 
400 million and increases the primar highwavs authorization to 
50 pereent of the total 
H. R. 6180, on the other hand, increases the total] program from 
current level to $700 million per vear. Hence, our membership 
pposes this bill. We do like the increase, however, of the primary 
thorization up to 53 percent as provided in this bill 
All three bil ; 
way purchase, which we feel should be eliminated by amendment 
| do want to say that I appreciate the opportunity of vour being 


s say nothing about use of Federal funds for 


r righ 


onsiderate in letting me come and appear before you and, if you 
‘any questions at all, [ will be glad to try to answer them 


N62 4¢ 9 
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Senator Ho_uanp. Where did you get the 53 percent figure 
H. R. 6180? Is that by adding your hundred million for the ints 
state system to the 270 for the Federal-aid primary system? 

Mr. Wacker. Yes, sir. 

Senator HoLtitanp. And that didn’t make allowance for the 
that the interstate system comes partly from Federal-aid prima 
and partly from urban. 

Mr. Wacker. Very little, I think, from urban. 

Senator HoLiaNnp. It is nearly 38,000 miles. I don’t recall h 
much. It is quite a sizable share and a very extensive part of t! 
which went to the urban. 

At any rate, vou got the 53 pereent by adding the 100 million enti: 
to the Federal-aid aig ry 

Mr. Waker. Yes, si 

Senator Case. That 2 it was accomplished by adding an amo 
to the total authorization in the bill and not by any formula t 
fixed the performance allocation? 

Mr. Watker. No. We consider the interstate primary systen 
be virtually the same. The most important part of the highy 
program is the interstate highway system. 

Senator HoLtitanp. You regarded the whole authorization as 7 
million under that bill, of which 270 million was for primary 
system, and you added the 100 million to the 270? 

Mr. Warker. Yes. 

Senator HoLLanp. Any questions, Senator Case? 

Senator Case. Mr. Chairman. 

| noticed with considerable interest vour sentence referring te 
roads and your comment that there was a trend in that direction ; | 
that “‘More help from this direction ma be expected in the futur 

Am I to understand from that that vou advocate more toll roa 

Mr. Warker. I don’t recall that we have a policy, that the U1 
States chamber has a policy on it. I can say, in mv own perso 
judgment, | would advocate it. I am not so sure we don’t ha 
polic: \ 

Our policy in that connection is: 

The collection of tolls from highway users, as a means of providing pa 
for public highway construction, modernization or maintenance, should 1 
authorized unless, (1) there is no possible means of financing it out of curre! 
contemplated tax sources, (2) a thorough engineering study has estab ' 
economic justification for the proposed toll financing, and (3) the State legis 
and State highway department *pP rove the entire project as essential to | 
convenience and necessity Highway construction should be financed as fa 
reasonably sar eges out of current highway revenues, 

Senator Case. That would be a modification of the sentenc 
your statement. 

Mr. Waker. Not necessarily. What I said was simply tha 
were getting more and more interest in toll roads and we could « 
more interest in the future. 

Senator Case. I can’t quite put that together because you r 
advoc ‘ating, in veneral, that there should be more of the res lO] 
sibilitv for building roads taken over by the States and in that 
nection you say the construction of toll roads by the States ! v0 
helped them in recent years to overcome highway Seeraee pos 
you say more help from this direction may be expected in the Mu 
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As an inducement for encouraging the committee to take an atti- 
tude that would throw more of the burden of building roads on to the 
States, you hold out the prospect that more help from this direction 
may be expected in the future. 

Mr. Waker. I think that is true. 

Senator Case. Then you turn around and say you don’t want to 
ncourage more toll roads. 

Mr. Waker. We don’t say that. We say: “The collection of 
olls from highway users, as a means of providing payment for public 

chway construction, modernization, or maintenance, should not be 

thorized unless, (1) there is no possible means of financing it out of 
urrent or contemplated tax sources, (2) a thorough engineering 
tudy has established economic justification for the proposed toll 
financing, and (3) the State legislature and State highway department 
pprove the entire project, as essential to public convenience and neces- 
ty. Highway construction should be financed as far as is reasonably 
icticable, out of current highway revenues.” 

We haven't said we oppose toll roads. We are simply saying thai 

are Oppose “lL to toll roads except under certain circumstances. 

Senator Case. Do you believe in the principles of highway-use 

axes or having roads paid for by highway users? 

Mr. Waker. If you mean by that--I would prefer to have you 
rame the question. 

Senator Cass. [ will frame the question, and you answer it 

Mr. Waker. I wasn’t trying to be disrespectful to you, sir. 1 
was trving to say that I don’t think we should limit our present 
iser tax on the Federal level to only that amount that is needed for 
highway purposes nor do I think that the highway system should 
ise all of the funds that are presently collected by that tax, 

Senator Case. You think that the taxes should be diverted to other 

9 

\Ir. Wacker. | don’t believe in linkage 

Senator HoLttanp. You don’t believe in what? 

Mir. Waker. A linkage. <A linkage between the tax and the 
Federal use 

Senator HoLLanp. You don’t believe in earmarking? 

Mr. Warker. That is correct. 

Senator Case. You do believe, then, that the highway users should 

taxed whatever the traffic would bear and that revenue be diverted 
0 other purposes and not build highways? 

Mr. Waker. Yes. 

Originally, when the Federal tax on gasoline was passed, it was 

issed as an emergency measure, not for the purpose of using those 

ds for the highways at all. 
nator Case. It was just passed for the purpose of getting revenue? 

Mr Wacker. Yes. That was back in 1932, | think. 

Senator Case. When the excise taxes on highway users were in- 

eased last time, you think that increased revenue should not be used 
lor highways? 

\Ir. Wacker. I don’t think so. If you use all of i at for highways, 

will have to go out some place else to get money for the other pur- 
poses. We are raising now, I think, about $2.2 billion in taxes, in 
liway user taxes and excise taxes. I think all the experts in the 
will tell you that probably the most we need at the very outset 








412 FEDERAL AID HIGHWAY ACT OF 1952 


would be a billion and a half a vear to really do a thorough job on ow 
roads all over the United States ‘if it were all spent by the Federa| 
Government. If that is true, then you are going to have some wastag 
there, or you can reduce those taxes, but, if you reduce the taxes, you 
are going to have to raise the taxes some place else, because, with a 
$85,445,000,000 budget, with which we are faced now 

Senator Case. Let’s look at the other side of the shield for 
moment. Your general statement carries several suggestions that th: 
improvement of secondary roads should be thrown back to the loca! 
communities more. 

Mr. WALKER. Yes. 

Senator Case. At the present time, the Federal highway law pena 
izes States that divert the money collected from highway users to othe: 
purposes. 

Senator Houianp. Isn't this a more correct way to say it: That 
penalizes anyone who diverts ae than was being deca at th 
time of the passage of the Hayden-Cartwright law? 

Senator Case. That may be correct. My State took the spirit o! 
that and passed a constitutional amendment which prevents the Stat: 
from diverting that revenue. In other words, the tax money collect: 
from the highway users should be used for highway purposes and noth- 
ing else. 

If this load of improving the local roads is shifted to the local units 
of government more and they are presently required to use on highwa\ 
purposes the amounts which they collect from highway users, it would 
follow, to get the additional revenue to carry on this local building of 
roads, you would shift over there, they would have to start collecting 
taxes on real and personal prope rty from people, generally, without 
regard to whe ther or not it represented any particular use of the hig 
Ways, isn’t that correct? 

Mr. Wacker. | think that is true, probably In every mstance 
in some cases they probably would be able to raise the funds in oth: 
ways 

Senator Cast. So vou would advocate, on the one hand, that 
carry heavier Federal taxes on highway users, divert part of that 
the general revenue, but that, with respect to the local roads, 
mcrease the load on the local rovernment and ask them to get pa 
of that revenue from nonhighway users? 

Mr. Waker. Not necessarily that wal 

Senator Case. I think vou have to take it both ways. You canno 
say you are going to shift it and not get the revenue 

Mr. Wacker. I feel that local roads are a local problem and 
the local people should take care of those roads and that those road 
that are of primary importance to the country and the natio! 
defense and the interstate highway transport svstem, certainly 
the Federal Government has an interest in those. There its 
question about that—not only an interest, but rightfully so, a 
rightfully should spend part of our money for that purpose. 

[f we take all of the money we collect from excise taxes and gasoli! 
taxes and spend that money on the highway system of America, t! 
the difference between last vear’s bill, as an example, of 500 mill 
and the 2.2 billion collected, or some 1.7 billion, will have to 
raised some place else for the Government 1n order to take car 
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other expenditures that we have, or else vou are going to have a 1.7 
billion deficit. 

In other words, if we divert these taxes completely to highway 
use 

Senator Case. If we divert? 

Mr. Warker. Then we will have to get the money some place 
else for other purposes. 

I sav “divert” advisedly. 

Senator Case. You think it is diversion when you levy a special 
tax on highway users and apply it to highway construction? 

Mr. Wacker. I think it is diversion in the sense of the bill when 
it was originally passed. 

Representative Doughton said: 


* * * Could we not temporarily endure this tax which, I think, all of us 


agree is only an emergency and temporary tax? * * * don’t vou think we 


that the first time we can get along without the revenue and the Government can 
raise revenue some other way to meet its expenses, that tax will be left for the 
States? I think that is the feeling of Congress. 

That was Representative Doughton at the time the bill was passed, 
and that is a diversion to the extent of the original primary intent of 
Congress when the tax bill was passed. 

Senator Ho._tanp. The question of diversion depends upon the 
point of view. 

Mr. Wacker. I think that is right. 

Senator Horranp. You are talking about diversion in the sense 
that it would be diverting revenue, general revenue funds, where it 
is now gomg to another purpose, and the Senator is talking about 
diversion from the standpoint of the meaning written into the Hayden- 
Cartwright law by the Congress itself and talking about State reve- 
nues from gas taxes, and the like, requiring that all such taxes raised 
in the future should be applied to road construction and maintenance 
and that, if any State applied future taxes from those fields to other 
objectives, it would be penalized, though it would not be penalized 
for what it regarded as diversion that had already been enacted under 
the laws of the State and was operative at the time of the passage of 
the Havden-Cartwright law. 

Each of us has his own meaning when we talk about diversion, 

Senator Case. But, of course, it is true that when the Federal 
Government increases its taxes on highway users, that is used, in 
turn, in the State legislatures to discourage them from increasing any 
State level on highway users. 

Mr. Waker. I think that is no doubt true 

Senator Case. So, if vou are going to sav that we should shift the 
burden of taking eare of building local roads to the States and at the 
same time say that we should levy heavier Federal taxes, you simply 
are squeezing out the construction of local roads 

Mr. Waker. Speaking now for the chamber of commerce, what 
we would hike to see is less spending on the part of the Federal Gov- 
ernment 

Senator Case. So would we, but the problem of Federal spending 
has a much wider ramification that what is spent for roads. We have 
been told here during the hearings that the dollar spent on roads 








only buys 43 percent of what it did in 1940 and, at the same tim: 
that highway use and highway demands, traffic accidents, traffi: 
needs, has gone up almost astronomically. 

Just before you took the stand, you perhaps heard Mr. Wirth talkin 
here, telling us that highway visitations to the national parks hay 
gone up to in excess of 36 million last year, yet they are getting th 

same amount of.1money in number of dollars, but not in purchasi: 
power, that they got when they had 7 million visitors to the parks 

I am in thorough sympathy with the idea and I can cite vou chapt 
and verse where I think something should be done about eee 
spending. I think a business organization which comes before 
Congress in its other recommendation and talks about Sete: 
and improving the arteries of transportation and so on, ought to real 
that you can’t eat vour cake and have it too. 

Mr. Watker. That is the sense of my testimony. We would 
to see a larger percentage of this money spent on the primary than |! 
secendary system, which is the lifeblood and arteries of this country 

Senator Casg. I would like to read vou a statement out of paragray 
9 on page 3 of Mr. J. T. Sanders, legislative counsel of the Natior 
Grange. 

He says: 

We deplore the misleading contention of some interests who imply that si 
main Federal highways pass through counties where 70 percent of Ameri 
farmers are located, that these highways adequately serve 70 percent of farmer 
To be sure, these highways, to a variable degree, serve these farmers but to sor 
the service is a very small part of the total of their road service. A farmer w 
has to go over a few miles of impassable roads to get to these fine-paved 
roads may be just as much isolated as he would be if there were not a mile of pay 
road in his county. 

One of our witnesses yesterday brought out the point that it is mis 
leading to say that 70 percent of the traffic is carried bv the primar 
system because a great deal of that traffic originates off that syst: 
and you wouldn’t have 70 percent on that system if it weren’t possi! 
for the traffic to originate and terminate off the main highway. 

You have a great deal of gasoline carried by trucks out to the fart 
You have livestock and food products and agricultural products, a: 
vou have to have a highway, so Commissioner MacDonald tells 
repeatedly, with highway structures that will carry the same tru: 
that the main highway does, because, when they deliver and start 
the main highway, they carry the same heavy loads, and it requir 
structure that will carry the same tonnage of the individual t 
that the main highway does. 

Mr. Waker. I am sorry if I have left the impression that we : 
not in complete sympathy with those very things. We are. \\ 
recognize there is this great necessity for the improvement in the ent 
highway system. 

Senator Casr. When the local units of government are putting 
their highway revenues onto highways and then you say that y 
want to take part of the expenses of road construction which 
presently carried by the Federal Government and pass it back to 
local units of government which now are prevented from divert! 
then you must of necessity follow through and say that you exp: 
the local units of government to levy heavier taxes on nonhighw: 
users to build that part of the highway system that we shift from ¢! 
Federal Government to them. 
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Mr. Waker. I wasn’t aware of any constitutional impediment 
from any of these States raising more money by user taxes. 

Senator Case. There isn’t any constitutional impediment against 
their increasing the taxes on highway users. ‘The impediment exists 
in the high taxes the Federal Government levies on the highway users 
today. You increase the excise tax on highway users by Federal law 
und the representatives of the trucking organizations and other use 
roups come before the State legislatures and say to them, “Here is 
what we are paving today.” It operates to discourage—and discour- 
age is a Weak word in that instance—the State legislatures from in- 

easing the taxes on the highway users. 

If you will come before the State legislatures and say that the 
United States Chamber of Commerce recommends that the State 

gislatures increase the taxes on highway users so the States and local 
inits of government will have more revenue, the nL | think you will be 
sistent. Unless the Chamber of Commerce of the United States 
ill go before State legislatures and say that they think they should 
crease the taxes on highway users enough to take up this burden of 
ghway maintenance and highway construction that we want to 
ift from the Federal Government to the States and local units of 
vovernment, then | think you are not consistent. 

Mr. Watker. That is exactly what we do when we say the Federal 
Government shouldn’t do it. 

Senator Cast. Then I hope the United States Chamber of Com- 
merce will adopt a resolution and circularize it among the State legis- 
latures saying that you believe more roads should be built by local 
units of government and consequently, they should raise taxes on 
highway users so they can do that. 

Mr. Waker. We have never gone so far as to say how they should 
raise their taxes. 

Senator Case. It has to come from highway users or nonhighway 


users, 


Mr. Wavxer. Today almost everybody is a highway user, I sup- 
pose. [t either has to come from ad valorem taxes or highway use or 
icenses of some kind. We have a very definite policy that local roads 
are a local problem that should be sponsored by and paid for by local 
inits of government. 

Senator Case. | personally happen to think if there were more 
roads built by local units of government, we wouldn’t build some 
boulevards in parts of the country that do not need them, we wouldn't 
try to build all the secondary roads to as high a standard as we have 
set, and we would get more roads built for the amount of money 
spent, but that goes to a different type of problem. 

Mr. Waker. That is right. 

Senator Cass. I think even if we do that, we have to provide the 
revenue for local governmental units to build the roads. They have 

» have some money to do it. 

Mr. Waker. We can say one thing, that we are all in agreement 
that what we have to do is save some money, if we can. 

Senator Casz. That is certainly true. 

Senator HoLtuanp. All right, sir. Thank you. 

Mr. Waker. I appreciate the opportunity of being here. 

Senator Hotuanp. Mr. Roberts of Indianapolis. 





STATEMENT OF W. HENRY ROBERTS, REPRESENTING THE 
INDIANAPOLIS CHAMBER OF COMMERCE 


Mr. Rorerts. 1 am W. Henry Roberts, of Indianapolis, Ind. 

am the vice president of the dairy business of William H. Roberts « 
: Sons, Ine ! am also a member of the board of directors of t] 

Indianapolis Chamber of Commerce 

That organization, which I represent here today, has perhaps 
peculiar position on the question of Federal aid to the States and lo 
governments. It is the expressed opinion of the organization, 
voted by unanimous action of committees and the board of director 
that the numerous plans of groups and localities to tap the Federa 
treasury for their benefit is one of the basic causes of excessive Feder 
spending and indebtedness, and of F] scale of Federal taxation whi 
has gone beyond the bounds of economic safety and endangers mo 
and more demands for higher wages, higher prices and _ spiralir 
inflation 

This policy is, it happens, in harmony with a statement recent 
made by Chairman Cannon, of the House Appropriations Committ 
Speaking before the National Council of Community Improvement 
New York, he said that the menaces of inflation and bankruptey ar 
second only to those of communism and enemy invasion, and whik 
recognizing that the Congress has a great responsibility in effectin 
economy and retrenchment in Federal spending, he said: 

However, unless the people back home whom Congressmen represent, let 
on their many and varied demands for expenditures on dispensable local project 
they have only themselves to blame when nondefense spending exceeds 


minimum required to balance the budget 


We agreed in our organization a long while ago that we should 1 


again under these conditions be a party te any request for or pressur 
upon our Federal Government for spending programs, We espechau 
agreed to abstain from supporting any such programs as might appe: 
to be for the benefit of our community 

We have, for example, urged congressional committees and our ov 
representatives in Congress, to eliminate items from the rivers-an 
harbors bill which had been designated for flood-prevention worl 
our community, and this was done; to reduce or eliminate approp! 
tions for Federal aid for distributive education programs and scho 
lunches; to refuse new Federal-aid programs such as the one bi 


currently proposed for public libraries and of Federal aid to educatio: 


and to restrict or eliminate further Federal ald for publie welfar 
public housing, and slum clearance 

We have consistently refrained from seeking governmental busin 
offices or industrial operations, whether civilian or military. It to 
rreat effort on our part to persuade a previous Congress that it sho 
eliminate funds and close, in our community, a district office of 
Department of Commerce 

Qur community is one that has, at the expense of over $1,500, 
of its own tax money, begun a substantial slum-clearance prog! 
vithout Federal aid thus far 

| cite this onlv to make clear that we oppose Federal aid in prin 


ana mm tac 


t and we apply the same reasoning to Federal aid 


1 1 
Mnewhnwav construction 
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It would be far better to eliminate Federal aid for this purpose, 
ntirely; leav-ng it as a basic responsibility of the States and local 
vovernments and relieving the Federal Government in this time of 
national fiseal crisis from this burden 

However, it is recognized that the construction and improvement 
f highways does involve some interstate and national factors, es- 
pecially during this period of national emergency. The movement of 
raffic on the Nation’s primary roads, especially military, and of 
ndustrial goods produced for military use, requires constant improve- 
nent of some highways throughout the country 

Federal aid, however, ought to be confined to such major trunk 
highways. We would urge your committee to recommend legislation 
for future highwav Federal-aid authorizations which would be not in 
xeess of the amount which the President has recommended in his 


udget message, namely, $400,000,000, for the new fiscal vear. We 
support, too, the increased emphasis of the Federal program on the 
rimary system, as recommended in the President’s message. In 


act, it would be preferable to reduce or even eliminate the proportion 
illotted to secondary and urban roads and streets, and confine the 
total amount entirely to the improvement of the primary highway 
system of the country We endorse the 50-50 matching basis for 
Federal and State funds as has been customary in the past. 

With respect to the bill before vour committee, S. 2437, we, as 
representatives of the busmess and professional interests of the Indian- 
apolis area, Oppose the increased Federal spending authorized therein 
We would like to see the Federal aid total reduced to $400 million 
maximum and a greater percentage earmarked for the primary system 
is provided under H. R. 6094. In fact, if the committee wishes to go 
further and eliminate all PrOoVISLONS for Secondary and urban roads and 
treets, it would be verv acceptable to us in Indianapolis 

Senator HoLLaANp. [have just one question. Don’t vou think that 
onnecting links on the primary aid svstem that go through cities o1 
he alternate routes which make the city connections practical and 
ficient to handle the routes effective on the primary routes are just 

much important to the primary routes as the mileage outside the 


Nii RoBeEI rs \ certain amount of that is true 
G 


enator HoLLAnp. And there is just as much justification, therefore 
s to those connecting links for the expenditure of Federal funds as 


l 
} 


ere is on the rural n iene on the same highways? 
\Ir. Ropers. Of course, extending to its ultimate conclusion, our 
osition certainly is in favor of good roads, but we beheve that we have 
0 start somewhere and get away from these continual requests for 
ditional appropriations for expenditures. We realize it is only a 
Op in the bueket as compared to the total over-all picture, but, unless 
start with the drops, we are not going to get anything from the 
ket 
Senator HoLLaNp. It seems to me that we must remember that that 
lleage within the incorporated cities on the trunk lines is just as 
Mportant to the traveler and to the eCcOnOMY of the country as the 
leage outside the cities, and that furthermore, unless you include 
that mileage, vou are making a very great distinction between the 
States which have few cities and in which the mileage of important 
ighways passing through them is almost all urban and those States 
vhere the contrary is true. 
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There are States and there are important highway links where yo 
go almost from one city to another for hundreds of miles, and it wou 
seem to me that any practical approach to it, should recognize t| 
fact that these important traffic routes do pass through cities and th 
the mileage through cities is of equal importance to the Nation 
mileage outside the cities 

Are you inclined to think that is the case? 

Mr. Ronerts. | think you certainly have a point there. 

Senator HoLttanp. Do vou have any questions, Senator Case? 

Senator Casr. Mr. Chairman. 

| do not know that I have any questions. Ido think that the gent 
man’s statement here represents a consistent position on the part 
Indianapolis so far as recommending, on the one hand, a reductior 
Federal expenditures and saying, ‘“‘As for ourselves, we do not w 
any.” 

If they sa “We do not care for flood- control proje cts, or we do! 
want aha ay projects in our vicinity,” that is consistent with 
general thesis he is taking. 

The only thing I think is that possibly it would be a little bit disa 
pointing to him and to his associates if they were to examine 
Federal budget and take the so-called nondefense items and see ho 
small a part of the total Federal budget they represent. ] thu 
he will find that only about 1 dollar in 8 of the Federal budget 
strictly speaking a nondefense item and that you could elimina 
to accomplish a $10 billion saving in the Federal budget, all the no: 
defense activities of the Government. If you add up the money fo: 
the Post. Office, Department of Justice, Department of Agricultur 
Department of the Interior, and such activities, if you complet: 
eliminate them, you can save $8 to $10 billion a vear. That is 
you would save if you wiped them out. 

Mr. Roserrs. If, in each department, we continue to add more at 
more and more, then we throw it that much further out of bala: 

Senator Casre. That is true. 

Mr. Roserts. I appreciate the opportunity of being here. 

Senator Hotitanp. Thank you very much. 

That seems to take care of all the witnesses that were listed for t! 
afternoon. Are there others here that would like to be heard ¢! 
afternoon? If not, the committee will rise until Monday morn 
at 10 o’clock. 

(The following was submitted for the record:) 

LANCASTER CHAMBER OF COMMERCE, 
Lancaster, Pa., February 26, 19 
Hon. Spessarp L. HoLuanp 


United States Senator, 
Se nate Office Building, Washington, dD. ( 

Dear Sir: I am writing in behalf of the members of our committee conce! 
the 1952 Federal-Aid Highway Act We understand that three bills are bet 
Senate and House committees, i. e., H. R. 6094, H. R. 6180, and 8. 2437. 

We support the position taken by the Chamber of Commerce of the | 
States which asks for a reduction in the total Federal-aid authorization t 
million annually ; an increase in the percentage of funds authorized for the pr 
highway system, and elimination of the purchase of right-of-way with I‘ 
funds 

In addition, however, the members of our committee want to record opp 
to the entire program of Federal taxes and Federal grants for highway purp: 

Respectfully yours, 
LECISLATIVE AFFAIRS COMMITT! 
N. E. Hacer, Chairman 
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Ouro HIGHWay AND 1 OCIATION 


Varcl 
SSARD | HOLLAND, 
rman, Suhbecommattes 
Senate Office Bu 


Senator Hou 


We hope I 
Toledo-Detroit area 

ghway system Sut this i ) 
ind Routes 30, 40, 50, and othe 

ivy traffic dutv if our preparedness vo f 

In the event of all-out war, it would be a catastrophe 
rimary roads across Ohio, particularly between the Ch Detroit and Toledo 
anufacturing area and the great steel centers of Cleveland, Youngstown, and 
Pittsburgh should collapse. This is bound to happen if tl] 


to the United States if 


ame loads thev were given during World War II. 
We suggest that the subcommittee 
move from east to west, and the 


ie roads are given the 


come to Ohio and spend a dav watching 
finished armament of war move from west 
over Ohio’s primary road system. It is almost impossible to 
nsitvy of this trafle without seeing it And these hig! 


villa 


t Imagine the 


iways are two-lane and 
ree-lane roads, meandering through cities and res, crossing innumerabl 


railroads, north-south highways and county and township roads at grade 
Ohio badly needs several great traffic arteries 


, east-to-west, of a modern type 
ir-lanes wide, with center median strips, missing most of the cities and town 
th separate grades from the railroads, crossroads, ete. 
We know, of course, this cannot be done in @ year or two 
the present primary roads can be improved, widened, stre 

ater speed and safety by eliminating many grade cross 
ties and towns. 

We trust you will keep in mind the importance of the traffic fu 

—in the east-west movement of steel and the west-cast 
itériel of war. 

This association will be happy to send a representative of our good-roads move- 
ent to testify before your subcommittee. Or we will be happy to arrange a tour 
r you so that you may see the enormity of the traffic problem in this crossroads 
the Nation’s industrial plant. 


Very sincerely yours, 


movement 


Ernest M. GREEN, President 


Whereupon, at 4:10 p. m., the subcommittee recessed, to reconvene 
at 10 a. m., Monday, February 25, 1952.) 








at atm LIiopway ACT OF 1952 5 








FEDERAL-AID HIGHWAY ACT OF 1952 


MONDAY, FEBRUARY 25, 1952 


UNITED STATES SENATI 
SUBCOMMITTEE ON PupBtic ROADS OF THE 
COMMITTEE ON Pustic Works 
Washington DD ( 


The subcommittee met, pursuant to adjournment, at 10 a. m., in 
oom $12, Senate Oflice Building, Senator opessard L, Holland 
chairman of the subcommittee) presiding 

Present: Senator Holland (presiding) and Senator Case 

\lso present: Hon. Kenneth D. MekKellar, a United States Senator 
from the State of Tennessee; Frank Burnett, committee clerk; 
Eloise Porter, assistant clerk: and Ellsworth W. Bassett of the com- 
mittee staff. 

Senator Honuanp. The committee will please come 

The committee will consider S. 2585, a bill to amend the laws 
relating to the construction of Federal-aid highways to provide for 
equality of treatment of railroads and other public utilities with 
respect to the cost of relocation of utility facilities necessitated by the 
construction of such highwavs. The contents of this bill will be 
considered as an amendment to the regular Federal-aid highway bill 
%. 2437 Without objection S. 2585 will be ineluded at this point in 


to order 


i } 
he record 


The bill referred to follows 


: 
L.i i ‘ : 
: 
¢ 
} V, , aE be ’ } 2 
n Cor Tha 1 ) f ( 

i { the first sec Federa \l HH i \ 1944. a smended 
i ied t ead as to AS 

fhe term ‘constructio i ( poe L t py, aC i runidi 

1 & expenses rmciaenta ‘ Lhe Cotlistructlo or recoustruection tf a highwa 
cluding locating, surveying, and mapping, costs ol rights-of-way, relocation and 
1djustment of utility facilities necessitated by the construction or reconstructio 

highway, and elimination of hazards of railwav-grade crossings 


She 2. Section 5 (a) of the Federal-Aid Highway Act of 1944, as amended, is 


nded by inserting before the period at the end thereof a colon and the following 
provided furthe That the entire cost of relocation and readjustme 
facilities necessitated by the constructior rreeonstruction of anv highwa 
funds made available under the foregoing provisions of this Aet mav_ be 
rom Federal funds except that not more than 50 per centum of the right-oi 
and property damage costs, paid from public funds av be by ‘ 
Federal fund 

Src. 3. (a) The provisi , his A woliea! 

peg ull Fede ‘ t ( rhe i iq 
vet mi ~ Act 
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(b) In any case in which any part of the costs of any project completed aft: 
the date of enactment of this Act are paid from sums apportioned to a Stat 
prior to the date of enactment of this Act, the apportionment to such State sha 
be increased by an amount sufficient to pay any increase in such costs resulti 
from the enactment of this Act. There are hereby authorized to be appropriat 
such sums as may be necessary to provide for any increases in apportionm<¢ 
pursuant to this subsection. 

Senator McKetuar. I will not go on at the present time but w 
ask for Congressman Priest. 


STATEMENT OF HON. PERCY PRIEST, A REPRESENTATIVE IN 
CONGRESS FROM THE STATE OF TENNESSEE 


Mr. Priest. Mr. Chairman, because I have a subcommittee 
my own meeting this morning, a subcommittee of which | am cha 
man, | want to make a brief statement if it is agreeable to the cor 
mittee and ask permission to file a more detailed statement somew!h 
later for the record, if that is agreeable to the committee. 

Senator HoLLanpb. The statement will be incorporated in the reco 
when filed. 

Mr. Priest. The proposal in 8. 2585 by our senior Senator \ 
Kellar is important legislation. None of us have been keeping 
close in touch with the situation and it has been too long delayve 
I think the legislation should have been passed as an amendment 
the Federal Highway Act some time ago. It is my understand) 
that possibly this may be considered as an amendment to the genera 
bill on which your committee has already held hearings. 1 have fe! 
for quite a long while that there was no equity in having an act, t! 
administration of which was not equitable to all public utilities tha 
are forced because of construction or relocation of Federal-aid hi 
Ways, Or any portion of a Federal-aid highway , to go to the expense 
moving their facilities. This bill, as | understand it, proposes 
more for all public utilities, whether those utilities be publicly OW lit 
or privately owned, than is now the law insofar as railroads are « 
cerned. It seems to me that without going into all the ramificati 
and possible ramifications of the act that legislation placing all pub! 
utilities—and I emphasize again whether those utilities be publi 
or privately owned—on the same basis is meritorious and I hope \ 
much that the subcommittee will give the legislation favorable cor 
sideration, either as separate legislation or as an amendment to t! 
general authorization. 

Senator McKetiar. This would include cooperative associatio: 

Mr. Priest. That is my understanding, Senator, and I thu 
rightly. I think properly they should be included. 

Mr. Chairman, if | may, as | said in the beginning, register 1 
approval of the legislation without going into all of the details ar 
ask permission to file with the committee a statement, I shall app: 
ciate it very much. 

Senator HoLLtanp. We will be glad to receive and incorporati 
statement when it is filed. 

Senator McKetuar. The next witness will be Mr. Blackard. 
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STATEMENT OF CHARLES G. BLACKARD, THE TENNESSEE VALLEY 
PUBLIC POWER ASSOCIATION 


Mr. Buackarp. My name is Charles G. Blackard. I am general 
counsel for the electric power board of the city of Nashville, Tenn., 
ind am here representing and speaking for and in behalf of the Ten- 
essee Valley Public Power Association, which association has in- 
luded in its membership 118 municipalities and cooperatives dis- 
tributing Tennessee Valley Authority electricity and power in Ten- 
essee, Georgia, Alabama, Mississippi, Kentucky, Virginia, and North 
Carolina. Seventy-eight of these distribution systems are municipally 
rwned, thirty-five are REA financed cooperatives and the remainder 

‘county systems. 

The electric distribution systems for whom I speak are wholly 

‘pendent upon their revenues for the cost of operation, maintenance, 
ipkeep, current and power at wholesale, amortization charges and 
edemption of revenue bonds or other indebtedness, extensions and 
dditions, a tax equivalent to the city, the State, and the counties. 

nder the statutes and the provisions of the contracts between these 

tilities and the Tennessee Valley Authority and under the covenants 

th the holders of the outstanding bonds, the revenues are earmarked 
for the above purposes, with provision that all remaining revenues 
shall be considered surplus and shall serve as a basis for the reduction 
or elimination of surcharges and/or reduction of rates. To date there 
has been no surplus, at least insofar as the majority, if not all of these 
systems, are concerned, 

These distribution systems have no funds other than those received 
from the sale of power and electricity. There is no Provision, as above 
tated, that these utilities may expend these funds for the readjust- 
ment of their facilities to accommodate Federal-aid highway projects 
If these funds which come from the rate payers must be used to pay a 
part of the cost of Federal-aid highway projects, this means that this 

latively small segment of the citizen body must contribute twice 

ice through assessment of taxes and a second time through increased 
ibseriber rates. This is in effect double taxation, for a project 
carried out for the benefit of the public generally 

By mandate of at least two decisions of the United States Supreme 
Court and one decision of the court of appeals of the State of Tennes- 

ee, in which certiorari was denied by the State Supreme Court, and 
express provisions in the Federal Highway Act, the railroads are 
clieved of the burden of readjusting their facilities at their own ex- 
ense at railroad grade crossings to accommodate Federal-aid high- 
vay projects. The nonrailroad utilities, both publicly and privately 
wwned, are not relieved of this burden, but without notice, without 
earing, and without receiving benefit are burdened with these costs. 
The decisions above referred to held that the effort to charge the rail- 
roads with this burden of readjusting their facilities at their own ex- 
ense to accommodate Federal-aid highway projects was in violation 
of the due process clause and the fourteenth amendment. We think 
the nonrailroad utilities should be given the same equal treatment 
viven to the railroads. 

For the above reasons, Mr. Chairman and members of the commit- 
tee, it is respectfully requested that vour favorable consideration be 
given the bill now pending before you. 
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Senator McKetuiar. The power furnished the people from = th 
TVA, would it come within this? 

Mr. Buackarb. Yes, sir 

Senator McKeuiar. Is that true for Nashville? 

Mr. Buackarp. Yes 

Senator McKevuar. It would serve all the cities? 

Mr. Buackarp. All cities from the Tennessee Valley Authority. 

Senator Hottanp. Mr. Blackard, what is the provision of th: 
present law with reference to the reimbursement of any private o 
public utility for relocation that is required by the construction o 
Kederal-aid highways? 

Mr. Buackarp. The railroads are relieved of that burden by tl 
express provision of the act 

Senator McKetiar. What act is that? 

Mr. Buackarp. The Federal Highway Act of 1916 as amended 

There is a regulation in the Federal Bureau of Public Roads whic! 
authorizes the highway commissioners of the States to determine an 
make a formal finding with reference to whether or not these nonra 
road utilities may be reimbursed or may not be reimbursed. 

We think that is an unlawful delegation of the police powers. 

Senator HoLLaAnp. Whose police powers? 

Mr. Buackarp. We do not think the Federal Bureau of Roads ha- 
2 right to delegate police powers We feel only the State legislatur 
could do that and there is no statute delegating such authority to th 
State highway commissioner by State statute 

Senator HoLLtanp. You are speaking about State powers or Fed 
eral powers? 

Mr. Buackarpb. I do not think the Federal Government has any 
authority to delegate police powers 

Senator Hottanp. As | understand it, the present law with refe: 
ence to railroads does require reimbursement to the railroads of all o 
} 


part of their costs of relocation. Just what is the provision in 
present law? 

Mr. Buackarp. The present law provides that the railroads ma 
be reimbursed the full amount except where they receive benefits an 
where they receive benefits they pay 10 percent and not exceedu 
10 percent 

Senator McKeniar. Is it section 2 of this bill which amends se 
tion 5 (a), Federal Aid Highway Aet of 1944 as amended? It woul I 
be amended by inserting before the period, a colon and the following 

provided futher, that the entire cost of relocation and readjustment of 
tilitv facilities necessitated by the construction or reconstruction of anv highwa 
vith funds made available under the foregoing provisions of the act may be pa ra 

Federal funds, except that not more than 50 percent of the right-of-way 
property damage costs, paid from public funds, may be reimbursed from Fede St 

d | 


» 


Is that the act? 

Mr. BLackarp. Yes, it is in the first section, beginning here wit 
line 6, on the definition of the word “construction.”’ 

It is presently written that the term ‘construction’? means tha 
supervising, building and all incidental construction or reconstructio! fs 
of thre highway including locating, SurveviIng, and mapping, COSI 
rights-of-way, relocation and readjustment of utility facilities nec 
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sitated by the construction or reconstruction of the highway and 
elimination of hazards of railway-grade crossings 

That includes in this act the reimbursement for railroad grade cross 
ings to the railroads. 

Senator McKeruitar. You are simply adding these others to it? 

Mr. Buackarp. Yes, so that they will be included for reimbursi 
ment in the same manner as a railroad ts included for reimbursement 

Senator Ho_Lanb. I am going to read certain excerpts out of the 
resent law which will show the basis upon which operations are now 
conducted 

These provisions are found in Federal Aid Highway Act of 1944 
vhich were not changed by the subsequent acts 

| quote first the description of construction as appearing in section 
of that act: 
The term “construction”? means the supervising, inspecting, actual building a1 
expenses incidental to the construction or reconstruction of a highway, in¢ 
ating, surveying and mapping, costs of rights-of-way and elimination 
ds of raliway grade crossings 

In section 5 (a) and (b) of that same act are found the other prov 
sions With reference to this subject 

Section (a) reads in part as follows: 
Provided further, That the entire construction cost of projects for the eliminatio1 
f hazards of railway highway crossings, including the separation or protection of 
grades at crossings, the reconstruction of existing railroad grade crossing structure 
ind the relocation of highways to eliminate grade crossings may be paid fron 
Federal funds except that not more than 50 percent of the right-of-way and prop 
erty damage costs paid from public funds on any such project may be paid fro: 


Federal funds: P) wrded irthe Phat not more than 10 percent of the sums appor 
ned to any State under the terms of this act for each of such postwar fisca vear 
iall be used for such railway highway projects to be expended in accordance 

Federal Highway Act as amended and supplemented and the pro 3i¢ s of 


l am going to ask the reporter to include also the full text of sub- 
section (b) of section 5 of that act, all of which relates to the pro- 
edure in the case of railway highway crossings 


Anv railway involved in any project for the elimination of hazard 
vav-highway crossings paid for hole or in part from funds made availat 
er this Act, shall be lable to the United States for a sum bearing the sar 

he net benefi received by such railway from sucl project that tl 
leral funds expended o1 ich project bear to the total cost of such proje 
r the purposes of this subsection, the net benefit reeeived by a railway fy 
ch project shall be deemed to be the amount by which the reasonable va 
rhe total benefit receltv¢ i bv it from such project exceeds thr amount pa 
neluding the reasonable value of any property rights contributed bi 
ard the cost of such project; and in no case shall the total benefits to ar 
vay or railwavs be deemed to have a reasonable value in excess of 10° pe 
im of the cost of any such project. The lability of any railway to the | 
Stat with respect to any such project may be discharged by paving to th 
ed States, within six months after the completion of such proje 
nt as the Commissioner of Public Roads determines to be the an 
liability Any such determination of the Commissioner shall be made 
hasis of recommendations made to him by the State highway departr nia 
has of s h other ? tT ut i 1 vestigation i at i> e ( 
r deen eCESSAl r pre If a ich railway has fail ot 
ability to the United State respect to any proj thir } 
r the completi hereof Co ssioner of Public Roads shall req 
rive Genera 0 - ceed against such railroad for e 1 
he amount for t der ibsectior Phe Attor Ci 
horized } ! v4 f of | 1 Stat 
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appropriate district court of the United States, and the United States shall bh 


entitled in such proceedings to recover such sums as it is considered and adjudg 
by the court that such railway is liable for in the premises. Any amounts pa 


to or recovered by the United States under this subsection shall be covered int 


the Treasury as miscellaneous receipts. 


Senator HoLtanp. Now, Mr. Blackard, is it the intent of this a 
to bring both private and public utilities other than railways int 
exactly the same field of relief when their systems are required to | 
relocated by the construction of Federal-aid projects? Is that no 
afforded in the case of railways? 

Mr. Buackarp. Yes, sir. 

Senator HoLLanp. Without any change or variation whatsoever? 

Mr. BLackarp. None whatsoever. 

Senator HotiaNnp. Is the provision still retained that not to ex: 
10 percent of the entire allotment apportioned to any State, out 
Federal aid funds for any fiscal vear shall be used for these vari: 
projects, both railway-highway and utility-highway projects? 

Mr. Buackarp. Are continued upon the benefits received? 

Senator HoLLANb. No; vou did not understand the question 

There is a provision in the existing act that not more than 10 
eent of any State’s allotment for any vear may be used in ret 
bursement of railways. Is that provision to require that not 
exceed 10 percent of the allotments to any State may be expend: 
to railwavs and other utilities? Is that still included in the propos 
draft of the act? 

Mr. Buackarp. That is still in the act, Mr. Chairman. 

Now the matter inserted in this act ws way of amendment starts 

, 


line 5, page 2: 


Sec. 2. Section 5 (a) of the Federal-Aid Highway Act of 1944 as amend 


ame ded by nserting b fore the pr riod at the end thereof A colon and the fo 
ind provided further, That the entire cost of relocation and readjustme 

tv facilities necessitated by the construction or reconstruction of anv hig! 
with funds made available under the foregoing provisions of this Act may b 

from Federal funds, except that not more than 50 percent of the right-of-way 
property damage costs, paid from public funds may be reimbursed from F‘ 


/ 


Senator HoLtianp. Is the 10 percent provision continued and 
tended to apply not only to railway-highway projects but utili 
hichway projects as well? 

Mr. Buackarbp. Mr. Chairman, | am not sure that I am advised 
that. My understanding on that LO percent provision was this, 
the railroads should pay, aecording to the benefit thev receive 
amount not in excess of 10 percent. I think that still applies. 

Senator HoLLANpb. That, of course, would not be disturbed 


but that is not the 10 percent provision of which Iam speaking. | a! 


spe aking about the provision that limits the expenditure in any fis 
vear of a Federal-aid allotment out of Feder: il funds, to not ex 
10 ese of that allotment for the payment of these railway-highw 
costs which are not direct highway construction costs. 

Now my question is, Is that 10 percent not only continued in 
law but is the cost of the utility-highway reimbursements also to 
contained within and limited to that same 10 percent of Federal-: 
funds allotted to any State in any year? 

Mr. Biackarp. I am not advised on that. I am sorry I cant 
answer. 
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Senator HoLuanp. You can see that that is a very important con- 
sideration in this legislation because the legislation as now written 
prevents the diminution of any Federal-aid allotment to any State 
by more than 10 percent for those costs that are not direct highway 
costs, but which are limited at the present time, so far as reimburse- 
nent is concerned, to railway-highway costs, as named by the act. 

Now if you are going to have an additional encroachment upon 
federal-aid allotments to a State, we want to make that very clear. 
If, on the contrary, vey are going to absorb this particular kind of 
idditional allotments, for the reimbursement of utilities other than 
ailroads within the maximum of 10 percent, We want to make that 
lear. If they are not so absorbed, the question should be considered 
s to whether a limitation in addition to the 10 percent, present 
mitation for railway-highway costs, be written into the act to apply 
» these public-utility highway costs. 

The only limitation that I see in the proposed draft is that not 
more than 50 percent of the entire reimbursable cost shall be paid 

it of Federal-aid funds, but 1 do not see any limitation of the 
mount of an allotment to a State in a given vear, which of course 

a very material question and it is on that point that I would like 
»comment at this time. 

Mr. Buackarp. I am not advised on that point. 

Senator HoLiaNnp. So far as you know, Tete is no intent in this 
imendment, either to write a new limitation or to incorporate these 
ublic-utility reimbursement costs within the maximum of 10 percent 
rovided by the present law, as repayable to railway-highway reim- 

irsements. 

Senator McKeuuar. Is it your idea to put them on the same basis 

the railroads? 

Mr. Buackarp. On the same basis. 

Senator HoLtLaANp. Excuse me a moment. You see, putting them 


the same basis still does not leave the question clear. Do you 
ean you want an additional 10-percent limitation in _ law, which 
would make a 20-percent over-all limitation out of any vearly allot- 


ent to go to all of these reimbursable costs, 10 pe le to re ailway- 
ghway costs and 10 percent to utility-highway costs, or do you 
ean that you want the _—— to share with the railways equally 
rovided that the total of all maintenance exceed the 10-percent 
niitation now in the aa law? 

Mr. Buackarp. Mr. Chairman, we have approached this problem 

om this angle: We have our fecilithin properly constructed accord- 
ng to standard and accepted practices of the industry and on grants 
mid franchises unlimited, granted by the State. 

When a Federal-aid highway project comes through, we are 
quired to take up those facilities and move them maybe 10 feet or 
naybe 12 feet, at a tremendous cost to these utilities, and they do 

have the funds available or provided under the law to make these 

nAanges. 

Senator HotLanp. I understand further that you want reimburse- 
ent, but I am trving to determine how the proposed reimbursement 
fits into the Federal Aid Highway Act; and that, of course, is the 

imary duty of this committee, to find out just how vou propose to 
affect the Federal Aid Highway Act. 


Mr. Buackarb. I do not have that intormation. 
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Senator HoLLanp. IT have one more question: Is it proposed b 
S. 2585 to change in any way the allotment of Federal-aid fun 


apportioned to any State? 
Mr. Buackarb. My understanding is that it does not 
Senator HOLLAND. I will ask vou to look at subsection (b) of seetio 


} and then to reexamine vour answer to my last question. 


Mr. Buackarp. Would that affect the proportion to the vario 
States? 

Senator HoLLaAnNp. My question was whether there is anything 
this act that rn effect enlarged the allotments ina State. It seems t 
me rather clear that the provision to which | fiave directed vo 


attention—that is. subsection (b) of section 3-——would affect th 
allotment 
Mr Bi ACKARD It would ves; Mr. Chatrman because this provisio 


Is Mmawdae 
the costs of any project completed after 


In any case in which any part of 
{to a State prior 


\ct are paid from sums apportione 


he date of enactment of this Act 


iate OF enactment of this 


an, Would it affeet the DI 


| had interpreted your question to meat 


portion that is allocated to the States? 


| do believe this does make provision for the apportionment of su 


nerease as is caused by this 
Senator Hou AND This subsection b) of section 8 does iInerease the 
wllotment to any States that would come within the provisions of tha 


subsection? 
Mr. Buackarpb. Yes 


Senator Hout ND. And without reference to other States that do no 


come within that subsection (b 
Mer. Buackarpb. Would not all the States come within this s 


ehtion (Db) 1 the act were passed?’ 


Senator HoLLaNnp. Yes; they would, but they would not all ne 
arily have cases which would come under the provisions of tl 


subsection (b), which vou will notice is limited It reads as follow 


In a 4 which ar part of the costs of any project completed after 
late of enactime of is Act are paid from su py tioned to a State prior t 
late I enactment f this Act, the apportionment to such State shall 
eased | amount pay any increase such costs resulting ft 
( i I \ 
Phen there is an additional clause which makes appropriations 


hat increase 
Now, presumably some States mav come under that subsection 
not. It would be just a complete coimeidence 


| 
i 


j 
wnd some may 


States came under subsection b) in proportion to ther picture 1 ti 


whole Federal allotment program 

As I understand that subsection (b), it provides that the cost of an 
project completed after the date of enactment of this act from sun 
which were apportioned prior to the date of this act shall be mereased 
and that increase payable out of Federal funds —at least up to th 
percent of it that is provided elsewhere in the act 

It seems to me that that brings about not only an increased char; 
Federal Government but also necessarily a distributi 


upon the 
the several States that is not in accord with 


of benefits to 
present participation in the Federal-aid funds 
I wanted to ask for vour comment upon that 


Chie 
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Mr. Buackarp. I think | understand, Mr. Chairman. 

| think it will. Take the local situation as it exists in Nashville 
Presently there are four projects that utilities there are called upon to 
pay the cost of the readjustment of the facilities to accommodate 
those four projects that are now under way. 

That will cost the electric distribution system $150,000 or $200,000. 
Our position is and has been that that is highway construction, and 
that ought to be included in the cost of the construction of that 
highway just the same as any other factor is included. That is 
exactly what we want to get away from paving now 

Naturally it follows that 50 percent of that amount would have to 
to paid by the Federal ee and 50 percent by the State, or 
the Federal Government may pay it all. Naturally, if you take it off 
these utilities, it must be paid by some agency 

We believe it is a burden which the utilities should not be required 
to carry because they are not, after all, m the road-building business. 
Chev are serving their customers in the uses of electricity, particularly 
in these munic ipally owned utilities and cooperatives, without profit 
and no provision is made under the contract or statute for those funds 
to be used for that purpose 

Senator HOLLAND. Then in the case of construction now under way 
under apportionment of Federal aid already granted, the new and 
additional Federal aid to take care of those particular constructions 
will be set up under this proposed act. It would mean that the 
Federal Government would be required to pay more money than is 
now being paid under the Federal-aid system. 

Mr. Buackarpb. Either that or build less roads; ves, sir 

Senator McKeLtiar. You Say there are four projects. What would 
the four projects cost? 

Mr. Buackarb. One project is on the Nolensville Road, which is a 
Federal main highway 

Senator McKrttar. How much would that cost? 

Mr. Buackarp. We have those figures, and one of the witnesses 
who will follow me will give them in the record 

The other one is the project on West End Avenue, which is a main 
horoughfare that leads west to Jackson and Memphis 

The other project is a secondary road connecting the Nolensville 
Pike, which is the main Federal highway to the Murfreesboro Pike, 
which is also a Federal highway. 

The other project is the new bridge that they are building over the 
Cumberland River, which fits into a project which runs around to the 
north of the capitol to feed traffic through from one part of the city 
to the other. 

Senator HoLianp. In the case of current projects, this act would 
require an increase of Federal aid to States that were involved in those 

irrent projects? 

Mr. Buackarp. Yes, sir 

Senator HOLLAND. In the case of future projects, there would be no 
ncrease in the amount of Federal aid; but, as vou have suggested, the 
imount of mileage of new road which could be constructed out of 
Federal aid would be diminished? 

Mr. Buackarp. That is right. 

Senator Hottanp. Then from both standpoints this is a very vital 
natter to the Federal-aid system? 
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Mr. Biackarp. Yes, sit 

Senator Ho_tuanp. Have you any information as to how mu 
would be required by way of enlargement of the Federal-aid assistan 
program to those States who would come under this subsection (b 
section 3 with reference to current projects and whose allotme: 
would be increased by the operation of this proposed law? 

Mr. Buackarp. No, sir; excepting locally. I do not have 
throughout the whole country. 

It would be, for the Nashville Electric Service at Nashville for 
current project now under construction, something like $125,000 
$150,000. Of course, that is a total figure. That is the amount | 
upon us to readjust these facilities to accommodate the present proj 

Senator HoLtitanp. Has anybody from the American League 
Municipalities or from any other agency, so far as you know, co 
puted the immediate additional cost to the Federal Government t! 
the passage of this proposed law would involve? 

Mr. Biuackarp. Whether that has been broken down in cons 
dated figures, | do not know, but we have witnesses here who wo 
have a better idea on that than I have who would be prepared 
testify. We approached it from our local standpoint and have 
figures on that. 

Senator Case. Mr. Chairman, the line of questioning which yo 
have just started is the thing that disturbs me about this amendmen 
and I should like to ask the witness whether he has any idea a 
many projects there are in the country now in process of construct 
that are yet to be completed that would come under this legislation 
case it were adopted? 


Mr. Buiackarp. We could not answer that. We have fou 
Nashville. 

Senator Cask. You do not know how many there might be in | ! 
State of California or New York or in the State of Washington? 

Senator HoLianp. | understood the witness to say four in Nas 


ville, Tenn. 

Senator Case. You do not know how many there would lb 
Tennessee? 

Mr. Buackarp. That is right. 

Senator Casr. It would be very difficult for the members of 
committee to answer questions on the floor if we cannot answer th b 
There will be Members on the floor who will want the committee | [ 
say how much this is going to cost. What will it do to Federal-a 
apportionments to the State of New York? What will it do to 1 . 
State of Michigan? To Ohio? What will be the total cost of th 

Unless we have some way of finding out all the projects involv: 
we just could not answer that 

Mr. Buackarp. I think that information would only be availa! 
from the Federal Bureau of Roads. We would not have that info It 
mation, and I doubt whether any of the local utilities would have t! 
information, but I would assume that the Federal Bureau of Pul 
Roads does have that information because they approve and 
upon all of those contracts. 

Senator HoLLtanp. They may have information on all the contra 
which would possibly involve features which would bring them un: 
this bill, but they have no information—that is, they do not nec Wi 
sarily have any information, and I doubt if they have any tota's en 
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bearing on the costs, on public utility construction, because that has 
not been an item in which the Federal Government participated, 
Mr. Buackarp. Mr. Chairman, in many, 
participate 
Senator HOLLAND. You mean the States do? 
Mr. Buackarpb. And the Federal Government 
rticipated at Nashville In some States t} 
‘thers they do not 


many States they do 


does They have 
eV participate, and 


Senator HoLtLanp. Under what provision of law is that? 

Mr. Buackarp. You have a regulation in the Federal Bureau o 
Roads which provides that the State highway commissioners may 
ike a formal finding with reference to the requirement of the 

ilities to move their utilities at their own cost 
they are relieved of moving their utilities or ready 

That finding is made, and then the 
ticipates or does not parti ipate, 
determine. 

They have participated in Nashville. We had the Minnesota 
(venue project, and 100 percent participation was made to the city 

Nashville in its waterworks system, its elective system, its fire 
alarm system, I believe the telegraph system, and they would not 
participate in the Southern Bell Telephone & Telegrs iph Co. and that 
is the case that went to our supreme court, “al the telephone com 
pany got 100 percent participation. 

Senator HOLLAND. From what funds? 

Mr. Buackarp. They entered into a 


or to the extent 
isting their utilitie 
Kederal Bureau of Roads pat 
as they in their final judgment may 


contract, and the judgment 
vent down against the city for the telephone compseny, but 
others costs of readjustment were paid out of Federal funds. 

Senator HoftLanp. In the case of the telephone 

overy in court was against the city of Nashville? 

Mr. Buackarp. Under a contract we entered 
f Nashville. 

Senator Case. Who proposed that particular project? 

Mr. Buackarp. The State highway commission 

_As I understand it, sir, the Fede ral Bureau of Roads operates only 
through the various State highway commissions. 

Senator Case. In some States the secondary projects are proposed 


v the counties to the States, and the State in turn deals with the 
Bureau of Public Roads. 


Mr. Bhackarpb. Yes. 


Senator Case. But the original proponent of the project in Many 


stances is the county, and the county puts up the matching funds. 
In the case of which you spoke, did the city put up the matching 
nds for the project as a whole? 

\ir. Buackarp. No, sir. 


4 It was a grade crossing. 


on all 
company the 


into with the city 


That was a 100-percent reimbursement. 


Senator Case. It was a grade-crossing-elimination project? 

Mr. BLAcKARD. Yes, sir. 

Senator Case. That was 100 percent Federal aid? 

Mr. Buackarpb. One hundred percent. 

nator Case. But the judgment rap against the city? 

Mr. Buackarp. For the Southern Bell Telephone & Telegraph Co 
vas under a pon hea They refused to move their facilities. We 

tered into a contract with them to move them and bring suit and 
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let the court determine whether or not thev were relieved of tha 
obligation j 

Senator Case. Do you mean by ‘‘they”’ the utilities? 

Mr. Buackarp. Yes. The utility was relieved of that obligatio 
The city of Nashville is sitting with a judgment which we hope we m: 
vet relief under, but I do not know. We had it up at the time 

Senator Case. How do you hope to, get relief on it? 

Mir. Bhrackarp. We were here on probably a dozen trips at th 
time. We had it up with the Federal Bureau of Roads. We want 
the Federal Bureau of Roads to agree to reimburse the telephor 
company, in view of the fact that all the rest of them were reimburse: 
We could not get that agreement, and we were advised to go down a1 
1g case, and we did The case was lost 

Senator Case. How did the burden fall on the citv? Did 
city direct the utility company to make the changes? 

Mr. Brackarp. Yes, sir; they directed the utility company by 
resolution of the governing body of the board of administration 
move their facilities, and they refused to comply with that order unt 
we would hold them against the cost of this reimbursement in t} 


event the court should sustain. 


Senator Case. And you agreed to hold them harmless because vo 
wanted the project built and this was the only way of vetting it built 
Mr. Buackarp. That was one reason; ves, sir. The other reasor 
that it was a-project that we wanted to complete without any 


urther delay and without any further hold-up 
Senator Case. And the city thought it was worth while to take t} 
camble? 

Mr. BLrackarpb. They made the gamble there at the cost of about 
$10.000 or $11,000. While that judgment has gone down, it bas 
vet been paid. Of course, it will be paid in time. If we do not 
aay relief from it, we will have to pay it ourselves 

Senator CAse. With respect to these four projects that you } 
mentioned which are now under construction, who Is proposing thi 
projects? Are they grade-crossing-elimination projects, Fed 
secondary oid, or urban highways? 

\ir. Bhackarpb. All three of them are main Federal highways 

Senator Case. On the primary system? 

Mr. BuackKarpb. Yes 

Now, the third one is a secondary road which connects two of | 
main Ssvstems 

Senator Case. But is it on the main secondary system for 
State of Tennessee? 

Mr. Buackarp. Yes. Thev are all under the Federal Highw 
Act and we think for national defense purposes, sir. 

Senator Cask. As to the three, the matching funds for those 
presumably put up by the State of Tennessee? 

Mr. Buackarpb. Yes, sir. The State of Tennessee furnishes t! 
right-of-way and the Federal Government constructs the highw 

Senator Cast. Who pays for it? 

\Ir. Buackarp. The Government pays for the construction 

Senator Cask. Is that 100 percent? 

Mir. BLackarp. I believe in this it is 50 percent 

Senator Case. That is on the Federal primary system? 


Mir. Bhackarp. Yes 
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Senator Case. Where the Federal Government puts up 50 percent 
and the State puts up 50 percent? 

Mr. Buackarp. Yes 

Senator Case. With respect to the fourth project, the secondary 
road that connect 
system? 

Mr. Buackarp. That 
county 


the other two, is that on the State’s secondary 


is by the county. That is initiated by thi 
Also, the Nolensville project is initiated by the county, but 
t is in conjunction with the Federal Bureau of Roads and those plans 

e submitted and approved and it falls under the Federal-Aid High 
wav Act. 


Senator Cast. There are two principal sourees of Federal aid, one 
for what they call the primary svstem and one for the 
system? 

Mr. Buackarp. Yes 

Senator CASE 
by the State 


secondar\ 


In most of the States the primary system is matched 
The secondary system, although the roads are built by 
the Bureau of Public Roads in most cases, and although the « 


dealing 
with the Federal Government is with the State Highway Commission 


vet the initiator of most of those secondary projects is generally tl 


the 
ounty and in many States at least the county puts up the matching 


funds. That is, puts up the whole 50 percent 

I was trving to determine here who was the party who occupied 
the same position as the citv does in the grade crossing elimination 
project. That is, where would the burden fall for these? 

Mr. Buackarb. On the county On these four projects, one 
what we will call a city project because it is in the city. That is the 


memorial bridge that is to be built over the Cumberland River 


Now, the city has furnished the right-of-way and the Fede 
ernment, to my understanding, is to build that | 
Now, the other three projects are outside of the city and they 


\ 


al Go 
ridge 

re 
itiated by the county in conjunction with the State highway depart 
ment and the Federal Bureau of Roads 


Senator Case. What agreement did the county make in proposing 


this project to the State and the State in turn to the Federal Gover 
ent, with respect to the 

nderstanding when thi 
Mir. BLackarb. The 
ounty court to adopt 


avTeed 


relocation of these utilities? What 


was the 
proyect was set up? 


State sent down a contract or resolution { 


The State takes the position that th 
~ to furnish the rieht-of-way complete lv cleared and that 1 
he county’s obligation to see that these utility facilities are moved 
of the present right-of-way The county takes the position that 
have not obhgated themselves to do that Whether thev have or 
er the counties have the authority to do it presents a legal 


| ques 


nator Casi When the Bureau 


of Publi Roads approved thes 
ects for the 


allocation of Federal funds, did it ut derstand then that 
right-of-way was to be furnished clear of utilities? 
‘here must have been some plan under which th 
rted 

\lr. ] 


| 


C,overnmet! 
to wor! 
SLACKARD. The State understands that the right-of-way ts 
irnished cleared, assuming that the utilities will move and p: 


thre 


COUT and the city have neve! considered paving the cost of 
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removal or relocation of these facilities, but have relied upon the util 
ties moving and paying. 

Now, it has just come to that point where the utilities think th: 
should not be called upon to pay. We get our notice to move from t} 
contractor. 

Senator Case. Are these utilities all non-profit utilities, so to spea 

Mr. Buackarp. All that I represent; yes, sir. I represent the Te 
nessee Valley Public Power Association, ‘aa h has in its membersh 
the munic ipally owned systems, the co-ops, and the county-owned s\ 
tems, and I also re present the Electric Power Board at Nashvill 

These were systems taken over in 1939, and following vears, for 1 
purpose of distributing power produced by the Tennessee Valley A 
thority. The revenue under the acts of the legislature are earmar! 
and thev are marked in the contract between these distribution s 
tems and the TVA 

Senator Caspr. Are any of the utilities involved Federal agenci 
their funds would be described as Federal funds? 

Mr. Buackarp. I do not think there are any agencies invol\ 
unless it is conceivable that the trunk lines of the Tennessee Va 
Authority could be, but I do not think they have up until this t 
been involved. They more or less have their own rights-of-way whi 
have been acquired from private property. 

Senator Case. In section 2 where you propose to amend section 
by adding certain language, you will note that line 12 uses the phra 
‘Federal funds” and that is also shown on line 14. 

When I first read this bill, I thought that applied to Federal-x 
highway funds, but I am not sure that it necessarily would do so unk 
there was some direct limitation. 

Mr. Buackarp. I see what vou are talking about. It was vour 
tention that this be paid from Federal-aid highway funds. That is 
to 50 percent 

Senator Cass. You did not mean to make that provision to mak 
possible for the Rural Electrification Administration, for exampl| 
pay this cost? 

Mr. Burackarp. No, sir. No, sir. We think it ought to be pa 
out of Federal-aid highway funds. 

Senator Casg. Or the Bonneville Power Administration wl 
might have some funds. 

If the legislation were to be adapted to this, it seems it should 
clear that it is Federal aid highway funds and is not merely maki 
an authorization for the Bonneville Power Administration or the ‘ 
nessee Valley Authority, or the Rural Electrification Administrat 
or some other Federal agency to give to utilities to use its funds 

Mr. Buackarp. We had never thought to call upon those. A 
is provided down here in section 3, where the projects are alr 
under construction it will be necessary for additional sums to be 
propriated and the purpose of that is to provide those funds under | 
Federal Highway Act. The funds that he is talking about here 
funds that come wholly appropriated by the authority of the Fed: 
Aid Highway Act of 1944 

Senator Cass. I have one further question. 

In extending your utility lines, have you ever run into a situat 
where you came close to a nonmetallized telephone line? 





FEDERAL AID HIGHWAY ACT OF 1952 


Mr. Buackarpb. No, sir, we have had no trouble with that. 
ou mean where they interfere with the telephones? 
Senator Case. Yes. 
Mr. Buackarp. We have not had any trouble on that 
Senator Cask. There have been some instances of that come to my 
ttention where the extension of utility lines has caused interference 
vith nonmetallized telephone lines. REA, in those instances, has 
metimes raised the question as to their liability for the interference 
ised on the other line. 1 just wondered if there was any analog 
Mr. Brackarp. We have heard of those, but we have had no e soe. 
ence along that line. We have here two of our engineers who woul | 
better qualified Lo speak on that point 
Senator Cass. I merely asked that so that if you had I would have 
ed to ask what principle was followed in determining the liability 
ere; if you have not, I will not pursue it 
Senator HOLLAND. This question covered by this proposed act 
ely results from expenses of construction through cities, does it 
yt! 
Mir. Bhackarpb. Yes, sit 
Senator HoLLtaNnb. For the record, | want to insert at this time that 
ne primary aid system consists of about 219 000 miles where 45 
percent of the Federal-aid funds are devoted The urban-aid system 
ee to approximate ly 16,000 miles, to which 25 percent of the 
funds are devoted, and that in each case the Federal Government is 
lowed to pay a maximum of 50 percent of the right-of-way cost 
which, in the case of the urban system, amounts to a great deal more 
per mile by reason of the expensive nature of that construction, the 
expensive nature of the right-of-way that is taken; in general, the 
cht-of-way system. 
In other words, the right-of-way structure as now set up gives to 
‘h mile of the urban aid system a vastly greater participation in the 
Federal-aid authorization and appropriation than is the case with the 
mary aid system tn general 
Senator McKellar, do vou have any questions? 
Senator McKellar I think not, 
Senator HoLLANbD. Thank you very much, Mr. Blackard 
Mir. Buackarp. Thank you, gentlemen. 
Senator McKeritiar. The next witness is Mr. Dillon. 


STATEMENT OF TIMOTHY V. A. DILLON, COUNSEL FOR THE 
AMERICAN PUBLIC POWER ASSOCIATION, ACCOMPANIED BY 
MR. ALEX RADIN 


Mr. Ditton. My name is Timothy V. A. Dillon. 1 am associated 
th the law offices of Northeutt Ely, Tower Building, Washington, 

) ©. We are general counsel for The American Public Power 
sociation and this statement is submitted on behalf of that asso- 
tion. Tam accompanied by Mr. Alex Radin who is general man- 
r of the association. 

The American Public Power Association is a national trade organ- 
tion representing over 700 local publicly owned electric utilities 
marily municipal electric systems—in 34 States. 

Our member systems have brought to our attention the problems 
ch they have encountered in relocating their facilities as a result 
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of the Federal highway construction program. We also have surveyed 
our membership on this question, and have found overwhelming su 
port for such relief as is proposed in S. 2585. 

For example, the only one of our affiliated State organizations whic! 
has met since this bill was introduced—the Iowa Association 
Municipal Utilities—adopted a resolution on February 12, 1952, 
support of S. 2585, and I would like to ask vour permission at t 
time to introduce into the record, following my statement, the f 
text of this resolution. 

Senator HoLLanp. Without objection, it will be admitted. 

The document referred to follows: 


RESOLUTION 


nited States has appropriated $500 millior 


tion with highway construction 


to relocate utility facilities, including wat 
ilroad installations, and 
ipal utilities has become increasingly burdens 


} 


Hniclp 


threaten the financial staiblity of said muni 


is, for Federal funds to be used to cover 
COst OT relocating re fLACIHITI s, and 
Whereas, the present legislation is discriminatory and affords favorable treat 
ment for the railroads, now therefore, be it 
Resolved by the Iowa Association of Municipal Utilities assembled in the City 
Des Moines, Lowa, this 12th day of February A. D., 195 ‘That this associati 
sn i 


und its individual members, representing said municipal utilities and syste1 
ut the State of wa, do hereby request vou to support Senate b 
nator McKellar to provide for reimbursement from Federal fund 


ities water, sewage, electric and gas facilities beca 
rv A. D., 1952 
C, C. Eckuunp, Presider 
MerRLIN Wait, Secretar? 


Mr. Ditton. As a result of the consensus of our membership 
this problem, and a study made by our own staff, the Ameri 
Public Power Association desires to make this statement in supp 


oft S 5BS5 


[n order to demonstrate the necessity for the proposed amendme! 
we would like to trace bnrefly the legislative history of the 
‘construction’? which this bill, S. 2585, seeks to redefine 

Senator Case. Mr. Chairman, just a moment. I have just lool 
at this document laid into the record. I note it would provid 
reimbursement from Federal funds to municipal utilities for the ¢ 


of relocating wa 


‘ 
| 


er, sewage, gas and other utilities because of hig! 
construction 

I was under the pression that the bill dealt with the broad tf 
of utilities without regard to whether or not they were muni 
utilities. Is that correct 

Ditton. It is. It is mv understanding that the bill w 

apply to all utilities irrespective of ownership 

Senator Case. And in introducing this resolution you are mn 
posing that it be limited to municipal utilities? 

\Ir. Ditton. No, Senator, | am not 

Senator Cass. It would be municipals, REA’s, or private uti 


Mr. Ditton. Yes 


| 
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The original Federal Aid Road Act (39 Stat. 355, ¢. 241) July 11, 
916, was amended and superseded by the Federal Highway Act 
12 Stat. 212, ¢. 119), November 9, 1921. This latter act provided 

means the supervising, inspecting, act 


i all expenses incidental to the construction of 
rveying, Mapping 


The term ‘‘construction’’ 


ual building 
a highway, except 


) locating 
_ and costs of rights-of-way * 


Generally the Federal Highway Act of 1921 was designed to giv: 


he Secretary of Agriculture the authority to review the proposals of 
nv State for the construction or reconstruction 
terstate or secondary or intercounty” highway 
119, November 9, 1921 


osal, he 


of a “primary or 
sec. 11, 42 Stat. 212 
If the secretary approved any such pro 
was given the authority to certify such approval to the 
Secretary of Treasury, after which the latter had the duty to set aside 
0 percent of the estimated cost of the proposed highway, such amour 


o be made available to the State upon compliance with the act 

The original definition of “construction” set forth above wa 
imended by Public Law 146, Seventy-eighth Congress, first session, 
455 This act provided 


I he ae fin tion of the term onstruetior ’ 
approved November 9. 1921 12 
llows: The term ‘‘construection”’ 


g, and all expenses, including 
of a highway, « 


ch. 236, Julv 13, 1943 


Stat 
means the supervi 
the costs of right 
xcepting loecatir 
. how mcorpora C. &). 

This 1943 amendment changed the definition of “construction” so 
is to include the costs ol rights-of Way when Lnciae ntal LO highway 
onstruction 

“Construction’’ wa 


as ugail 1 eral Lid Highway Xe 
1944 


. redefined in the Fed 

58 Stat. S42, ch. 626, see.7), December 20, 1944 entitled 
Anact to amend and supplement the Fede ral Aad Road Ac L, approved 
july 11, 


1916, as amended and supplemented,” this act provided 
Wher 


1 used he context indics 


Inspecting 


grade ¢ 


\s pout dl outim se 


ale Re port No 


ond session, this act expanded { 
mm’ to melud a locating 
1d prey ously heen ( \pre 


at rail 


on of hazards 
3 
irther provided 


f 1944 
elocatine prope riv a “const 
CALLION Was 3 hbutable to the | 
What S. 2585 purports to do 
t of utility facilities” 


i 


ruction 
Hghwavy prog 


is brin: 


ram 


r the “relocation and read] 


within same definition so that there 
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no differentiation between the costs incurred by railroads and ot! 
utilities im connection with road construction. 

There is no valid reason for discrimination against other utilit 
and in favor of railroads with respect: to the cost of relocation nec 
sitated by construction of Federal highways 

If anything, the equities are with the other utilities and aga 
the railroad. In many States, for example, railroads are required | 
State law to bear the entire cost of relocation, even extending 
some cases to the cost of construction of overpasses or bridges 
cause railroads are one type of utility dangerous to the use of t| 
highway; but, in the same situation utilities such as pipelines, t 
phones, water lines, and power transmission lines have been h 
entitled to reimbursement or compensatiop. See, for examy 
Panhandle Pipeline Company v. State Highway Commission of Ka 
294 U.S. 613, 79 L. ed. 1091, 1097). 

lt does not appear necessary to labor that point, for S. 2585 
not seek to extend to other utilities an advantage not now posse 
by railroads; it simply seeks to extend to the other utilities the sar 
right to Federal reimbursement that the eXISting law now extend 
railroads 

Some States draw a distinction between utility rights-of-way wh 
are granted by franchise along highways or streets, on the one har 
and rights-of-way acquired by the utility at its own expense. In s 
ceases the Public Roads Administration by General Memorand 
No. 300, leaves to the state the certification as to whether or not 
local utility is entitled to compensation upon being required to 


hocate its facilities 


1) x f 


Railroads, we understand, normally own their own rights-of-w 


Utility facilities, however, are more often located on publie right 
way by virtue of a grant or franchise from a State or municy 
government. The problem of relocation, therefore, is more diffi 
for utilities. When a utility owns its own right-of-way, the costs 
relocation caused by highway construction are included in const! 
tion costs under the present law. Conversely, such costs must usua 
be borne completely by the utility when the facility is located wit! 
a public right-of-way 

The Kederal-aid road program 1s administered according to NI 
law, and utility relocation costs have been treated im different w 
by various States. The State of New York, for instance, has proy 
by law that the expense of relocation of 
water mains, sewer pipes and any other facilities that are owned by any muni 

and are maintained for public use 
is a 
proper charge against funds available for the construction, reconstructio 
maintenance of State highways * * * (L. 1942, c. 70, effective Mar 
1942, 

California, on the other hand, has declared utility facilities situa 
in a public right-of-way must be relocated at the expense of the ut 
when necessitated by highway construction (Street and Highw 
Code. sec. 680, Mareh 27, 1935) 

However, the State of California has realized the unfairness 
compelling a local utility to shoulder the expense of relocation bro 
about by the construction of a freeway (Id., see. 700, 1947 
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Thus, California has recognized the basic principle involved in thi 
mendments before this committee today. Those who benefit should 
wy for public improvements. Freeways in the State of California 
re constructed for the citizens of the State and Nation as a whole, 
ot for a restricted few inhabitants of a small municipality. 

If each small community were forced to pay for the changes involved 

the State-wide freeway construction, these costs would have to be 

iid by the utility consumers, not the users of the freeway system 

It is readily apparent that Califoraia has taken a major step toward 
he elimination of the discrimination we are concerned with here today 
By differentiating between highway and freeway construction, Cal 
nia provides reimbursement to utilities for relocation of facilities 

casioned by freeway construction. The same rationale applies to 
he construction of Federal-State highways; national highways a 
onstructed for the benefit of users of those highways and the costs 

construction are paid by those users through Federal taxes 

In supporting S. 2585, the American Public Power Association is 

1t seeking to change State law. What we are seeking is recognition 

the basic fact that construction of Federal highways is for the 
enefit of the Nation as a whole, and, accordingly, the taxpayers of 
ie United States should pay their fair share of these construction 

StS 


S. 2585 would amend the Federal-Aid Highway Act of 1944 to 
ess the sense of the Congress that the Federal Government should 
‘pt its full responsibility under the highway program. The bill 

ould demonstrate to the individual States that the Federal Govern 

is ready to shoulde its fan burden of the construction costs as 
lefined 

The American Public Power Association is not seeking a “free 1 
the expense of Federal taxpavers for any of its members Qu 

mbers believe that a definite problem exists and that the solution 
izht by S. 2585 is fair and equitable. We have selected six letters 
eived by Mr. Alex Radin, general manager of the American Public 
wer Association, as representative of the feeling expressed by the 
ociation as a whole The magnitude ol this problem Is demon 
ated by the fact that these letters are from such widespread points 

Missouri, Ohio, Nebraska, Illinois, Oregon, and Arkansas. These 

ers are presented for inclusion in the record. We have had man 

her comments concerning this proposed legislation, but in_ the 
terest of time, space, and the expense of printing such correspondence 
these hearings, we have limited our r¢ quest. 

May I ask that these letters be included following my statement 

Senator HoLLAND. They will be included in the record at this point 
he letters referred to follow 

UTILITIES OF SPRINGFIELD 
RICAN Pustic Power ASSOCIATION, 
1757 K Street. NW.. Washington 6, D. C. 
(Attention of Mr. Alex Radin, general manager. 
ik Stir: Reference is made to the American Public Power Association 
randum dated February 1, 1952, pertaining to relocation of utility facilities 


rhwav constructior 


s utilitv has had little difficulty with this type of problem, although we hay 
‘ated gas and electric lines as required by road improvements, including wider 
of rights-of-wev to citv, county, and State roadways. In each case our utilit) 
borne the total cost of work required We have had few major projects of 
nature, 
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of relations’ with the city and State highw 
coopergtion with them has paid dividends 








securing necessary permission to extend our gas and electric facilities along t 
highways, placing pole anchors on the rights-of-way, and placing pipe slee\ 
nder the roadway sla! 
Our engineers, prior to preparing plans for extension of gas and electric facil 
make a detailed check with engineers associated with the street and highw 
I il wtio regardi nl DY sed roadway c} Anges, and plan their W 
a rdinglv so as to eliminate anv foreseeable change 
Occasionaliy we are requested by citv engineers to lower existing undergro 
is ma oO pro e for estabiis! ranew grade for city streets that are 
ved This type of wor as been very costly to the utility Our gas sy 
1 re CET are 1 w reque ing the city « gineers establish the ra 1 
ew Ac } ensions iInpaved reet \ ni he City limits The gra 
us estabished Ww eontorn h that of future paving projects 
At me we are fronted w a request from the city regarding thu 
( ation Of an electric GIStribution pole e whicl 1 main feeder line, consi 
f 55-foot and 60-foot poles and whicl irries several heavy 4.15 kilovoit and ¢ 
cil t Chis pole e is 1 ‘ rou an industrial area a 
ated paralle vit und adjace to veral railroad tracks and is proj 
a 7" a1) exist at res ht-of-way One prominent Dusiness orga 
) Lie ec ry eps hroug condemna 
P ‘ ' fw ym? ( i ( i rich race We \ 
i} { ) ocat of yor fa fies ePCES tate 1 }, the rr 
I ( ( ’ a | e tota ) or reloca f HIS poi 
bor that « t | = fa hie e has reached a stalemate 
| - 1 ed Vy re ura y relocatil its Tacl 
' ril ‘ f 1 ) e age \ h are constru 
i i ear the relocating fa ( La ation W 
vo if W { 
| ( ’ vou re, We art 
\ 
\T at \ OFT ERRY 
| nt to Ge? Var 
. on t { EVET Np 
1) R1 i F Poursure Urinrr 
Divisio F Light ann Powgr 
( val ()} Feb j 
R il rta I va I 
p Power A 
KS Vu MW } 4, D 
Att f Mr. A Rad 
GENTLEM Please ref { und f February 1, 1952 \ 
t 1 1 reiocat f \lemor shorewa i Federal-State hig 
Vv" ir a k pens approximat $50,000 ca lL by the 
1 i i ( I : lt tthe i 
| Ine t Pederal-S a hio 
i i! At be I - il tl has a 
y , ) } t vat I} i 
A 4 Ms I i t i 1 ire heal \ 
ra I { | sta iv i g the expens 
V1 \l 1)) \1y I 
“ m of Lig nd ft 
Purnuic Power Distr! 
/ \ . ; 
1? ty 
fr Auex R 
{ y [ }? i 
x 6 i} ‘ | 
Dian Mr. Rapin: 1 mnectio our memo of Februar 
52 ( ird re ( ‘ i f Col ( ) 
\\ ! ! { und | e largely procet 
, idiaes ( } } 











i 
t 


— 
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oe 


The Central Lincoln people’s utility district is not a large operation, and 1 
figures above noted are sizable figures so far as this district is concerned, and t} 
expenditures of such amounts reflect heavily into the earnings of the system. 

Any legislation which might be promoted to pass this expense onto the highwa 
project costs would be supported by the district. 

Usually, a highway project involves considerable amounts of money, and 
costs of relocating power and communication facilities made necessary by 
projects are comparatively small as compared with the total cost of the proj 
and it is believed that the highway project could bear these costs with 
adversely affecting the project 
Very truly yours 





\ RICAN Put POWER! Ass¢ IATION, 
17 ‘ é j i 
} 7 i). ¢ 
Att ) Mr. Alex Ra 
iR M R I Wis! » a ) ige your tter of February | ) 
i I ta I TO. v Va ) I 
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he utilities cost should result in a substantial reduction in cost, then 


ould be passed on to the rate users. 
What I am trying to sav is that I fully believe public utilities should charg 
{ should receive pay for any activities it performs of a special nature, or of a 
ire Which benefits a few, and only the costs involved in serving all of its peopl 
suld be part of its rate base 
We hope sincerely this observation will help you in vour surve\ 
Yours very truly, 


the benefits 


Ciry WATER AND Licur P 
Neat B. THayer, Manage 
Nha DILLON In closing, may we add that we be lieve the propose 
endments should apply specifically to the Federal Lid Road Let 
9 Stat. 355, ch. 241, July 11, 1916); the Federal Highway Act (42 
tat. Zi2. ch. 119, November 9, 1921): the Federal-Aid Highway \ 
1944 (58 Stat. S42, ch 626, December 20, 1944): and the Defer 
rhway lid Act of 1941 (55 Stat. 765, ch. 474, November 19, 194 
amended see 23 U. s &. A sec. 106, note on availability Ol 


ropriations 
has been held unde! the Defense Highway Lid Act that thi 
ted States was not liable for the costs incur ed in retocath awat 
even though the relocation was brought about bv the defen 
iV ay construction see Publie Wate Suppl / DD ty ct \ I ¢ 
States 66 F. Supp. 66, D.C. No. 1946 = 
We see no reason to differentiate between thi arlous acts }) 


posed amendments Incorporated in &. Zoso should ipply tO ul 


q)1) 


Federal-State highwav construction 
I \T 1} 
Senalol Hou \ND Now \il Lillon | call vo tenor 
4 . ‘ *) } } 4 ) 1 
] ection D) of section 3 of th proposed a ~ 3 i VO 
standing that that subsection. if adopte: vould 1 lire that 
: ; 
ition and payment of Federal funds for th I V relo oO 
. ] | } | 
projects which are now currently based upon apportionm 
tofore made out of Federal-aid funds shoul I Ca { 
] 
ror new Federal yd author ma ! ) ) 
’ 
Ww eXIst dail pany Hh ¢ ! te on pro r" 
Ditton. | believe that the legislation befor ld be t] ; 
} ‘ , | 
: ion Aha Hit nad inal appre PiRiliol | ( i 
! rT Llo | | | V« ) true ( QO] ) Ol ) 
) I | 
1 >. frecke onal bee al | \ ) i 
inf i } nae tC ] ] ‘ 
) (| noo n (} pDevao ) el i ( ) 
prop tions 
LILLON would so hterprel tL, Senatol 
? YT A’ T \ t 7 } } x 
itor HOLLAND is to cul ht prope Whicha | Wiv p 
1} ‘ ) 
rer BuOcaLIons 
' ' rr . 
LIILLON Chat would ay my mterpretatlion; Ver 
Senator HoLLANb. Do you have any estimate as to the amount 


nerease of Federal aid or Federal appropriations which would | 


1 by that subsection? 


DILLON | do hot, although SOIne O thie ry hye Oostated chu ) 
tatement give the information for pat lie emb tou 
ition | refer particularly to the o marked page 7 whi 
nformation as to such costs for one of our members, the Cent: 
Peoples Utility District 
or HoLLANb. What is the amount for that o , 
Ditton. Their futur project estimated future cost is $56,058 
out-ol-pocket expen tO uch ther Horne rm remmi 
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Hottanpb. What is the name of the utility district to whic 
. 


I red 


Mr. Ditton. The Central -coples Utility District. 
That is of Newport, Oreg.? 


vO 


Senator HOLLAND 


Mr. Ditton. Yes 


Hoa h ther W ‘ds, the amount you have indicat 


current 


ecessar Perha 


immish the iorma 


m that there wo 


ust mad 
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vour authorizing of the payment of this kind of a cost to come out « 
of such funds as are apportioned and preserve your preconstructio 
apportionment of funds. 

Senator HoLLaNpb. It was exactly for that reason that the chairma 
asked the questions that he asked. 

It seems to me, as written now, the act would bring in a fouri| 
factor and an unequal factor between the various States as to curre! 
projects, but not as to future projects. 

If amended as suggested by this witness that fourth factor, st 
unequal between the various States, would become a permanent pa 
of the program and necessarily an enlargement of the whole progra: 
The chairman simply wanted to bring out the sweeping nature of 
suggestion 

Senator McKellar, do you have questions? 

Senator McKeiuar. | vie ‘ld to Senator Case. 

Senator Case. What justification would there be for section (| 
What justification is there for admitting to special treatment thos 
projects which are presently under construction which were unde: 
taken without any anticipation that there would be a windfall 
nature of a reimbursement of utility relocation costs? 

Mr. Ditton. I think there is a justification in the matter of pri 
ciple. I mean if relocation is a valid cost that the Federal Govern 
ment should assume in connection with its highway program, they 
should do SO aS SOOT) &aS possible. 

Senator Case. Where woul 7 you draw the line? What about thos 
that were comple ted vesterd: av 

Mr. Ditton. T think vou can only legislate as of now and for 
future. There have been many inequities in the past that gave 
to this proposed legislation 

Senator Case. Lam saying that you might adapt it equitably i 
enact it for the future and for new projects but where projects : 
been programed and have been proposed by some local highway 
posal agency and the, have been approved by the Bureau of r 
Roads, with the expectation that the relocation costs as far as util 
were concerned, did not enter into the picture, and the Federal Gi 

ent has committed money on that basis, what justificatio 

lor vome back and saving, ~ As to those which are ce 
r the 25th of February, even though they are pres 
onstruction. we will take over the utility eosts but as to tl 

vhich were completed before the 23d of February. we will not.’ 

Mir. Ditton. | think it is a question of doing justice to thes 

i gentlemen to decide when vou want to mak 
is administratively feasible I think it shoul 
thre projects now indet construction 

enator Casi What about those that were completed 

Mr. Ditton. Your own determination on that would have 
Trade [ rea e the impracticability of voing back 

Senator Casr. As far as the Federal Government is concer 
s going back whenever it pir KS up any project whit h it has aly 
committed — because it committed the funds on the old basis 

Mr. Dinu Yes; that is right It is going back somewhat | 
think it is a question of reetifving the wrong as soon as possibl: 
think to do to the projects now under construction would be fa 


Senator MeKellar 
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Senator McKE.LLAR. I have no questions. 

Mr. Ditton. I have another statement which I should like to 
present on behalf of the East Bav Municipal Utility District of Oak- 
and, Calif. 

Senator HoLttanp. You may proceed. 

Mr. Ditton. We are special counsel for the East Bay Municipal 
Utility District of Oakland, Calif. East Bay is a publicly owned 
vency organized under the laws of the State of California for the 
listribution of water. The area served by East Bay includes 10 
ndividual cities and a large unincorporated area, all on the East 
Bay shore of San Francisco Bay. Industrial and domestic water 
ave been served to more than 900,000 persons in the East San 
Francisco Bay area by East Bay for many years. In addition to 
his service, East Bay now provides a modern sewage disposal system 
1 approximately the same area 

East Bay has built an enormous distribution system, through 
vhich water is brought from the Pardee Reservoir on the Mokelumne 
iver, 94 miles across the great Central Vallev of California, to the 

St Bay area at the expense of the 212,000 individual customers it 

rves. When any part of this distribution system must be moved 

accommodate highway improvements, the relocation will not, 
ormally, provide better service to those who paid for the original 
onstruction However, on Federal-aid highways, other than Cali- 
ornia freeways, Kast Bay must pay the costs of relocation, and 
ater consumers, not highway users, ultimately pay these costs 

Kast Bay is in favor of S. 2585 because it would provide that an 


osts of, or incident to, relocation of our water or sewerage system 


roucht about by Federal-aid highwavs would be paid i] part by 
Federal Government These costs are not a proper charge upon 
ir Water customers We are providing a public service, and must 


itl 


»>SO LO the best of Oul ability at the lowest COSI possibl We have 


wav to control the relocation of highways; we must, how r, 101 
v access and for safety purposes, such as fire protecti 
ure the purity of our water, continue to locat 
Ong public highways Kast Bay pays the costs of 
untenance of these line 

Costs of removal and relocation 

highway construction, are properly aur 
o¢cram The redefinitions proposed hy t he 

1 the authorization fo additional! appropria 
iove the unfair, discriminatory burden 

d other utilities. 

Vhank vou for your time and considerat 

Senator McKrLiar. The next 


STATEMENT OF E. C. YOKLEY, REPRESENTING THE FIRST SUB- 
URBAN WATER UTILITY DISTRICT, DAVIDSON COUNTY, TENN. 


1) Y OKI 7 \I 
reciate verv much ( portumty to appeal 
hla it| } , ‘ \ it | ~ ate 
propbliem With vou 1} OT ME « \\ i) Chate | 
1 . i 
which is to eliminate from the Federal Highway 
] ] 
mMimation, a thine that we fe IS a& GISscrininhatlo 


: 
ne veneral pi 
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the water colnpany, which creates ho hazard and receives no benefit 


would get no reimbursement 
Senate bill 2585, the legislation which is befor 


eliminates } 


Vou and LO whi 
this discrimination in the ’ 
It appears to us that the elimination of 


we address ourselves, 14 a 
against a nonrailroad utility. 
ch we think to have 
into the act, is equitable, just, and iair The problem Is Nati 
Nhe courts have said the diserimination is 7. 
States Supreme Co 
court has said so The 


this discrimination whi been madvertently 


unlawful The 
int has said so on several occasions 
ur Own appellate ituation conn 
because the Bureau of Roa 
elevating authorits to the several State hig LW 
ral liability for 


everal States Is has adopte 


ake the determinat 
thé rebyv prod lewaYg 


} sig 


ressioniel 3 


situation that 


ihe burdel 
Irom ¢ 
1 


Which 


is thro 


quitv and Tairhess 
to report senator 


Senator HOLLAND 
Nolensville 
ment out 


Mr. Yor 
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Senator HoLtianp. Did the Federal Government absorb any of th 
cost for relocating vour facilities? 

Mr. Yoxkuey. There is a three-way contract with the State of 
Tennessee. If was forwarded for the approval of the district engi 
neer in Atlanta. I know the contract was approved by the district 
engineer in Atlanta. It is a contract between the State and Davidso: 
County whereby they undertook to get Davidson County to agree t 
furnish this unrestricted right-of-way. 

Senator HoLtanp. Who undertook that? 

Mr. Yoxuey. Davidson County, as a part of the agreement, under 
took to furnish the right-of-way, and as I interpret the contract 
have read it pretty thoroughly——it carried with it the implicatior 
that they were calling on Davidson County to get the respective 
utilities that are involved in this project to readjust their facilities a 
their own expense. 

Senator Hotianp. Then under the contract the expense of pro 
viding the right-of-way is a county expense and not a Federal expens 

Mr. Yoxuiry. Of course, the county denies that now. From th 
wav the contract was written, the county agreed to assume it. Th: 
county raised the question of police power and attempted to mov 
us under the police power. I took the position for my clients, and 
am sure my associates took the same position that it not being a loc: 
project——this project did not originate with Davidson County and 
is not being built by county funds, and mv legal position is that ft] 
police power cannot be exercised by a local authority in aid of 
nonlocal person 

Senator Hotianp. This is being financed by State highway fund 
and Federal highway funds? 

Mr. Yoxury. Yes, sir 

S\ nator Hout AND. Is this ri secondary highway r 

Mr. Yoxury. I understand the State treats it as primary. It 


] 
' 


combination. Thev are listed technically as alternate routes, but 
the city limits, and it feeds out into Highway 31 a 

Highway 41, both United States highways | 
Senator HoLttanp. Do you know whether it is classed. as prima 
aid. secondary aid, or urban aid insofar as the Federal law is cor 


. ] 
is close into 


cerned? 

Mr. YoKury I do not know the exact Federal classification 
only know the State highway department treats it as a primary roa 

Senator McKetiar. Could you supply that information to t} 
committee? 

Mr. Yoxury. Yes, sir. 

(The information requested follows:) 


The 24-mile project on the Nolensville Pike is on United States Highway N 
41—A on the primary system 
The connection from United States Highway No. 41—A to United Stat 
Highway No. 41 (the Murfreesboro Highway) is on the secondary system 
Senator Case. I think vou have presented the problem v: : 
clearly. Who is making this demand that you move at your so ¢ 
expense? Your statement says, “It is demanded that we move 
our sole expense.”’ p 
Mr. Yoxkuey. The State highway department. The commission 


of highways. 





FEDERAL AID HIGHWAY ACT OF 1952 15] 


Senator Case. Then it would be the State that is using its police 
power and not the county? 

Mr. Yoxury. That is right. It is the State that is attempting to 
exercise the police power in this particular case; yes, sir. 

Senator Casxn. In that contract to which you refer, did the county 
agree to hold the State without cost if they went ahead and proposed 
the project? 

Mr. Yoxury. I think there is some such provision; yes 

Senator McKetiar. Can you get the contract that shows it 

Mr. Yoxury. We will be clad to file a copy of that. 

Senator Hottanp. I will ask you to do so. 

The document referred to follows: 


ROPOSAL OF THE DEPARTMENT OF HIGHWAYS AND Purtic WoRKs « 
or TENNESSEE, UNDER THE DIRECTION OF THE COMMISSIONER OF HIGHY 
Pusitic Works, TO Davipson County, TENN 


‘0 the Honorable County Court of Davidson County, Ten 





Whereas the Department of Highways and Public Works of t State of T 
ee, hereinafter called Department,” has requested that certain Federa 
ds be allocated by the Bureau of Public Roads of the United Stat f Ar ? 
the reconstruction and provement of that part of State Highway N | 
Nolensville Pike) in Davidson County, Tenn., hereinafter called “County 
inning at a point near the intersection of Wheeler Avenue and said highway 
ind extending to a point near the intersection of Cat on Street and said highwa 
a distance of 2.623 miles, the same to be constructed ups 4 ht-« Vay ‘ 
minimum width of eighty (80) feet, with additional widths wher led 
pecially at the intersection of Thompson's Lane and said Iignhwa where add 
al width for aecelerating and decelerating lanes w 
Whereas the detail pla for said project have not 
been approved by the Bureau of Public Roads of th ited Sta of A ca 
Department of Highways and Public Wer rf 1 Sta of ‘I 
Highway Commission of Davidson County, Tent but are no ( 
Ing lrawn 
Now, therefore, said Department hereby proposes to said ¢ : 
If said County will agre ! . 1 Departm 
i easements shown on the plat nd projec i eatter ay ‘ 1} 
eau of Public Roads of the United States of America, the Department of 
Highways and Public Works of the State of Tennesse and the H vay ( 
sion of Davidson County, Tenn., said rights-of-way to be free of obstruc 
ildir and improvements, and said rights-of-way to be acquired without ce 
aid Department or to the State of Tennessee, except as hereinafter 
and 
2. If said County will agree to save said Department and the State of Tennesse: 
miless from any and all suits which may be brought by reason of the Depart- 


ent going upon said rights-of-way and the land covered by said ease ments and 
aking the ae for the pues e of construc ain said project, al id by reason of t 
Department changing the grade and widening the existing highwav; and 

3. If said C ounts will agree to remove, or have the owners of the same remove, 
ll telephone, te legrs aph, light and power poles or towers, and all water, gas and 
mains or pipes, located upon existing rights-of-way of highways or roads, 
may be encountered during the construction of said section of highway, 
Tennessee, the said Department, or 





ch 
out cost, now or hereafter, to the State of 
Federal Government, except as hereinafter set out; and 
t. If said County will agree that all signs, markings, and traffie signals hereafter 
alled or placed at ary point upon or above the right-of-way of said project, 
aid County or any other public authority or agency, shall be subject 
ipproval of said Department and the Public Roads Administration of the United 
States of America before such installation shall be made; and 
If said County will waive any and all rights that it may have under the 
provisions of chapter 57 of the Public Acts of 1931, or any act or acts which may 
passed relative to the payment for rights-of-way by said Department or by the 


“tate, or relative to the reimbursement of the counties of the State by said De- 





tt) a i Viniia AI) PH1G WAL ALCL UF LYo? 


bv the State for the costs of rights-of-way, and will waive the est 
aid Department of the approximate damage and cost of said rig 


tment will, as so is practicable after this proposal is accepted ar 
is are completed and are approved by the agencies set out abo 
necessary rig! f id easements are acquired, take bids for t 
ict the same with Federal and State fund 
Act of 1944, the Federal Governme: 





construction of said project 


Under the Federal Aid 





of the cost of rights-of-way, ar 


} 
aid Department hereby agrees that, after said rights-of-way and easements a 
I 

















acquired by the County and the Department is furnished with such papers as 1 
be required by the Federal Government in order for the Department to se 
iro the Federal Gover! nent the payment of the Government’s port 
cost of said right 1-wa\ said Department wi to the County suel 
1 t receives as the Federal Government’s contribution toward the purcha 
said rights-of-way, tog r with an equal amou to be paid from State { 
ae? mtrol of saiec Department 
The Depar Cl i t Federal Governt nt \ not participate in pavi 
no g es oO pving existing rights-of-way of highways or roa 
es or fees of attorne nor for land belo g to said County or an ar 
Le of esa ; participa being limited to amounts paid to the prop 
vners tor rig ot-wa i ind ere damages, and for the removy 
1 Vv rik ro ( \ right T-Wa have to be appraised t 
repres i ec of t Co 1 represe itive { Department, and a 
OF { Cou Ot COI 1 \ the Departm or the County as an emy] 
or official, and the appraisals n be approved by the Federal Government pr 
t e purchase of e same: a » purchase shall I nade at a price in exces 
the approved 4 1 pr I any I ol-wa i ot be ACG red b } 
cha 1 1 eed 1 Dy ed appraised price, the same will have ft 
CO l I 1 
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This change is from a propos ver id g at 1 Nn | ( 
j ( i grad ere ing ; 
Under the proposal the ¢ \ pro vay ther 
the proposa Sub) to Wu I stat d | 1 ul (a 
rnments ¢ t -tl or ti cost ol wd TI S-OI-Wi \ ( t 
I iginal plar to be borne } e State and Federal Gi ! 
\\ snd vou here ee" ia atiacl Sek ; 
f iE. W. Eg Comn ( 1 
( 
bmitted 
14 I ( ( ) I [ ( 
)sW. FREEZI 
M. M. MILLER 
W. 2. 
R ) rl 
the Ou ( ( t of David ( 
nM ASS¢ ( Phat, 
Wherea he Departme f Highwa und Pu \\ f Sta 
l t ! | \\ evel ) ( '! ISSIO! I i rey | ré f 
| r \ 1 I ne al { r t { On ol i { | N t - 
s Hig vay Ne 11 Da ion County Len qd riped as fo 
‘Beginning at a point near the intersection of Wheeler Avenue and said hig 
ay and extending to a point near the intersection of Cars Stree ind said 
ighway, a distance of 2.623 mil the same » be icted upon a right-of 
way having a minimum width of eig] SO) f additional widt! here 
needed and especially at the intersection of Thompson’s Lane and said rhwa 
where additional width for accelerating and deceleratit ines will be required 
The portion of said ' Ww ) 1 { the same 
i re I approved ( i i () iS ‘ 
wverhead at Thomp | ew | a und 
( rt.a ed) bye 4S) an ed we’ te-of-wa 
Phe proy il is bye | i ( ( f 
} ir L950 hall aces py t 
iiled pla ! Da ( HH i ( 
/ tha David ( Higl iv ( i il 
e pia be and i t i ed to a I i I 
s ! e ! f said HH y N 11 | 5 
State 1 j be lk rt CON ( vO rad { \ 
‘ har y it » | } ‘ i ~ , 1 } | 


Senator Case. In any event the 
Feders 


Bureau of Public Roa 
ral Gove rhniment approved thre 


projes b. with th il 
right-of-way would he presented Tres and cleat 


Mr. Yokury. Tam sure that would happen; ves. — It is 
project in which contracts have 
ount of the work has been done 
Senator McK eiuar 
the county? 
Mr. Yokuey. Yes 
Senator HOLLAND 
\ir. YOKLEY 


vhere if is of 


is ot the 


rreement that 


: an approved 
been awarded and a substantial 


It is to furnish water for all the southern part 


Thank you very much 

We just feel it is a proper part of construction costs, 
viously a Federal-aid project which has been approved 
Thank you very much 

Senator Hottannp. Mr. Harry E. Jordan will | 


e our next withess 
alternoon. 





Gentlemen, the calendar is being called today. Senator Case ha 
matters which require him to be present there. I also have one o; 
more matters. 

It seems to me that we should rise at this time and have the com 
mittee reconvene at 2 p. m. 

This afternoon we will hear, along with the Jacksonville witnesses 
Messrs. Jordan, Seig, and Gignoux. 

( Whereupon, at 12 noon the committee adjourned to reconvene at 2 
p. m., the seme day.) 

AFTERNOON SESSION 


Senator HoLLanp. The committee will come to order. 

One of the witnesses scheduled to be heard this morning wa 
Attorney General Eugene Cook, attorney general of the State o 
Georgia, who has sent in a written statement asking that it be inco: 
porated in the record. Without objection that will be done. 

(The statement submitted by Eugene Cook, attorney general of th 
State of Georgia is as follows:) 


STATEMENT IN REGARD TO SENATE Biuu 2585 


The office of the attorney general of the State of Georgia was recently call 
on by the State Highway Board of Georgia to render an opinion to determin 
whether under section 3 (b) of the General Administrative Memorandum No. 300. 
utilities are obligated or relieved of obligation by law or otherwise, to relocat 
their facilities at their own expense in connection with the construction and plar 
ning of Federal-aid project UI (urban interregional) 5386, commonly called thi 
Atlanta North Side Expressway. This project is to be a freeway with no street 
lights or stops or cross lights. It will in effect be a through highway for 
passage of traffic through Greater Atlanta. Its military and interstate valu 


primary, and Atlanta and Fulton County traffic is secondary. This project w 
be an integral part of the national interstate svstem for national defense purpos 

\ thorough investigation of the facts and law was made. The conclusion of 
this department is embodied in an opinion dated August 3, 1950. This opir 


was not adopted in full by the commissioner of public roads. As a result, many 
problems have arisen which would have been eliminated had the opinion b 
adopted and followed. Such problems have necessarily hindered and retarded t 
orderly prosecution of these projects. 

In the light of this Department’s opinion and present problems, I have revie 
Senate bill No. 2585 and believe that this bill will climinate these probl: 
Therefore, it is in the public interest that Senate bill No. 2585 receive the favoral 
recommendation of this committee. 

The departmenpt’s opinion rendered August 3, 1950, covering the At 
(urban interregional) Federal-aid project is attached hereto. 

Respectfully submitted. 

EUGENE Cook, 
The Altorney Ge ne ral of Geo ( 


FROM THE OFFICE OF EUGENE CooK, THE ATTORNEY GENERAL OF GEOR 


In response to a request dated Julv 25, 1950, from the Director of the St 


Highway Board of Georgia, Atlanta, Ga 
(OFFICIAL OPINION 


REIMBURSEMENT OF UTILITIES FOR COST OF RELOCATION OF FACILITIES ON 
ATLANTA NORTH-SOUTH EXPRESSWAY 
Facts and background 
Pursuant to act of Congress approved July 11, 1916, and acts amendatory t! 
of, particularly the Federal-Aid Highway Act of 1944 (see exhibit A attached 
title 23 of U.S. C. A.), the Bureau of Public Roads entered (April-June 1948 
a project agreement with the State Highway Departinent of Georgia for th 


ning and construction of a Federal-aid project known as No. UIT (urba: 








onal) 5386, uni i being the planning thereotl 2-1 2-2 2-3 { 
ell t he oustruction of the arious§ |e thereof. and eommonlh alled tl 
\tlanta North-South Expressway 
The last revised estimat of the master project agreement i] for a total ex 
enditure, as regards construction, of approximately S1Q,000,000, of which abo 
ne-third ($3,700,000) will be paid for by the Feder Government and the re 
aining two-thirds by the State with the State two-thirds being shared 
| bv Fulton Co (Vv a 1 tiie it of A i 4 
Pursuant to this master project agreement, detailed estimat effect deta 
reements, were then prepared and approved | the State and the Feder 
thorities covering variou ections r legs of the Nort! Sout Iixpre Va 
Vatore of erpre pay 
According to the approved plans and specification f tilled Atlanta Nort 
ith Expressway is actually more than an expressway It a free-way with no 
eet lights or stops or cross lights plat { Cher ! o7 be allowed | ted 
1! controlled acces It will in effect be a througt ! ! \ 
raffic through Greater Atlanta Its military and interstate valu prima 
i Atlanta and Fulton Count rafl econd 
It appears from the documents relating to t] project that the following 
blic utilities are affected 
Project UI 536 (2-1 Citv of Atlanta (water worl and sewers - Souther 
Bell Telephone Co Atlanta Gas Light Co Georgia Power ¢ 
Project UT 536 (2-2): City of Atlanta (water works and sewer South 
Bell Telephene Co Atlanta Gas Light Co.: Georgia Power C We 


I non An eCTIcan I epl me & Telegraph ( ) ( ntrai of C,eorela Rai road 
Che Central of Georgia Railraod Co, is being reimbursed for changing 
structures, 
Project UI 536 (2-3): City of Atlanta (water works and sewers); Souther 
Bell Telephone & Telegraph Co.; Atlanta Gas Li Co.; Georgia Power Co 
Detailed estimates were prepared, submitted, upproved by the Publi 
Roads Administration on the units (2 3 Contracts were let 
ir construction work on said units, and unit (2-1) is substantially completed 
Included in the detailed estimates of each of t 





he above-stated units were fore 

wccount agreements with the various publie utilities named by which the State 

hway department obligated itself to reimburse these utilities for the cost of 
cation and alteration of their facilities occasioned by the construction of 

roject. Copy of the form of this type of contract hereto attached marked 


Exhibit B.”’ 

It was determined in conference by the engineers of 
ent and the Bureau of Publie Roads that because of the nature of the project 
would be proper for the State highway department to reimburse the utilities 


e cost of relocation and alteration of the facilities te accommodate the project 
Indeed the record shows that the detailed estimate contained copies of thes 
ree-account agreements setting Torth the unit prices, a | i Commissioner of 
ublic Roads, by and through the acting division engineer for the United States 
livision of Publie Roads, approved the various unit prices set out for fores 


ount conditions 
Section VIII A of the General Administrative Memorandum No. 300 of the 
blic Roads Administration provides in part 





Before approval 1 rive tr) ! ioh engineers to plans specifications, and 
mates for a project, the proposed agreement betwee the State and a utiiit 
mpanv shall be reviewed with special attention to the eligil v for reimburse 
t with Federal funds of the participating items of cost ineluded therein. 
estimate submitted which includes work to be performed bv a utilitv com 
shall be supported bv a written agreement which has been entered into by 
State and the utility ce mpa 
the memorandum further provides that copies of all sueh agreements by the 
State and the utilitv companies shall bear the division engineer’s approva 
Paragraph © of section VII provides 
Approval of the work contemplated to be performed by a utility company 
ill not be construed as having bee: iven until the required agreement has 
received and approved 
there is nothing before me which indicates that a proper agreement betwee 
highway depart ime nt and the p ible utihhties was not s ibmitted al d approved 


th special attention to the eligibility for reimbursement with Federal fund 


he cdivision engmeers 
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general assembly by its own act delegated such authority to the city. Ther 
no State statute so authorizing the city to act. 

\s to the position of the Southern Bell Telephone & Telegraph Co., its right 
occupy the roads and streets springs from code section 104-205. The: 
nothing in this code section which specifically requires the Southern Bell 17 
phone & Telegraph Co. to remove its facilities from the roads and streets to 
commodate highway construction. In the case of this company, as is true 
respect to certain of the other utilities considered in this memorandum, it ma 
contended that its right to use the streets of the city of Atlanta is subject to 
approval of the city. Even assuming this to be true, such approval was giv 
the Southern Bell in an ordinance dated September 5, 1907, and this appr 
was extended by an ordinance enacted in 1940 In these ordinances there i: 
quirement that the Southern Bell Telephone & ‘Telegraph Co ‘upon not 
Writing from the city that a Municipal improvement, sewer or water mat! 


branch there of. is to be constructed or repaired ims rch Inanner as will necess 


relocation of its poles or conduits, or other appurtenances of the said 





pany, the company shall relocate the same as its own expense . mr | 
rdinances are simply a reservation of the police power of the city of Atlanta 
DEerTnaps LUISE rted in the city ordinances in anh attempt to forestall a conte 


hat the company acquired a contractual right to leave its poles and appurtena 





place by the acceptance of the terms of the ordinance. See County of | 
\ Rome Stre Ri i £0. 38. E 3 Russell v. Se bastian (233 cs. S. 195, 
Ed. 912 It has been held by the supreme Court of the United States 
ordinance similar to an ordinance of the city of Atlanta is simply a reservati 
police power, and that such an ordinance is circumscribed by the usual limita 
mpost d upon the exercise of pouce power See Owensboro v ee Ciuamb 


Telephone & Telegraph Co. (230 U. 8S. 58; 33 8S. Ct. 988, 993), from whicl 
following part of the decision is pertinent: 

‘The sixth section of the granting ordinance provides that ‘this ordi: 
may be altered or amended as the necessities of the city may demand.’ T! 
no more than a reservation of the police control of the streets, and of the 1 
and manner of placing and maintaining the poles and wires, incident to the 
abridgeable police power of the city See Grand Trunk Western R. Co. v. 8 
Bend (227 U.S. 544, 57 L. Ed. 

It is my opinion that the reservation of police power contained in the a 
ordinances is limited to projects of a local character and of the type and char 
specified in the ordinance. It is, of course, the general rule that a mu 
corporation 1s limited in the exercise of its police powers to matters loca 
municipal see C., J. Municipal Corporations, p. 227. 

Attorney General v. City of Detroit (196 N. W. 391 (1923)). The follow 
quoted from page 394 

In the provisions under consideration the city has undertaken to exer 
police power not only over matters of municipal concern, but also over 
of State concern; it has undertaken not only to fix a public poliey for its a¢ 
which are purely local, but also for its activities as an arm of the State Phe 
visions apply alike to local activities and State authorities. If we assu 
we have, for the purposes of the case, without deciding, the question that 





possesses such of the police power of the State as may be necessary to perm 
late upon matters of municipal concern, it does not follow that it posse 
of the police power of the sovereign so as to enable it to legislate genera 
fixing a public policy in matters of State concern.”’ 

As stated earlier in this opinion, it is quite apparent that the projects ur 
cussion are not of local character but are primarily of interstate character 
my opinion that the city of Atlanta cannot exercise its reserved power in aid 0 
nonlocal projects. 

In addition to this fact, it is well established that the police power m 
reasonably exercised and must be exercised under circumstances reasonab! 
mensurate with the evil sought to be remedied. The Supreme Court o! 
United States, in the Walters case (Nashville, C. & St. L. Ryu. v. Walters (294 
105, 55 S. Ct. 486) (1936)) used the following language, which is very pert 

, And it was stipulated that: ‘In the light of modern motor vel 
traffic anything which slows up that traffic is an inconvenience. In other w 
eliminating a grade crossing, as in the case at bar, facilitates the speed of 
vehicular traffic, in accordance with public demands.’ But when particula: 
viduals are singled out to bear the cost of advancing the public convenienc« 
imposition must bear some reasonable relation to the evils to be eradicated 


advantages to be secured. Compage Hadacheck v. Sebastian, 239 U 





~ 
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36 8. C. 1438, 60 L. Ed., 348, Ann. Cas. 1917B, 927; Miller v. Schoene, 276 U.S. 272, 
iS S. Ct. 246, 72 L. Ed. 568. While moneys raised by general taxation may 
mstitutionally be applied to purposes from which the individual taxed may 
receive no benefit, and indeed, suffer serious detriment; St. Louis & Sout} ern 
y, Co. v. Nattin (277 U. S. 157, 159, 48 S. Ct. 438, 72 L. Ed. 830 Vempl { 
harleston R. Co. v. Pace (282 U. S. 241, 246, 51 S. Ct. 108, 75 L. Ed. 315, 72 
\. L. R. 1096) ; so-called assessments for public improvements laid upon particu lar 
roperty owners are ordinarily constitutional only if based on benefits. r¢ { 
them. ' rs 
| rther, it IS universally held that the police power mus be exereise t 
rimination, It is my opinion that the over-all } j ej irried ¢ 
vy of Atlanta and in Fulton Cou are an integrated group of proje and 
one of the projects may be viewed in isolatio The po ver of the ut 
jitical subdivisions involved has not been exercised to requil a de 
ies involved at the various grade crossing elimination pr a! 
spense of these grade CTOssSInNg pro] cl The a of ( | 
been borne by the various governmental ut \ e¢ s ( 
ion that all of these projec are an integrated whol 
ce power Cannot be exercis | mne of them agair t i 
ived, which would amou oa imi ion aga se 
i3.C, J... Municipal Corporations, sectiot 
Diserimination, The exercise of n icipal powers |! t be i 
h substantial equality and uniformity on a ( und cla sl 
ated, and hence municipal ordinances and regulati: re fa partia 
{ discriminatory as between persons so situate I ulid 
12 C. J., Constitutional Law, section 440: 
“The fourteenth amendment to the Constitution of the United States provide 
or shall any State deprive any person of life, liberty, or proper hout ‘ 
cess of law: nor det \ ) any person W thir Ss jurisd mmr the protec 
f the laws’: and thus adds to the express limitatio ) e power of the State 
It does not deprive the States of their poli power wever: and } ‘ 
nitations, expressed therein, the States may conti eX¢ ‘ eir p 
ywers as fully as before the adoption of the amendm«e 
2 C. J., Constitutiona: Law, section 442 
4 Thus, regulations adopted under the guise of the po power n 
erate with substantial equality on all persons and cla and f ymnitaine 
itrary distinctions or discriminatior thev w be p \ 
i void / * 
Vashville, C. & St. L. Ry. ve Walte 294 U.S. 405, 55S. Ct. 48¢ 194 
Vayor v. Savannah D buting ¢ 202 Ga. 559, 43 5. |} Z 0 1947 I 
wing is quoted from page 714 
‘* * * The Constitution is offended when a pub pplied d “ V 
lifferent persons under the same milar circumsta 
rhe determination I have made thus far with refere e te ition of the 
State highway department to reimburse the public ut es sp ally dealt with 
ipplicable to the Weste rn | nior the Souther! Be Te Cy X Te vray 
( Georgia Power C and the Atlanta Gas Light ¢ We ’ ! pr em 
iting to the facilities of the Central of Georgia Railroad the rd shows 
it an adjustment has already been made as to 
rhe final question to be determined is to what extent e State could resor its 
ice power in compelling the utilities to relocate their fac it their own expense 
| general rule is that the use of a highway or street } public utility is subjeet 
the continuing police power of the State, and the cost of readjusting the facilities 
ich utilities because of anv reasonable change or reconstruction in the high- 
or street must be borne bv the utility itself. This general rule has no references 
i situation involving the location of such facilities private property acquired 
mdemnation or purchase. Moreover, emphasis must be placed on the mean 
of reasonable changes. This is particularly true in the case before us because 
the nature of the project involved. 
We cannot divorce ourselves from the proposition that the Atlanta Nort! 
South Expressway is primarily a part of an interstate military Federal highway 
{ that the use bv local traffie is secondary 
| have pointed out heretofore that the city of Atlanta would have no legal a 
rity to use its police power to compel the utilities to relocate heir own ¢ 
e. since the police power of the mun Ipalitv is, ul der the ¢ imstances 
case, limited to matters of municipal concer! The State is in a sit 


} 


ation as it relates to this particular project 
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AMERICAN ASSOCIATION OF STATE HiIGHway OFFICIALS, 
Washington 4. D.C... February 25, 1952 
The Honorable Spessarp L. HoLuAnp, 
Chairman, Subcommittee on Roads, 
United States Senate, Washington 25, D. C. 


Dear SENATOR HOLLAND: At the time the legislative committee of the Ame 
ican Association of State Highway Officials, headed by President B. D. Tallam 
of New York, appeared in early February before your committee to submit test 
mony on the subject of new Federal-aid legislation for highways, they were n 
aware that S. 2585, proposing to modify present Federal-aid highway law, ha 
been introduced by Senator McKellar, of Tennessee. Unfortunately, therefor 
they were not able to discuss the contents of the proposed measure before yo 
committee, whieh action would have been to the mutual advantage of all. T) 
proposed measure has, however, been submitted to the officers and executi 
committee and to the chief administrative officers of the 52 member departme 
of this association, and their opinions requested. Veteran members of this orga 
well aware of Senator Mckellar’s long record in support of sou 
i highways and regret exceedingly that they, on 1 
unable to lend their support to S. 2585 
hat vour committee has now made the proposed 8. 2585 a p: 
earings and we wish to submit this written statement rela 
impracticable at this time for the members of our legislat 
appear in person 
lered opinion of the officers and members of the executive « 
American Association of State Highway Officials that, thus far 
| the State highway programs invol\ 
aid highway program, and State progra) 
not found it necessary or desirable to 
ral-aid highway procedures such as is propo 
be a rather drastie departure from previ 
ur experience, and is now our firm con. 
‘al-aid highway procedures should be ma 
alysis of the problem at hand 
; jie utilities and State high 


plicated and unique and 


‘} 


ationships that the publie ut 


directed, and largely control 


in general are completely, and prop 


av department The proposed mog 


workable under public utilities commission rules 
ffect in the various States It is known definitely that the re 
posed i e amendment would be a radical departure regar 


‘ost allocation practices as required under present statutes of nm 


three classes of p iblie utility to deal with: 

ies on private right-of-way State and Federal-aid { 
are now ¢ id used to pay reconstruction costs under certain conditi 
both with and without funds provided by the public utilities themselves, a 
based on specific circumstances 

2. Privately owned public utilities on public right-of-way by per 
These utilities which utilize such publie rights-of-way for their facilitic 

so by sufferance, and long-established procedure, and are expected to conf 
to necessary public improvements on right-of-way which they utilize wit 
cost, at their own expense 

3. Municipal or publicly owned utilities on publie streets or thoroughfa 
Under numerous State laws the State is barred from paying the cost: 
changes in such utilities from State funds. 

It must be emphasized that should the recommendations set forth in 5S. 2 
become law. and that should the States be able to modify their statutes in 
a way as to comply with the proposed modifications, two complete sets of sta 
ards would have to obtain in the respective States: One being those standa 
applicable to highway projects involving Federal-aid funds wherein the cos 
utility modifications would be borne 100 percent by the Federal Governn 
and, two, those highway projects involving only State funds in which instance 
utilities would be required to finance necessary reconstruction in a mai 
provided by present and effective State statutes. It will be readily observed 1 
where su ual standards obtained the first procedure would be a strong ince! 
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itilitv interests to apply that standard, by a modification of existing statute, 

the second instance, the ultimate outcome of which could be the defraving of 

0 percent of all construction and reconstruction cost incident to utility modifica 
with publie funds. This is quite a different state of circumstances from tha 

plicable to other interests involved 

[It appears to the officers and members of the executive committes 

ociation that the modifications as proposed in S. 2585 are undesirable 


owing reasons 
a) Federal funds would be made available to pay 100 percent of all 
i 


itilitv costs involved, but would in general bear onlv 50 percent of highway 
construction costs, thus giving a publie utility preferential treatment ov 
public highway facilities 
~ (b) In many instances the State would be in a position 
itility changes on Federal-aid projects, but not on State-finar 
an ambiguous situation 
c) Large sums of presently pitifully imadequat 
ids urgently ne ‘dd ofor major highway const! 
erted to finance public utility ¢] ges 
Che proposa 
50 perce! ( § 
f-wav, bu uid bear t of ts if the utilities 
suffera 


thoroughfs whet hey exist in such by public 
| ‘e of State hi 


Senator HoLuanp. The committee had a request 
itv of Jacksonville, and I understand that se 
who would like to be heard at this time. 


Ir. William Madison, city attorney 


STATEMENT OF WILLIAM MADISON, CITY ATTORNEY, 
JACKSONVILLE, FLA. 


Mir. Mapison. Mv name is William M. Madison. I am 

orney of the citv of Jacksonville, Fla 

Che City Commission and the City Council of the City of Jackson- 
have each gone on record as strongly favoring the enactment of 
2585 into law. The chairman of this subcommittee has been 
sed of such action 

| have been requested to appear before this committee on behalf 

the city of Jacksonville in support of this proposed legislation 

S. 2585 primarily is designed to expedite the construction of Federal- 
highways, particularly those on the national system of interstate 
hways, which have been classified in the first priority of public 
ks and which are urgently needed for defense and essential civilian 

juirements 

\pparently most Federal-aid highway funds are being concentrated 
onstruction and early completion of such national defense projects. 

secondarily, it is designed to correct an inequitable, discriminatory 
financially oppressive situation which has arisen under the 
eral-Aid Highway Act of 1944, as amended, and which is delaving 
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and blocking progress toward the construction and comoletion 
these defense highways 

The bill accomplishes these designs by simply amending the defi: 
tion of the term “‘construction’’ contained in the first section of 
Federal-Aid Highway Act of 1944, as amended, so as to inclu 
within the meaning of such term the words ‘‘relocation and readju 
ment of utility facilities necessitated by the construction or rec 
struction of the highway.”’ 

This amendment will fairly, reasonably, and justly place nonrailro 
utility facilities on the same basis as presently is established for railro 
itility facilities under the definition of the term ‘‘constructio: 
There is no sound, logical, or valid reason for not giving all uti 
facilities equal treatment*under this law. Their relocation 
readjustment in the highway right-of-way is a necessary part of 


oh 
. rr’ 1 
construction of the highway. Chey produce ho greater revenue 


do their owners benefit in any way by reason of their relocation 
It is only right and proper that the cost of their relocation sho 
be recognized as a part of the construction cost of the highway 


Section 3 (b) of the bill will encourage and make possible progr 


toward he early construction and completion of these esse1 
defense highways now under way by providing an equitable ad 
ment for States which uss presently apportioned Kederal-aid hichw 
funds to par the cost of relocation and re: || istment of utility facilit 
essitated by the construction of such highway 
idition to the fs f ust purpose o oF 5. thers 
necessity for | ariv enactment This is borne out 
lay Ss whiel { OCCUPTIne 


CLOWN Ol coordu 


to saddle the 











466 FEDERAL AID HIGHWAY ACT OF 1952 


No indication that the city of Jacksonville would be expected to p: 
the cost of relocating such utility facilities w contained in the offic 
statement relating to the construction of the Jacksonville Expressw: 
system. The matter was not even officially discussed with the ci 
of Jacksonville prior to the sale of such revenue bonds and the a: 
nouncement of commencement of construction on the project. 
commitment has ever been given by the city of Jacksonville that 
will pay for the cost of relocating and readjusting its utility faciliti 

It was not until June 18, 1951, that intimations were made to 
tain city officials that the city would be called upon to pay the cost 
relocating its utility facilities. It was not until November 9, 19 
that the chairman of the State road department advised two of | 
five city commissioners of the city of Jacksonville that the city wo 
be expected to pay for relocating its utilities. 

At that time he was advised that the city council of the cit) 
Jacksonville was the appropriating body; that it had already pass: 
the 1951 budget and appropriation ordinance for 1952 expenditures 
the city and that no appropriation was contained in sz nid budget wh 
would permit aes to pay the cost of changing the location of 
utilities in the Jacksonville Expressway right-of-way. 

On each date ae viously mentioned, request was made on bela! 
of the city that the State road department furnish data which woul 
permit information to be obtained as to the approximate cost of 
locating the city’s utilities. To this date such data for the ent 
system has not been furnished. Sufficient data has been furnished «| 
city on the connection from Main Street to the Arlington or John 
Mathews Bridge to enable the city to estimate the cost involved 
that small portion to be $112,937.40. 

Incomplete data furnished on that part of the expressway extend 
from the interstate bridge northward to the city limits indicat: 
cost of between $250,000 and $300,000. . 

At a conference recently held between city officials and the m 
bers of the State road department in Tallahassee, Fla., the chair: 
and the chief engineer of the State road department announced 
they belie ved the Cost ot relocating the « if v’s utilities would be bet 
$1.500.000 and $2.000.000 

The City of Jacksonville is strictly limited under the laws ol 
State of Florida as to the sources from which it can raise reve 
and is required to operate on a fixed budget. Its entire budge 
1952 expenditures for general fund purposes amounts to $11,005 ,97' 
For it to attempt to assume the burden of paying the cost of reloca 
its utility facilities in connection with the Jacksonville Expres 
would disrupt and in many instances prevent its ability to pr 
essential municipal services which it is required to render its citi 

The State road department has already let contracts for the 
struction of the two bridges across the St. Johns River, and said 


is well under way. Many miles of rights-of-way for the project 
already been purchased or condemned through funds available 
State road department for that purpose. If the State road cd: 


ment is goinc to refuse to let contracts for the oe. Ol 
highwavs which form a part of the svstem unless the city of J 

ville pays the cost of relocating its utility facilities, there is grav 
ver that suspension, interruptions, and delays in the constructi 
this part of the national system of interstate highways will b 


result 
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Municipalities, such as the city of Jacksonville, apparently cannot 
absorb the cost involved in relocating utility facilities on these multi- 
million-dollar expressway projects. Such projects are planned and 
constructed m the interest of the defense and essential civilian trans- 
portation requirements of providing a national system of interstate 
highways. The entire cost of such projects, including the cost of 
relocation and readjustment of utility facilities necessitated by the 
‘onstruction or reconstruction of such highways, should be paid from 
the same funds which have been apportioned and provided for pay- 
nent of the construction cost. 

Because of the foregoing considerations, the city of Jacksonville 
trongly favors the early enactment of S. 2585 into law. Likewise, it 
petitions your early and favorable report on this bill. 

Senator HoLttanp. Now, Mr. Madison, under this bill, S. 2585 

were enacted, what would be the amount payable for the relocation 
if the public utility facilities in Jacksonville out of Federal aid funds? 

Mr. Mapison. Senator, that is what we have been trying to find 
uut for 9 months and we cannot find out. I made the announcement 
in our statement that we have fairly definite data on just one leg of 
t and that is just a little over $100,000 on that. On the north-south 
expressway we do not have complete data; they do not give our 
vrades or anything; we estimate between a quarter of a million dollars 
and $300,000, but we have no information on other legs and we only 
have the bare statement of the chief engineer and road department 
that they believe it will cost between $1.5 and $2 million to relocate 
the facilities. 

Senator HoLLaANnb. Assuming the relocation cost to the city of 
Jacksonville would be $1.5 million, how much of that $1.5 million 
vould be paid out of Federal aid funds? 

Mr. Mapison. I would say under the provisions of section 3 (b) 
f the bill, if the State road department, out of presently apportioned 
Federal highway funds, should pay the cost of relocating those utilities 


rior to the enactment of this bill, and this bill were then enacted, 


ere would be an appropriation available LO reimburse th Stabe 
ad department as an additional allocation of Federal funds for 


hat eost 
Senator HOLLAND. Do you mean that under this bill, if it is passed 
cording to your understanding, it will require an additional alloca 
e of Bed ral funds in the amount ot S15 million it SI > million Is 
cost of relocation? 
\ir. Mapison. That is my understanding of section 3 (b) of the 


Senator HoLtLtanp. Do you know what the entire amount of appo 
nment for Federal aid funds in the State of Florida is? 
| 


\lr. Mapison. I do not know off-hand 

Senator HoLLaNpb. Is it your understanding that under section 3, 
section (b) of this bill that as to current projects oow und Wak) 
hich the Jacksonville pro] etlis on that an additional : horiza 
would be made by this bill and an a lditional appropriation 
uired out of Federal funds over and above federal aid funds 
appropriated? 

\I MLADISON Providi O the State Road Department Ol lorida, 


LLL Ss. 





Senator HoLuAnp. The ar nual report of the Bureau of Publ 
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would not Cost as much 2S though you had LO provide lane 
provid 2 right-of-way. You particulal project will all dey end Upo! 

;own merit as to What it is going to cost 

Senator HoLLANb. Assuming: 


tilities will be a cost that wil 


Government under present law, then as to projects begun after tl 
iactment of this law, smaller mileage over-all of highways will 
onstructed, unless additional funds are author Ca ana appro} 

take care of thie ad ied costs OL utiulibly restoration 

Nii \1 ADDISON | think that Isa self-appare! iss Mption | 
re Von LO pay for the cost ol reloe ating ulllitles, Vou Ww I] not dl 
~ much lefi LOl hard surfaced roa is, Dub in constructing the roa 
msidering that whole problem as one problem ocating 
quiring rl rhit s-Of Wik LLiCh m4 tally constructin bie Oud. 


\ 
Senator HOLLAND Your view of the amendment ts exactly the san 


a nine 
Do Vou have LV Lite tatement of how ! i Oo th il 
ocation in terms Of Gollars Is involved in current projects now unde 
vy in the same Way as vour Jacksonville project is how unacel tL\ 


\ir. Mapison. Not exactly | understand that the State Roa 
Vepartment, in their propose | budget Which they are considering 
ioption in Tallahassee today , has proposed to allocate to the Jacksor 
lle expres Way system, exe lusive of the construction of bridges, 1) 
r road connection on the expressway system wht h forms a par 
he national system of interstate highways, $3 million of Fed 
inds, and $3 million of State funds. 


\t present they do hot propose to use anv ol that so million Ito! 





cating Utiitles 
SCRALOT Hou \ND Deo Vou KHOW whose ob] ation WAS LLNdeé 
) rnet enters Into oO} th matte between th I era: agen 
urea Ol Publi Roa ul the Sta highw \ iepa4rt Cl ) 
vide the relocation of publ ti] s? 
\I \ MSON 1*} i LILO] 0 } ! heen eq Ue ad ot th “~ 
partment, but they |} not furnishes er no col 
Men vhia oOever oO! hye pa > thre Clty | Ay mivil » bye 
V pal Ol it lt Vas not a part ol ther tinane he | ! fol 
Wavy system and in their official staten nde hich 
iS Wel ed, the State road epartme! he hes 
epartment itself wo ‘omplete I ntire « ) 1\ 
Hh a POS ble alt thre - nce of he 1a) ! 
Senator Ho ND. Is here an 1 ere! iL a t prospect 
nV Written statement ace o the city of Jacl miville SsStowho w 
ate | to pry bye Cost of ihe relo Tt) hye 3f 
\l) \] DISON Non \\ PQHeVeT nti some time alter the bonds had 
Nd and the project started Chen we had intimations from t] 
road department that they would look to the v of Jacksonville 
ove the utilities 
or Houtanpb. Is any railwa locatio en by this « 
at 
Maptson. Yes, sir: the expressway syste | 
numb f plac 
Senator HotLanp. Does » aby tdbtation of 0 
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Mr. Mapison. No; I imagine they will have grade-separation cross 
ings in some places. 

Senator HoLLanp. But you do not know of any additional construc 
tion of railroad facilities that is required by this system? 

Mr. Mapison. I do not think it will necessitate any change o: 
purchasing of new rights-of-way for the railways. I think it will jus 
be grade-separation crossings involved in a number of places. 

Senator HoL_tanp. You have not seen, I take it, a copy of the con 
tract entered into between the Bureau of Public Roads and the Stat 
Highway Department? 

Mr. Mapison. No; I have not. 

All I know about is the lease-purchase agreement entered into bi 
tween the Road Department of the State of Florida, and the Stat 
Improvement Commission of the State of Florida. 

Senator HoLtuanp. Are there any other utilities except those owne: 
by the city of Jacksonville and other than railroads whose relocation | 
required by the Jacksonville project? 

Mir. Mapison. The Southern Bell Telephone has a franchise 
operate in the city of Jacksonville. The relocation of its poles an 
telegraph wires is involved. 

The Jacksonville Gas Corp. likewise has a franchise to sell gas to 
consumers in the city of Jacksonville, and some of their gas mains wil! 
be involved. 

Senator Hottanp. Do vou have any estimate of the cost of t! 
relocations required in the case of Southern Bell or of the gas compan) 

Mr. Maptson. | think they are as much in the dark as is the city 
We have not been able to get the grades from the State road depart 
ment where we could make an accurate estimate of the cost except o 
one leg; and we have been trying for some 8 or 9 months. 

Senator HoLtLtanp. Up to now the State road department has 
furnished either to the city of Jacksonville or to the private utilit 
locations by this particular highway 


br ave svstem the estimates of cost or the requirements in connect 


which are required to make re 
with those relocations? 

Mr. Mapison. Not for the entire system. The stalemate t! 
exists right now and what the chairman of the Road Department 
Florida indicates may cause a pog-down of the project is that they hi 
completed the data on one leg of the expressway which runs f1 


Main Street to (Arlington Bridge and they have announced that t! 
] 


would like to let that contract, but they will not let the contract un 
the city of J icksony ille moves the utilities on that particular leg 

senator Hout AND Then the situation how existing is someth 
like this, is it: The Wo bridge Ss and their approaches are W ithin sight 
completion? 

Mir. Maprson. They have made considerably more progress on 
John E. Mathews or Arlington Bridge. They are doing actual wi 
the surface of that The interstate bridge is n 
situation of having the subpilin: 


r 
1 
' 


1 
on the laving of 


and conerete foundations pour 
e they have the foundations 1 

Senator Hottanp. When those bridges and approaches are 
pleted which compl L1On Is HOW pProy ided for whether it is near at | 
or not, would present a picture of bridges and approaches, but no 


to get to them, is that 


That has not reaches d the state whet 
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\lr. Mapison. Apparently, the State road department is going to 

sndon its project if the city does not move its utilities. We will 
ve two bridges there without any real connection to the national 
tem of interstate highways. 

Senator Hotuanp. In other words, the major thing afforded by thi 
wram would be missing and the only connections afforded would bi 
ough existing streets of the city of Jacksonville? 

\fr. Mapison. That is correct. 

Senator HoLLANb. Does the city of Jacksonville hav: anvthing n 
ting from the State highway department indicating what is being 

manded of the city by the State highway department in connection 
the relocation of utilities? 

\ir. MapiIson. Some 2 weeks ago the chairman of the State road 

partment, after having been invited to address the City Coun 

the City of Jacksonville, upon the gravity of the situation, invited 
als of the city of Jacksonville to attend a meeting in Tallahasse 
entire City Commission of the City of Jacksonville attended the 


ting with some of our department heads who were in charge of th 


es that would be involved. Three members of the City Council 
« City of Jacksonville attended that meeting The Governo! 
Live State of Florida Wis pre sent Members of the State road 


d were present and members of the Florida Improvement 
(‘ommission 
\i that meeting the chairman of the State road department 


need that the estimated cost that he and his chief e1 gineer fi 
ld probably be involved upon the city of Jacksonville for relocat 
would be nearly $1.5 or $2 million. That statem 
orally in the presence of those officials 
Senator HoLLaNnp. There has been no written demand o1 
ment made of what the highway department requires the city 
onville LO do? : 
Mapison. Offieial of the citv of Jacksonville hav 
d by the chairman of the St: road department in telegrap! 
ilies Wie! th abtekel thin egti : | 
etorily adjusted 
or HoLtLAnpb. Thank vou very much, Mr. Madisor1 
vill next hear from Congressman Charles KE. Bennett. of the 
Congressional District of the State of Flori 


f 


TEMENT OF THE HONORABLE CHARLES E. BENNETT, A REP- 
RESENTATIVE IN CONGRESS FROM THE STATE OF FLORIDA 


Bennerr. Mr. Chairman, I appreciate your allowing me | 
ro in support of the provisions of S PARA Phis I do at the 
st of the City Commission and City Council of Jacksonville, Fl 
the case of railroads, [ understand that it is already recognized 

cost of alterations required by highway construction 1s 

ite part of the highway con truction costs. The cost o 
ll of non railroad utility rie lit eS ny lent to the eonstructior 

hwav are also | « ‘ally and « | ilably a pal .) ( Ol 1 





Expressway system, 
» facilitate its 1 


ynsidered a 


would 


these consid 
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The question pending here under this 


cular responsibility shall be taken 


ites Sseoment ol the responsibility and 


er units of government, the counties, 
‘ansferred over to the Federal side Ot the oblig 
e another question involy 


‘erent kind of treatment o 


{ 


such as is this expressway pt! 


than the method provided tf 


thre pass r of the bill 
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The Federal angle is a very substantial angle in the developme: 
of this particular project in the Jacksonville area. There might |} 
other means of handling the local traffic situation but Jacksonville, 
so happens, is at a particular spot in geography where it controls 
large portion of the transportation and communication facilities of t] 
entire peninsula of Florida, from the early days when it was know 
as “Calford”’ a little niche in the St. Johns River, which is a ve: 
large river, down to the present time when it has become a key poi 
in transportation and communication in Florida, controlling a la 
portion of the entire peninsula and, therefore, it is of great inter 
to have this property developed 

As we all know, there are large militarv and naval installations 
hoth sides of this river. There are two installations in Jackson, 
itself 

The aggregate of those two installations and their subsidiaries 
into substantially $100 million investment at the present time, invo 
ing some 20 or more thousand personnel. That is just in the 
mediate vicinity. 

When vou go on further down you have the long-range proy 
ground and many large air, army, and naval tastallations in the ex 


erai area both north and soutn., It therefore, has a tremendo 


v fe lings on the matter by Say 
nd their approaches have already b: 
a] mmportancee irom the defense Sty 
ariiv and very cle importance Trom the standpoi 
te commerce 
t should share to a very 


ne the mover 


roredct should 
SOvTEN Prerarpyie 


project We 


‘ederal G 

2d mal 

respo sibility shall be 

terially bn wser y this | isiation Cl hat is stated as its res 
bility unadet present law a Vel at it is stated as its res 


‘ 


\ir. Benny 


bility del tive eNISTT 


substantial 
concerned, I 
figure show 

apportionment 


7 205 fol 
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volved at all, of course, in this program, and $2,187,694 for 
irban system. 
| expect that this program applies either in its entirety or almost 
ts entire lV to the urban System. You will sec . the reitore, that 
ount of Federal assistance apportioned to this project for this com 
would be in excess of the entire urban aid apportionme! 


y year 
the State of Florida in the vear 1952 
what a substantial change in the exis 


LO See It} 


i i 
| t 


ubout What applies here will be bound to a 
communities as, for mstance, in the ¢ itv ol Atlanta 


Detroit, perhaps, has the most exaggerated situation, 
f all cities, but there are m 


1 it right now, ol all 
! 


When we pass Federa 


] 


legislation, as much as 
{ he ¢ rahle 7 
Lo 4 appilca die QOtil 


Lo Jacksonville | 


LION. 
\ir. BENNETT. 
iowever, 1 | 


Lis vome to cost 
one other illustr: 
City is assumed 
Ly pe, or 


Chev have the two mayor highwavs that 


occupy the main streets of the city 


n a rather substant 


0 point out that 


l ] +} { 
highway or something of that 


x to be involved 1 
ram ina relatively small town 


crv i 


vy. how that town could 


expense 


Once mplat 
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mately June of 1951. There was no follow-up of that intimation until, 
I think, November 9, 1951. 

Senator HoLLtanp. Does the State now claim that it was supposed 
to have paid these costs but now cannot do so because of the increased 
cost, or does it claim that the city was supposed to have paid the costs 
under the program from its varying sections? 

Mr. Burns. A member of the State road department board, Mr. J. 
Glover Taylor, in a meeting of the city commission within the last 30 
days made virtually this statement, as pearly as I can quote it, that the 
State road department possibly was in error in that they did not pre- 
sent resolutions to the city of Jacksonville at the time that they were 
preparing this project; that they admitted that error, and that they 
now called upon the officials of the city of Jacksonville to revert back 
in their frame of mind to assume that there was no project under con- 
struction and that they were now offering a $50 million project for 
which we would be called upon to expend $1.5 million or $2 million. 

Senator Hoiianp. In other words, as you understood it at that 
time, the State road department indicated that it had intended all 
along that this utility relocation should be paid by the city but had 
overlooked so advising the city back in its ince ption? 

Mr. Burns. That was their implication; yes, sir. 

A question was raised this morning by another member of your 
committee as to the effective date and as to how this would apply in 
case a project was completed as of now, and we will sav this bill was 
enacted on the 28th of February, which I think was the date they used. 

As I see it, the railroads were paying all of the expenses in relocating 
their facilities or building their parts of it, up until the amendment 
that provided for Federal participation in relief there. I think the 
same approach that was taken at that time would probably be ap- 
plicable in this instance. 

Senator Ho_tanp. The chairman does not know what took place 
before that time, and he was not here when that amendment was made 
in the bill, but he suspects that the practice prevailing up to that time 
simply required no fixed participation by the Federal Government in 
the expense and probably left the expense to be largely divided between 
the State and local units of government and the railroad prior to that 
time. 

Now, what was shown in the committee report at the time that 
amendment was adopted as to what the feeling of Congress may have 
been, I don’t know, but I doubt very seriously whether the railroads 
or any other utility privately owned could be forced to pay all of its 
cost of relocation except in the case where it was occupying a public 
right-of-way and where it had conditions in its lease or the instrument 
by which it was given occupancy that it would have to pay the cost of 
relocation if there were betterment on the right-of-way. 

We will place in the record at this point a copy of the report sub 
mitted in connection with the 1936 act by which the railroad provision 
was placed in the Federal highway law 

(The report referred to follows 
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from Senate Report No. 1976, 74th Cong., 2 1 sid for highways, to accompany H. R 
to amend the Federal Aid Highway Act, approv uly 11, 1916, as amended and supplemented, 


1 for othe purposes} 


ELIMINATION OF GRADE CROSSING 


Section 8 authorizes an appropriation of $50,000,000 for grade-crossing improve- 
ments for the fiscal vear 1938 and the same amount for the following fiscal vear 


bie 
} 


Under the 1985 Emergency Relief Act, $200 million was allocated for the elimins 
ion of hazards at railroad grade crossings That program is now well 


have been approved for specific projects which will cost S103,000,000 and 
contracts have been awarded i the amount of $65.000.000 It is apparent, 


therefore, that during the ensuing vear there will be under way a large program of 
mprove ‘1 f this character, and it is believed that $50 million ll provide for 
he continuance of the program at a reasonably satisfactory 


Like the original appropriation, this Federal fund need not 
States for two reasons: First, because the States are compelled in many instance 


} 


De matched by ! ce 


ur heavy expense in acquiring property and in paving property damage 


rs of population wher ‘ade cro gs are eliminated and, second, beca 
railroads furnish righ -way and ider valuable engineering assistance 
preme Court he . Lg ss has taken cognizance of the fi 
ange which hy en brought about in the relative importance of 
transportation in a decision delivered by Mr. Justice Brandeis 
, in the lle, Chattanooga & St. Louis Rail 
S. Walters, commissioner of highways, on appeal from the 
» of Tenness rhe following extracts from that decisio1 
he report for the information of the Senat 
he evidence and the special facts relied upon were of such @ nature 


case of the asnvl 


hey could not conceivably establish that the action of the State in imposing 
e railway one-half of the cost of the u pass was arbitrary and unreasonable 
he Supreme Court obviously erred in refu rtoe ler them The charge 
bitrariness is based primarily upon 1 ‘evol ary chang tt : 
tation wrought in recent 
assumption by the Federal nt the functior 
resulting depletion ‘rail revenues; tl ‘thange in » character 
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L! WAaVs I y I i ( elim ati 


| 
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gineering feature comparable to 
ighway 
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nstrument of danger and the main cau 


en 


+ £0 strengther lhyY and il 
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danger incident to rail operat 

main purpose of grade paration Then, it was reasonal to impose upon 
lroad a large part of 1 c f eliminatil le crossings; and the imposit 

vas rarely a hardship. r the ne f lmming ‘xisting crossings, and 
1 of ne highweé ir from er . } ; 1 allv from the growt 


growtl 
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avoidance thereby made possible of traffic interruptions incident to crossing at 














rade are now of far greater importar to the h users than it is to the 
railroad crossed. For the rail operations are few: of motor vehicles very 
numero . 
The Supreme Court of Tennessee erred in refusing to consider whether the 
facts relied upon by the rai established as arbitary and unreasonable the 
Imposition upon it of one- cost of the underpass. The promotion of 
iblie convenience will not | requiring of a railroad, any more than of others, 
the expenditure of money, it can be shown that a duty to provide the 
particular cohvemence rests upon i 
lhe Supreme Court of Tennessee did not consider whether, in view of the 
facts relied upon, it was arbitrary and unreasonable to impose upon the railway 
yne-half the cost the underpass. It assumed that the State action was valid, 
because it found that the action was taken ‘to promote the safety of person 
traveling the highways at grade cro gs as well as to promote the safety of 


persons traveling the railroads at such crossings by eliminating dangerous grad 
crossings’; and added: ‘Admitting the insistence of complainant that the primary 


opjyect Of highway construction an i the object of Federal contribution to highwavs 








is to invite and stimulate interstate traffic or travel upon the highways, it does not 
follow that the State roads are not primarily designed to serve the people of the 
Si 

have a oceasio consider whether the railway should bear a pro 
] no ( rhe 1 ) es i ‘ ( i Whe propriet of a lesser 
( roe va i i co l I Col jered Db e Con SS1O nia 
Wh ( ~ er t ( i er ¢ i It Wa ( Ced 1 | ( I lO 
the State ’ questio ( litv of S 
W hic comp ed State nw eon ( Lo ipon the railway one 
half of the cost, a validity of ler made nder 

’ e Supreme ¢ le ssee is reversed, and the caus 

= i t¢ | ther prod i I ( sistel \\ his Opib1o 


ix 
mittee recom! that a prov »> be added at the end of seetion 8 to empha- 
( rr protective devices at railroad and highway grade crossings 
iraw ) sO T T ( 1 ! CoO ctiol wher 
Ked i ) 1, ade¢ ult levices app he Bureau of 
} Roads sta i ! ea s ‘ propria 
i V nad 1) Ce ¢ i 
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| os sey, Sta ( ling the errite of Hawaii and 
1) ( ( } j ( pro\ 0 ) ! Federa Hig 
Act ¢ 192] rhe ed and DD ‘ ( eXCE i ( pportionmer 
) Dor tie iss ! t ites lec i) ¢ one-fo I 
1 oF fera wd system 1 rin dt t he mecretar 
‘ cu r und one-fo ) ! ! i mileage as de ed by the Inter 
state Cor ree ( INISS1LO 1 De ¢ ended ice ce with said Federal 
His Wat as amended and supplements 1. exeept that no part of such funds 
app med to any State need be matched by the State 


Now the chairman is advised by the staff engineer that that pro- 


Vision, Section S.1n th 


i amendment of 1936, is the first provision on 
this ceneral subject He has al “l that the latest revision on 
this subject as contained in Federal-aid Highwav Act of 1944 is found 


on 5 of that act. readine as follows: 


1: 
SO NAUVIS! 
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Now under the provisions of that act just quoted, the limitation 
applicable Lo the amount of Federal funds that Miay he spent upon the 
elimination of these railway-highway crossings and other railway 
highway relocation is not to exceed 10 percent of the sums apportion d 
to the State for the fiscal year, which would be, of course, a very much 
more limited sum in the case of Florida than the sums already men- 
tioned in connection with this proyect at Jacksonville 

Mr. Burns. On that peint | would like to point out that the 
proposed amendment provides that the Federal Government would 
only be matching funds with the State for the movement of utilities 

tI 


and would not be bearing the full cost of them as it does in the instance 


of the railroads, and therefore that the 10 percen limitation would 
not of necessity be affected there 
Senator HOLLAND. Do you mean that it is intended bv the act that 
Federal funds shall not be used except to pay 50 percent? 
Mr. Burns. That is the wav I read the act 
Senator HoLtutanpb. The chairman has not read it that way Start- 
ing back there at line 8, page 2 
ra 
t i i { 
| i {) 
i 11d I | 
Mir. BurRN | stand corrected on that 
Senator HOLLAND (readin 
| 
1 
\I Burs [ ld like ) mpl ein clos | ) D 
bys | I LG heo SCL ale hy I ( } { 1) 
yitt | } yn Or 3 re rece ) ne tha | 
Vé | on ! ip pres \ \ | red st 
| , ~ i aS ties ( | ¢ > l OL In i 
_ Wh) 
Senator H bp. On that point taff has loca CODA 
General Adm ve Memo ( 1 e Cl iui 
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Pusiic Roaps ADMINISTRATION, FEDERAL WorKS AGENCY 


WASHINGTON 25, D. C. 
GENERAL ADMINISTRATIVE MEMORANDUM No. 300 


SUPERSEDES GENERAL ADMINISTRATIVE MEMORANDA NOS. 39, 45, 56, 70, 72, AND 129 
AS THEY APPLY ro THIS SUBJECT 
Date: May 1, 1946. 


Subject: Reimbursement of costs of changes to utility facilities 
SECTION I 


A. This memorandum supersedes all previous memoranda and instructions 
relating to the subject rhe provisions herein govern the reimbursement from 
Federal funds of the costs incurred by utility companies which do not jointly 
own or use facilities with a railroad company at the site in making and incident to 
making changes to their facilities required in connection with the construction 





of a highway project It shall apply to reimbursements claimed by a State for 
the costs incurred under agreements entered into subsequent to its effective date 


by the State or a subdivision thereof and a utility company as described above 


SECTION II DEFINITIONS 


\ Utility’? shall mean and include all privately or publicly owned Telephone 
Lines and Systems; Telegraph Lines and Systems; Lines and Systems for thi 
distribution and transmission of Electrical Energy; and Oil, Gas, Water, Steam, 
Sew 1 other Pipe Lines 


} 
B. The terms “‘Reimburse,” ‘‘Participate,’’ or their derivatives where used it 








this memorandum shall mea tha I ul fu Ss may be sed to reimburse the 
State to the extent provided by the la lh authorized the expenditure on the 
pa ir projec 

( Costs of rights-of-way eans e costs of and the cost ncider Oo the 
icqu mn Of land or rest in land 

D. “Preliminary engineerit means and ir ides locating, making of surveys 

king of test holes, foundation investigations, and the preparation of plans, 

i sand est tes I advance Of constructior Operatlol 

] ( ! e | leral-A H Wa A of 1944 approved Decem- 
ber 20, 1944 ides locating irveving, and mapping, and the costs of rights- 
of-\ “Col tior n t Act of Julv 13, 1943, includes the costs’of rights 

ay nae ruction’’ for the purposes of this memorandum means the supe! 
gy, inspe 9, actual building, and all expense ! lental to the constructior 

‘ ( r on of project except locating, surveying, and mapping, and the 
( of rig s-of-wa 

KF. “Appropriate solicitation’? means the making of requests for bids to a 
sufficient number of responsible and competent prospective bidders to insure the 
levelopment of the lowest available prices for the materials and services required 
and the highest available prices for the materials to be disposed of. The method 
of making the requests for bids, which may be by personal contact, by the posting 
of no s in public places, by letters, or by the publication of advertisements, 
shall be that which is warranted by the total amount of the value of the materials 


and services required or by the total amount of the value of the materials to be 
disposed of. The following methods of solieitation are required by the amounts 
of total values involved 
$100 and less: By personal contacts 
Over $100 and less than $1,000: By posting notices in publie places and by 
means of circular letters to at least three responsible and competent 
individuals known or believed to be in a position to quote in accordance 
with the requirements 
$1,000 and over: By the publication 6f advertisements or such alternate 
methods as may be approved by the Division Engineer of the Publi 
Roads Administration 


SECTION IIl REIMBURSEMENT 





Gene 
A. Where a utility company is not obligated to move or to change its facilities 
at its own expense, reimbursem¢ will be made from Federal funds for costs 


without surcharge, except as hereinafter provided, of labor, materials, equipmer 
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and other services incurred by a utilitv company In mInaking Or incident to Maku 
changes to its properties required in connection with the construction of a highway 
project 


Public rights-of-way and publuc lands occupane 


B. Where a utility occupies public rights-of-way and | 
law, ordinance franchise, easement, grant, or otnerwis¢ the State shall Mak A 
formal finding as to the extent that such utility company is obligated, or is relieve 
of the obligation, bv law or otherwise, to move or to change its facilities at Its « 
expense Where a utility company occupies public rights-of-way under a grant 
or otherwise from a municipality or other subdivision of a State which obligates 
the utility company, or pursuant to which the utility company may be requir 

to move or to change its facilities at its own expense, approval of the pr 





be contingent upon the municipality or other subdivision of the State exercis 
j 


its right to require the removal or change of such facilities at the expense of the 
itility company Where the law or the terms and conditions under which a ut 
occuples p iblie rig} ts-of-way do not specify who shall pav the costs of the cha ( 


or removal, the State shall make a formal finding as to the extent the utility 


pany is relieved or is required to move or to change its facilities at its own expenss 


in accordance with the applicable precedent established by courts If the Stat 
should determine in conformity herewith that a utility company is not under 
obligation, and may not be required to move or to change its facilities at it 
expense, reimbursement mav be made in an amount exceeding the re 
Kederal pro rata share applicable i such State of the cost of such work act 

paid by the Sta r its subdivisior und where pa f ch cost 2 

State ¢ bdivisio ( eno Fe aly bursement 


Occupan 1 of ratlroad rights-of-wa 





C. Where a tility company oc ) e rights-of-way of a railroad 
the site of a project whieh require i lange t t} Taciiitie yi the raiit 
pany, the approval of the a f he St and the railr ( 
will be contingent upon tl rai « ( l it . ! t! 
and conditions of the grant or e: ent by whiel 
the railroad company rights-of-way and is required or is relieve of 
to mo 1r to change its facilities at its own expense. 


Senator HOLLAND. Senator Case, have you anv questions 

Senator Casi | have no questions , 

Senator HoLuaANb. Thank you, siz 

Mr. Burns. Thank you, Senator. 

Senator HoLLANpb. I notice we have here othe C1L\ Officials of the 
citv of Jacksonville, Myr J Dillon Kennedy, C1LY COMMISSIONe! 
Mr. Ernest 5S. Haselden, City commissioner; Mr. Louis H. Ritte: 
city councilman; Mr. E. P. Owen, Jr., municipal consultant. Do 
any or all of those ventlemen wish to be heard at this time? If so, i 
what order? 

Mr. Kennedy, will you come forward 


STATEMENT OF J. DILLON KENNEDY, CITY COMMISSIONER, 
JACKSONVILLE, FLA. 


Mr. Kennepy. Mr. Chairman, I am J. Dillon Kennedy, commis 
sioner of utilities from the city of Jacksonville. I am here in support 
of this bill. Mr. Madison and our mayor have ably represented us 
and | just think it would be‘repetitious for me to take up your time 
and I just want to thank you for the courtesy of allowing me to appeai 
before you. 

Senator Hottanp. The city has a five-man administrative council 
has it not? 

Mr. KENNeEpy. Yes, sir. 

Senator HoLLAND. You are the commissioner who administers the 
municipal utilities for the city of Jacksonville? 
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Mir. Kennepy. Yes, which consists of electricity, water, the munic- 
k 


ipal docks and radio station WJAX 
Senator Houtuanp. The electric system is the largest generating 
plat t in that particular part ol the State, is it not? 
Mr. Kennepy. It is the third largest municipally owned and 
operated station and system 1 the United States. 
Senator HoLLANb. It serves not only the City of Jacksonville but 
surrounding areas and reaches out into nearby counties, does it not? 
Mir. Kennepy. It serves Jacksonville, Duval County and Clay 
County. That is our coverage, sir. That is, parts of Clay Countv 
Senator Ho_tanp. And the relocation of utilities will be a head- 
ache that is peculiar to the commissioner who fills your particular 
assignment on the commission, will it not? 
Mr. Kennepy. Mr. Chairman, I might say that I have been in the 
utilities department of the city of Jacksonville for almost 40 vears 
s, | came up through the utilities and this is to my knowledge 
time we have ever been confronted with this problem 
HoLuANb. And it is a major problem 
NNEDY. It is very major 
Houtuanpn. The paviment of this cost is stated by the road 


million or better and would not only be an 


) 


nt as being $1.5 
ate hardship on the city but would also mean necessary in- 
») 


creases In rate and service strue ‘es, would it not 


Mr. Kennepy. It would mean that we would have to reimpose an 
additional cost on th utilitie | at 1 LO the CONnSUTLELrs, in some 
Manne! 


wa nator Hout 


Senator Case? 
had any explanation 
1. SS1.000 to $55 million? 
| | mve Vou is, 
board meet y § veeks ago, | heard the 
1 men nh that due the inflated 


that they 


} 5 
Pn! 


reasons 


upon the 
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only they but other municipalities and other private investors in like 
difficulties be recognized to whatever degree the Federal-aid high- 
way program can be appropriately amended so as to admit them to 
participation in it by way of reimbursement. 

I think they are calling attention as aggressively as they can to the 
fact that here is an illustration of what has happened in Jacksonville 
that may happen in hundreds of other places, that will slow down 
fulfillment of important defense and normal travel objectives, because 
of the fact that the Federal-aid-to-highways program up to now ap- 
parently has not adequately dealt with this subject of relocation of 
public utilities. 

I believe that is what they are here for, and are not attracting any 
particular attention to their own plight, which may also be the plight 
of other communities either now or in the future. 

Senator Cass. The allotment for the primary system in Florida is 
approximately $3.5 million annually and the increase in cost is about 
$13 million. That is almost 4 vears’ total allocation of primary funds. 

Senator Hotianp. And it is more than that if you look at the urban 
system and this all lies within the urban system rather than the ordi- 
nary, primary mileage. 

Senator Casr. $1,187,000 on the urban. 

Senator HoLtLtaAnb. That makes your comparison even more force- 
ful. It is a very bad situation. 

Senator Casr. How long a construction period was assigned for this 
project? 

Mr. HaseLpeNn. Five vears. 

Senator HoLtitanp. The highway commissioner is also here. Both 
the utility commissioner and the highway commissioner have a part 
of this problem, as well as the mayor and the city attorney and all 
others who are here. We have the greatest of sympathy with them 
and we want to get their problem in here as being illustrative of the 
kind of problem that will arise in any community that is bisected by 
agreat river. It is the river that makes the problem so acute. There 
are many communities that have the asset and advantage. Some- 
times it is an asset and sometimes it is a disadvantage. 

Are there any other questions, Senator Case? 

Senator Casp. I have no further questions, Mr. Chairman. 

Senator HoLLanp. Are there any other comments you care to 
make? This is Mr. Haselden, another member of the commission. 


STATEMENT OF EARNEST S. HASELDEN, HIGHWAY COMMISSIONER, 
CITY OF JACKSONVILLE, FLA. 


Mr. Haseipen. Mr. Chairman, Senator Case, ladies and gentle- 
men, first I would like to read a telegram. You asked a moment ago 
if we had anv communic sind. The only communication that we had 
is by telegram. This telegram is dated February 7, 3:36 p.m. It is 
addressed from Tallahassee to me, City Commissioner in Charge of 
Highways, Jacksonville City Commission, Jacksonville, Fla.: 

We are today calling a special meeting of the road board for Wednesday, Feb- 
ruary 13, at 3 p. m., in the board room, the State road department, Tallahassee, 
for the purpose of considering and discussing the movement and adjustment of 
utilities in connection with the Jacksonville expressway. As city commissioner 
in charge of highways you are urged to contact every member of your commission 
and request them to please be present at the meeting This is of extreme im- 
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portance and unless satisfactory arrangemen 
nent of the utilities within the citv, the entir 
ox-down. Please give this your immediate at 
Regards, 
STaTE Roapd DEPARTMEN’ 
ALFRED A, McKeruan, Chairma 

This is the only written communication that we have in conjunction 
with the expressway 

Senator Ho_tanp. You met with the State highway department 
officials pursuant to that invitation. 

Mr. HaseipEeN. Yes, sir 

Senator HoLLaAnp. It was at that meeting that the officials of the 
State highway department stated the cost of relocation of vour utilities 
would be better than $1.5 million? 

Mr. Haseipen. That was the estimate; yes, sir 

At that meeting all five commissioners went, the citv attorney and 
three representatives from the couneil. We have nine councilmen 
and one was a representative ol the council. At that meeting we took 
no official action We only went to see what the score was, so to 
speak, and to let them know that we had no funds available 

Mr. Madison, of course, and the mayor did the talking at this 
particular meeting and explained it to the Governor, who was present 
Governor Warren, plus a majority of the road board members, and 
also the improvement commission members who were present. 

Of course, they suggested we go back and put on some form of 
taxation to take care of it, but, of course, the commission is only 
administrative, the council is legislative, and, of course, we talked it 
over and the council did not feel like putting on any additional taxa 
tion at a time like this, and especially in this amount. Therefore 
that left us frankly without funds and we felt the onlv thing to do then 
was to come to see vou gentlemen and see if we could get some help 
here. The way that they put it to us, the bridges will cost approxi 
mately $25 million. We will be able to use the bridges and collect 
toll, but about all vou can do is to cross the river. In other words 
there will be no connecting lengths to any great extent, they will not 
be completed, which will leave us in the hole approximately $25 
million. ‘That was just their statement to us, that is the way it would 
be left 

Senator HoLLANnp. In other words, vour limited aecess highways 
would not divert enough traffic to the bridges to carry the toll opera- 
ion 

Mr. Haseipen. That ts right and I do not think it would par off 


because you would not get enough people to travel the toll bridges. 

Senator HoLtLANp. There are already two very fine free bridges 
further on downtown in Jacksonville. 

Mr. Haseipren. Yes, sir. It would assume that the State road de- 
partment has assumed that were the city of Jacksonville getting these 
advantages, we would be willing to tax our people for this. We are 
not ina position to do thist In the case of the cigarette tax that vou 
are probably familiar with, we cannot add our ad valorem tax at all 
Our ad valorem tax at this time is only 11.7 mills in Jacksonville, 
which is verv low. It is as low as it has been in a number of years. 

Senator HoLLAND. Your acceptance of the distributive portion of 
the cigarette tax in the State is upon the condition that vou shall not 
increase vour ad valofem tax 
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[ understand that is one portion they will have to complete, and they 
will have to complete the tie-in in South Jacksonville and the portion 
that runs from Main Street to the John E. Mathews Bridge. 

Senator Hottanp. They will have to complete that under the com- 
mitments made at the time they soid their bonds. 

Mr. Hasetpen. That is right. 

From what I can understand, the portion between the Main Street 
section running west, to tie in with the airport section going to the 
Gilmour Street Bridge, that probably will not be completed, and 
neither will Twenty-first Street that you heard the mayor mention 
earlier; that will not be completed, and neither will the section from 
the Gilmour Street entrance to the bridge going west all the way to 
US 90, will run approximately 12 to 15 miles. 

Senator Case. Do vou know what the 7-cent gas tax in Florida 
vields in a vear? 

Mr. Haseipren. I could not answer that. 

Senator Casx. It looks like vou have a problem, in addition to the 

to 2 million dollars, of finding the additional $13 million, 

Mr. Hasetpen. What they are proposing to do, they have at 
present $6 million of the State funds that they can use in any portion 
of the State that they wish to put it in. They are holding that to 
be used as an additional amount in the expressway system providing 
we can get the utilities moved. If we do not get the utilities moved, 
they claim they are going to use that $6 million and shift it back to 
another portion of the State. They are borrowing from other sections 
of the State, in other words, to help on this job. 

enator HoLtitanp. Thank you, Mr. Commissioner. 

Mr. Hasetpren. It should be pointed out that this is a 5-vear pro 
vram. As Congressman Bennett brought out, the program in Lake 
City, which is a much smaller city than Jacksonville—I would say 
they have not over 10,000 people at the most—there is no way in the 
world that they could pay for the moving of their utilities. 

Senator HoLtLanp. They will not have any great number of utilities 
to move, because they do not have to cross two immense rivers and 
one of them high enough to allow major vessels to come under the 
bridge without opening 

Mr. Hasevron. Anvthing you gentlemen can do, we are at your 
mercy, and we will appreciate it. 

Senator Cask. We would like to do a lot, but there is no wav we 
can do anything without getting money from taxes somewhere 

Mr. Hasetpren. May I say we want you to include other people, 
too, because we are not selfish in Florida. We want you to conside: 
everyone else when vou do that. 

Senator HoLtLanp. We must look at the whole picture, and that 
is what complicates it, because apparently no one has gotten together 
this whole picture, which, as you can see, is a very great addition to 
the Federal-aid program. 

Thank you very much 

Now I believe you have a member of your city council. 
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STATEMENT OF LOUIS RITTER, COUNCILMAN, CITY OF 
JACKSONVILLE, FLA. 


Mr. Rrrrer. I am here on behalf of the city council of the city of 
Jacksonville to urge favorable consideration from vour committee in 
the passage of Senate bill 2585. 

You have heard from the administrative officials of the city, which 
are five, and we have nine members of the legislative body, and we 
are that small integral part in the local government that has the 
problems that vou gentlemen have here in the Senate; that is, raising 
the revenue. Your problem is for the 48 States, and ours is for 
203,000 citizens. 

This problem, as brought out, is entirely new to the legislative 
body of the citv of Jacksonville. Only on February 13 were we first 
consulted by the State Road Department of the State of Florida 
with regard to the amount of money needed in moving the facilities 
We had estimates ranging from $600,060 up to the most recent, which 


, = 


was given by Mr. Alfred MeKethan, State road chairman, at 1.5 to 


million dollars. Our budget was adopted in November of 1951 


‘) 


for the year of January 1, 1952, through 1953. It is on an annual 
basis, and a problem of a million and a half dollars on an $11 million 


budget is rather high for something to come as such a quick climax 

Senator Hout AND Do you mean vou have not gotten over the 
shock vet? 

Mr. Rirrer. Yes, sir 

Senator Cass. | thought they were doing pretty well when they 
were first notified of this on the 13th of February, and it is now the 


25th of February. | think vou have reacted quite rapidly 
Mr. Rivrer. Well, we do react rather rapidly 
Our budget was enacted last vear for 1952. It was offered for us 


to reimpose additional taxes to meet the moving of the utilities, but, 
with our charter written as it is, it would require a four-fifths vote 
to put on any tax lm the middle of the vear, and four-fifths of nine is 
quite a percentage to have to reimpose any tax. 

Senator HOLLAND. Does it take eight of you to do that? 

Mr. Rirrer. Yes, sir. There is just no way out. Too, 203,000 
people are looking with anxiety toward this huge project Also, im 
the county there is an additional 125,000 people who would probably 
use these two bridges and the expressway much more than the 
citizens within the city. 

Also, with Jacksonville’s enviable geographical position in the State 
of Florida, this expressway would serve the Seaboard States right on 
up the coast with the vast amount of tourists coming through Jack- 
sonville. 

We are in a position where we do not want to see this project bog 
down or even be abandoned for a year, but we have no Wav lo raise 
the money other than if we abandon certain projects in our budget 
that is already adopted. As vou know, to abandon municipal serv- 
ices that the people on the local level are reaching out for at all 
times, such as daily garbage collection and those services that are 
closest to our homes, is hard to do, and those are the ty pes of things 
that we could not abandon. 

I just want to say again on behalf of the members of the council that 
we will appreciate any consideration that you can give to this bill, 
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not only for Jacksonville, because Jacksonville is a city of 200,000, but 
| imagine this problem, where | have no way to determine the amount 
of money, but every city will be faced with the same thing, with the 
recent expansion of these huge Federal and State expressways, and | 
believe | am correct in saying this is the first project in Florida, and 
we are the first city that has been faced with this problem. 

Ordinarily our capital-improvement budget in past vears has been 
anywhere from $500,000 to $900,000, and even this vear, trying to 
tighten our belts and trying to go on a stringent budget, reaching for a 
million and a half to 2 million dollars in a community of 203,000 
citizens is almost a physical impossibility. 

Senator Cass. What is the financial condition of the city now? 

Mr. Rrrrer. We are operating on the closest budget that has ever 
been adopted by the city of Jacksonville 

Senator Case. Do you have a large bonded indebtedness now? 

Mr. Rirrer. I would rather have Mr. Madison answer that. 

Mr. Mapison. General obligation bonds would probably be around 
$6 million to $8 million, and we have outstanding revenue certificate 
issues, $15 million for electric expansion and $5 million for water 
expansion 

Senator HoLttanp. What was the general bond? 

Mr. Mapison. My recollection is that it is somewhere between 
$6 million and $8 million. 

Senator Case. Your per capita debt on your general obligations is 


) 


not as high as it is on a Federal basis? 

Mr. Mapison. We have a peculiar amendment to our constitution 
in the State of Florida to protect us on bonded obligations. Cities 
cannot issue general-obligation bonds in Florida unless they have an 
election of freeholders 

For the election to be valid, 50 percent of the freeholders have to 
come out and vote in that election. 

Senator Hottanp. Thank you very much, Mr. Ritter. 

Does Mr. Owen wish to be called? Is Mr. Owen here? 

Mir. Kennepy. I believe he went out, Mr. Chairman. 

Senator Hotianp. If he wishes to testify later, he may do it. 

Now, I have three names: Mr. Jordan, Mr. Seig, and Mr. Gignoux 

Harry E. Jordan, secretary of the American Waterworks Associa- 
t1on 


STATEMENT OF HARRY E. JORDAN, SECRETARY, AMERICAN 
WATERWORKS ASSOCIATION, INC. 


Mr. Jornpan. My name is Harry E. Jordan. Iam the secretary of 
the American Waterworks Association, a voluntary international 
organization of persons engaged in designing, constructing, and oper- 
ating waterworks for cities and towns 

| speak for the 9,000 members of the association as well as for more 
than 100,000 people employed in the industry. My appearance is 
formally authorized by the executive committee of the association. 

l appreciate vour courtesy in permitting me to present to vou 
bric {ly eertam informat ion concerning the publie water-supply S\ stems 
in the United States and their attitude concerning the costs of high- 
wav improvements. 
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More than 95 million people or two-thirds of our Nation’s popula 
tion, are served through over 15.500 citv water svstems. The water- 
supply industry collectively, both in value of product as well as num- 
ber of persons employed, ranks among the first 20 of more than 200 
industrial classifications in the United States 
More than SO billion has been invested in public waterworks and 
at least two-thirds, or $4 billion, of that investment is in the mains and 
ire hydrants which, from time immemorial, have been placed in the 
public highways. More than 90 percent of the water thus served is 
provided by systems owned by the public, where the people have di 


; 
i 


veloped works for themselves through the Various forms of municipal 
or district organizations permitted by law in the different States. 
The less than 10 percent of water service by privately owned 
utilities is limited by State public-utility commissions as to rates and 
earnings. <A similar form of control as to rates and earnings over 
publicly owned waterworks its exercised in Maine and Wisconsin, and 


ink Varving decree In othe r states 


Water service is a necessity for urban living, for commerce, fi 
1 1 . . 1 } 
mndustry It is also a necessity for fire fighting, and hydrants must b 
s) iepaeaihly ] eat | ale ror thy Qtr fe | ‘ QT 1] > »? ritiA if 
i1¢ IDiV ioeated Aton tt) nh many Mmait COMM TNA ! 


is the value derived from fire protection which has swung the balance 
leading to the installation of public water system 


In the different States the practices of the highway commissions 
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effect, that -~ streets are no longer central avenues of transportation, 
but they are a facility for city life; transportation in part; public 
services In pt ae all of those things which go to make it possible to live 
in a city such as Jacksonville, W: ashington, or New York, or any other 
community in the whole United States. 

As the program has been proceeding, trregularly—and that is the 
important thing—it does not proceed according to the same pattern 
in every State. As it has been proceeding irregularly there has been 
in some States a tendency to impose the entire cost of utility relocation 
upen the local public service utilities. In other States, such as New 
York, New Jersey, Delaware, California, depending in varying degrees 
upon the situation, the _~ highway COMMMLUSSION assumes a major 
portion or even all of the utility cost of relocation. That is one of the 
confusing features of the entire matter. There is no regularity about it. 

Senator Case. Mr. Jordan, it may be that some changes need to be 
made in the present practice to prevent what you have just described, 
but it seems to me that section 3 (b) of the bill, as proposed, would 
create a sort of bootstrap operation by which a State or community in 
a State would move to get a larger proportion or allocation of Federal 
aid funds to their State 

Mr. Jorpan. | think the case of Jacksonville has been a perfect 
example of what the impact of this can be upon a community which 
was leading an orderly life. 

Senator Case. That may be, but suppose any State has a project 
which it would like, but if you give it a device whereby it ean, by 
adopting a particular highway project, automatically increase its 
apportionment of Federal aid funds, you give it an invitation to do that. 
it seems to me that if we are to accept the principle that the cost of 
utility relocation involved in highways is to have access to Federal-aid 
funds, still it seems to me it could be charged against that regular 
State’s allocation. Otherwise, you would have States automatically 
increasing the Federal aid allocation to the State. 

Mr. Jorpaxn. May I suggest another possibility and that is that 
perhaps the necessity for relocation would not be quite as free if ther: 
was provision for assumption of cost by the people opposing the 
proje et? 

You know things operate in that fashion. If it were necessary, 
for example, to estimate the cost of a project to include all of the 
utility relocations which were going to be required by a certain line 
of travel, it might be found that some other path could be followed. 

I did not intend to take your time. I did wish for you to hear Mr. 
Gignoux who came down from Portland, Maine, with a specific prob- 
lem in the State of Maine, and Mr. Seig, who has a specific problem 
from the State of Nebraska. 

Senator HoLttanp. We are glad to have you. It seems to me there 
are a number of problems that the committee is being requested to 
look at. I can see great merit in most of them. However, the thing 
that is most difficult for me to see is why it would be proper to give 
different treatment to current problems than what will be given to 
problems in the future. That is the most difficult of the hurdles. 

Mr. Jorpan. We are giving different treatment to different prob- 
lems, but it has not appeared in this particular record. We have one 
type of treatment that has been applied by the Florida Highway Com- 
mission in the case of Jacksonville. In highway developments of a 
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similar nature in the State of California, an entirely different treat- 
ment is applied under current operation. 

Senator Casn. But still if California applies it differently and it 
involves Federal money, the money must come out of the Federal 
allocations to California. They do not get an extra allocation to 
make up for the cost of utility relocations. 

Senator HoLLANb. Precisely, and that is the point I was talking 
about. Even if this system were a good system and could be worked 
out as to current problems on a good sound basis and also as to future 
problems, a difficult hurdle for me is to treat current problems in a 
different way from the way we would treat future problems. 

It seems to me there would have to be some method worked out of 
similar treatment or equal treatment as between various people who 
would be handled under this law. 

You would find it very difficult to give different treatment to cur- 
rent problems from what you propose to give to problems for hi h 
Federal funds could be allocated next month or next year, or a few 
days after the passage of this act. That is where the difficult hurd 
exists. 

Mr. Jorpan. The difficulty has been very rapid in places like Jac! 
sonville in recent years. The service industry is waking up to the 
fact that they have a terrific headache on their hands. The munici- 
palities, such as Jacksonville, they cannot reconstruct them financia! 
structure to meet this sort of an obligation. 

Senator Case. How were your utility relocation problems handled 
in the case of the Pennsylvania Turnpike? 

Mr. Jorpan. That is practically a rural operation. I do not thin! 
there were any utility relocations involved. 

Senator Hottanp. The New Jersey one did. 

Mr. Jorpan. They did and they assumed the costs very appro 
priately. 

Senator HOLLAND. Who assumed it? 

Mr. Jorpan. The State Highway Commission 

Senator HoLLtaANpb. Did the Federal Government contribute to 
that? 

Mr. Jorpan. I could not be concise about that. 

Senator HoLLANb. | am informed by the staff engineer that no 
Federal funds of any kind went into it. 

Mr. Jorpan. That is an authority operation for which bonds hav 
been issued and that is comparable to the Pennsylvania Highway, | 
believe. 

Senator Case. That is exactly the point I wanted to bring out 
You said ees projec ts had just come on to the scene recently but 
most of those are toll projects. 

Senator HoLtLtanp. Understand I am not ruling out the application 
of legislation to current projects, but I am pointing out that current 
projects, it seems to me, will have to be treated like future projects 
would be treated, and the current project will have to be treated } 
the same fashion, regardless of what State law in the particular States 
may require. 

You cannot justify preferred treatment now as compared with what 
will happen next week or next month in some other communities and 
you cannot very well justify different treatment to one set of com- 
munities which is hard pases right now, to another set of communi- 








ties which has gone ahead and met its own expenses in a different way. 
The only way you can proceed under Federal law is to treat all alike, 
and that is why [ am poimting to this as being such a headache or 
such a problem of current projects. 

That does not mean you cannot deal with currect projects, but 
simply that they must be dealt with in a uniform manner or fashion. 

Mr. Jorpan. Could | defer to my associate, Mr. Gignoux, who has 
had legal experience in operations tn the State of Maine? 

Senator HoLLaNnpb. Certainly. We want every bit of light we can 
get on this problem because it is a difficult one. 

It has been good to have vou. We will next hear from Mr. Gignoux. 


STATEMENT OF EDWARD T. GIGNOUX, REPRESENTING MAINE 
WATER UTILITIES ASSOCIATION 


Mr. Gignoux. My name is Edward T. Gignoux. I am a partner 
in the law firm of Verrill, Dana, Walker, & igh Deere lf am 
counsel for the Maine Water Utilities Association. [appear here this 
afternoon on behalf of the Maine Water Utilities henetaticn In sup- 
port of 8S. 2585. 

Senator Case spoke of a quick reaction from Jacksonville, Fla. The 
Meine Water Utilities Association is an association of 68 public and 
privately owned water works serving the various cammunities through- 
out the State of Maine. Approximate!y half of the members of the 
association are private water companies and generally small private 
water companies. 

There are two munic ipally owned water systems. The balance are 
so-called water distriets which are publicly owned, quasi-municipal 
corporations which operate a water system under the provisions of 
Maine law. 

The Maine Water Utilities Association has been concerned with the 
problem involved in the cost of relocating underground utility facili- 
Lies which are caused by hoth Federal and State highway projects, 
for a period of years 

As recently as ib vear ago a suUrVeV Wi as conducted hy the association 
of its members in order to determine what those costs amounted 
over a period of 4 years for the members of the association. Approx- 
imately half of the members of the association responded to the 
questionnaires. Of the half that responded it was determined that 
approximately 10 percent of the annual income of these small com- 
panies Was devoted to costs of relocation which were required by high- 
Way construction. 

| would like to stress here that IT am speaking both in terms of 
State and Federal highway projects. Because of the shortness in 
time since we were notified of this bill, and this hearing, we have not 
had an opportunity to break down our figures between Federal and 
State highway projects. 

It was the feeling of the association, however, that they wished 
have representation here this afternoon in order to assure this com- 
mittee that the problem which S. 2585 deigns to solve is not a special 
one related to the two communities from which we have heard today 
but a general one which is country-wide in its application, and further 
to assure this committee that it is not a problem which is confined to 
strictly urban areas, but one which hits even harder or has struck 
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even harder at thre small Water compan and water districts servi 
What fre essentially rural communities which happen to be located 
on either a Federal or State highway project 

Perhaps it would be most helpful this afternoon if I merely « 
to the committee a few of the neures whi h were obtained in the po 
which the Maine Water Utilities Association undertook last wint 

| robably the most elaring exan pile is that of the Lincoln Water Co 
in Lincoln, Ni ain ~asmall town, a small company, with 630 custome 
The gross utility revenues of the company in the vear 1949 amounted 


to S$30.000 he net operating income in round fitures was $3.0 


t ) } 
{ 


( <, running irom Lincoln to Laincolt C‘enter 
which is a part Ol thy main hi hway from Bangor, \iaine, to Hi 
m F 


In that vear rou 
Maine, which | assume is not familiar to the Senator fro lorida 
mm Which Federal funds were involved, was under reconstruction an 
the cost of relocating the facilities of the Lincoln Water Co 


right-of-wav amounted to S1L5.000 or 50 percent of the total 1 


operating revenue of that yMpanv in that on I 

Qn a per customer basis that was $22 pe stony id I 
ed i} law and th \I rhe WwW there was no ! 1) ! 
compal an the rate pavers tor that expense 


ad 
Hout AND. Does that 1 ean the main line by which thre 
water was carried traversed the right-of-way? 


senacor 


Mir. GIiGNoUX In that cas th mini line followed the ri ht-of Wa 
rt. 1 1 1 1 
Che reconstruction of Lhe highway Involved changes OF grade, takin 


out tops of hills and filling in underneath, and as a result of that in 


places the line was laid cor letel Pare In other praces u 
would have been puried nder 14 or 16 fteet of cround 

senator Hou AND And the utility company did not own its owl 
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offices permitting utilities to go into the highways and to oce upy them 
for utility purposes. 

Senator HoLLanp. Subject to the necessity of change if the high- 
wavs change? 

Mr. Gianoux. If the highways change, we can be ordered out. 

Senator Case. That was under the condition it was accepted by 
the utility when it went on to those grounds? 

Mr. Giagnoux. Yes, the company has recognized it is there under 
public suffrage. We have a legal status in the highways, but we 
have no easement or property right in the highways. 

Senator Case. Nobody guarantees you right-of-way there forever? 

Bi Gicnoux. That is right. If we had a property right in there, 

e would have a legal basis for damages in a condemnation proceeding. 

Senator Case. If vou had bought the right-of-way yourself in the 
first place, it would have been better. The company would have 
liquidated the cost of the right-of-way in its charges over the vears. 

Mr. Gignoux. We have a situation in that part of the country at 
least where my estimate would be that 95 percent of the water system 
utility lines are in the public ways because of the expense and so forth 
of acquiring private easements. 

Where that situation has been recognized, where a company is 
putting in a major transmission main representing a substantial 
investment today, they will go out and buy a private easement, but 
that is a development of the last 4 or 5 vears. Many of these mains, 
as I sav, have been there since those present highways were merely 
cowpaths. 

Senator HoLianp. Do climatic conditions not require the lines to 
be buried a certain number of feet so they will not freeze? 

Mr. Gianovux Thev have to be 6 feet, | believe. If the lines are 
more than 12 feet, there are problems every time they have to go down 
for repairs. 

Now, the specific proposal which is involved in this bill in which 
the Maine Water Utilities Association at least is interested would 
sections 1 and 2 of the bill. So far as we know, the provisions of 
section 3, which concern the current situation, would apply to no 
existing situation in the State of Maine. 

Senator HoLtitanp. You want general, far-reaching, long-existing 
legislation? 

Mr. Gignoux. That is correct, sir. 

Now, we do have pending in the city of Portland—planning is being 
made and I understand it is reaching a final stage, of a Federal expres 
way which would involve a $14 million over-all cost, over a period of 
5 vears, I believe it is. 

We do not know in Portland what the cost of utility relocation will 
be in connection with that because we have not gotten to that point in 
the planning. 

I do happen to know that the Portland water district for which I am 
also counsel, will be involved in a $40,000 relocation in connection with 
the new location of a bridge across the Port River. The subaqueous 
main which now passes through the Port River will be something over 
100 feet under the level of the ground as it is to be built up. 

We would not be here today if it were possible to see any benefit 
other than incidental benefit to local water customers or water users 
from the construction of these State and Federal highways 
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| think the reason that we in rood conscience can ask for approval 
of this bill by this committee is because of our sincere conviction that 
these relocations are being necessitated by the convenience of the 
ceneral traveling public. 

These relocations are being required bv the construction of these 


highways for the convenience of the general traveling public. Under 
present law, the entire burden and cost is placed upon the customers, 
and it is reflected in rates of a local utility. <A local utility, which is 


frequently on too limited a base to possibly finance the complete re- 
construction of its system, which such a project might involve 

While the Senator was speaking during the hearing this morning 
| tried to compute roughly the over-all cost of this in terms of the 
highway project. Of course, we have no facilities computing it Na- 
tion-wide, but it would be our estimate that on this project I spoke of 
in Portland, where I do have figures available, that it would amount 
to less than 1 percent of the total cost of that expressway through the 
city. 


Senator HoLLanp. Now, vou speak of the relocation of water lines 
miv? 
Mr. Gianovux. I am speaking of water lines and what I know of 


the other relocation which would he required by the power company 


which is privately owned, and the gas company. 

That is, however, just what I have attempted to put together since 
| was here this morning 

Senator HoLLaANnp. The committee will rise until tomorrow morning 
at 10 o'clock 

(Whereupon, at 4:30 p. m., the committee adjourned to reconvene 
at 10 a. m., Tuesday, February 26, 1952 
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and none of them offer any obstruction whatever to the use of the 
existing highway as a public thoroughfare. 

It is my understanding of the Federal highway legislation and the 
various congressional reports and proceedings m connection there- 
with that one of the primary purposes of the Federal-aid highway 
system ts to create an interstate system of highways in the interest 
of interstate commerce and to further the national defense. This 
has been recognized in decisions of the Supreme Court of the United 
States and also, as | stated, by Congress itself. Indeed, I am in- 
formed that the constitutionality of the first Federal Highway Act 
was deemed to be predicated on its service in the interest of national 
defi ‘Tise 

In the furtherance of these national objectives, it is necessary that 
these highways which are part of the Federal system be widened and 
otherwise reconstructed in conformity ous national standards which 
are beyond the standards which would be required were they solely 
for local purposes. As a result it is frequently necessary that these 
municipal and other utility facilities be readjusted by being moved 
laterally or being buried deeper to accommodate these national 
standards of highway construction. This work involves substantial 
costs Which are necessitated solely by the construction of the highway, 
In no way benefit the utilities, and are in fact merely a part of the cost 
of constructing the highway project. 

The Congress has long provided that in similar situations the rail- 
roads are entitled to reimbursement although the faet is that the rail- 
roads create a danger which these nonrailroad utilities do not create, 
and also the railroads receive some benefit while these nonrailroad 
utilities receive none whatever. 

The municipalities generally are faced with increasing costs incident 


to the performance of their proper functions, and dwindling sources 


of revenu Not only as a matter of equity, but asa practical matter 
th y ecannot he expected to bear these ac ditional COStS which are 
necessitated solely as a result of Fede eae highway projects 


On behalf of the city of Nashville I earnestly request vour favorab 
consideration of Senate bill 2585. 

Senator HOLLAND if vou have anything further to say in addition 
to your opening statement, please feel free to do so. 

Mr Wi r. I have nothin wr further, thank vou. 

Senator Ho LAND. I note the position you take ip vour statement 

seems to be substantially the same as that taken by other witnesses 
vesterday. Ido not think it requires any additional questions from 
the committee, unless there is some additional statement that vou 
rself would like to make. 
Mr. West. No, sir, only that we have the superintendent of the 
waterworks and the director of public works and the engineers from 
the Nashville Electric Service here to testify as to any pertinent mat- 
ters relative to costs in the venture 

Senator HoLtLanp. Very well, sir 

With reference to the electric power relocation, I notice vou are with 
the electric power board. 

De vou have any figures with reference to the cost of relocation o| 


vou 


the ele CiTic power facilities? 
Mr. Wesr. Yes, sir; we have the engineers here prepared to give 
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Senator HoLtLtanp. Those figures would be furnished by that wit- 
ness? 

Mr. West. Yes. 

Senator HoLtuanp. Thank vou, sir. 


Mr. West. Thank vou. 


Senator HoLuanpb. Mr. Robert L. Lawrence, -J1 


STATEMENT OF ROBERT L. LAWRENCE, JR., DIRECTOR, WATER- 
WORKS DEPARTMENT, NASHVILLE, TENN. 


Mr. Lawrence. Mr. Chairman, the city of Nashville, Tenn 
through its waterworks department, has expended since 1945 approxi 
mately $120,000 on its facilities in connection with the constructior 
of Federal-aid highways 

The placing of such an expense upon a municipal function is, in 
effect, the placing of a burden either upon the water consumers or the 
taxpavers of Nashville. The budget of the Waterworks Department 
of the Citv of Nashville ts only a subdivision of the general municipal! 
budget and any unusual or unreasonable expense eek upon thi 
waterworks department is a drain upon the municipal budget and is 
in turn a burden placed upon the taxpayers of the city of Nashville 

It appears that the original purpose of Federal aid to local highway 
construction was to distribute widely the cost of such highwavs among 
the greatest number of users. The placing of heavy costs on the 

various utilities in connection with the adjusting of their facilities 

defeats this purpose inasmuch as these costs must either be passed on 
to the customers of these utilities, or to the ts ixpavers of ah com 
munity served by them 

The old idea “4 a highway so singularly affects the welfare ot 


community that its importance should take precedence over e) 
thine else is aeauded Such thinking Is not in keeping with ! 
times. The welfare of the public is so vitally affected bv the services 


rendered by the various utilities that it would be patent discriminati 
t 


oO claim that the service rendered by anyone was to any de evree more 


important than the service furnished by the others. Modern law 
should recognize this and should make the highwa tal On 
itful place among these other facilities 
Senator Honttanp. Very well. Thank vou, si 
Mr. Lawrence. Thank you, su 
Senator Hontanp. Mr. Warren A. Coolidge, director of publi 


Nashy lle : me bn 


STATEMENT OF WARREN A. COOLIDGE, DIRECTOR, PUBLIC 
WORKS, NASHVILLE, TENN. 


Mer. (‘OOLIDGE The city of Ni ishville he is and will hie uve tospend irom 
its general funds mi uy thousands of dollars readjusting its sanitary 
sewers and other utilities’ facilities to accommodate Federal-aid 
projects 
This cost must be borne by the POTN ral budget of thre C1 ol Nash- 
lle which makes the local taxpaver assume this burden Nashvill 
now has five Federal highways radiating to major cities in the Sou 
These five Federal highways are a part of the national system of int 


Vi 


state | rhways and also the strate network of h or} Waves it 
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{ 


five highways are a part of the interregional highway system recently 


‘ 


selected which represents 40,000 miles of the most important and most 
} 


heavily traveled highwavs in the | nited States 
since these 40,000 miles of highways are a part of the regional road 
svstem selected trom over 3.000.000 miles ol highways in the United 


States, we feel that the I ederal Government should bear the mayor 


expense ot the cost ot the t) ulding ot these links ol this interregional 


stem 

hese local utility facilities presently meet all standard require 
ments oO he industry, and to readjust these facilities solely to ac 
commodate these Federal-aid projects results in no benefit whatsoever 


to the utilities 


senatol Hout AND | note you are the last Witness listed here from 


\n earlier witness indicated that one ol the Withesses [rom Nashville 
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Mr. CootipGe. No; I have no figures of that kind. They would be 
individual. You could not talk about it in general because each 
particular project would have its own factors. 

If the power facilities are underground, the cost would be greater 
than if they are overhead. If the sewers were large sewers and it was 
solid reck, built in solid rock, it would be more expensive than if it 
was not. Each individual project would have its own cost relation- 
ship. 

I do not think that you could generalize on making statements as to 
which would be the most expensive. 

Senator Hoitianp. And still Federal law has to generalize, if you 
want to use that word again, by laving down a system which seems to 
substantially or more nearly meet the average problem than any other 
system which we can devise. 

It occurs to me that upon checking up, and I have asked that the 
hearings and recommendations of the committees from time to time 
who have heretofore worked out this program for railroad relocation 
be studied, we may find that the Congress has felt that the cost of re- 
locating railroads would represent such a fair share of the entire cost 
of relocation of all utilities as to make the assumption of that particu- 
lar cost by the Federal Government a completely fair distribution to 
it of costs of relocation under this whole system. 

If you do have additional facts or can develop them, we will be glad 
to have them. 

Thank vou, sir. 

You are Mr. G. H. Se ve r, gene! ral attorney of the Metropolitan utili- 
ties district of Deis tha, Nebraska’ 

Mr. Sera. Yes, sir. 


Senator HoLtanp. Please proceed in your own way. 


STATEMENT OF G. H. SEIG, GENERAL ATTORNEY OF METROPOLI- 
TAN UTILITIES DISTRICT OF OMAHA, NEBR. 


Mr. Sera. I appear on behalf of the Metropolitan utilities district 


os tha. This district is a public corporation which was created by 
the State of Nebraska to operate the water and gas plants which had 
co: acquired by the city of Omaha. It serves the city and its adjoin- 
ing areas. Its revenues are derived from the consumers of gas and 
water. 


We have authority under a State law to lay gas and water mains in 
public roads and streets. Our rights in the streets are similar to those 
which privately owned utilities have under their franchises. 

The Nebraska Supreme Court has held that a utility which has ac- 
quired a right in the streets or highways, upon the strength of which 
it has expended money for its installations, cannot arbitrarily and 
without reasonable cause, be deprived thereof (City of Plattsmouth \ 
Nebraska Tels phone Co., 80 Neb. 460, and C ity of eaeee 9 . State of 
Nebraska, 115 Neb. 650, 214 N. W. 297, 215 N. W. 

The United States Court of Appeals, Eighth Cire ait. has held that a 
utility’s right to the use of streets under a franchise is a “property 
right,’’ in the nature of an easement, and although the exercise of that 
right is subject to the police power of the State, the grant cannot be 
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taken away arbitrarily (City of York v. Iowa-Nebraska Light and Power 
Company, 109 F. (2d) 683) 

Nevertheless, we now have a suit pending against the city of Omaha, 
and a contractor, for damages in the sum of $60,000 to our gas and 
water mains growing out of the construction of a new storm sewer, in 
which the defendants invoke the alleged superior right of the public 
to the use of the streets. While this case does not involve the travel 
ing public, the argument which is frequently made that its rights are 
paramount has been invoked. 

Senator HoubLaNpD. There you have two public acen¢ 1es whi h are 
nothing more than creatures of the people fighting with each other as 
to who shall sustain the particular loss. 

Mr SI IG. Yes, Sir. ‘| hat does not concern this ( ommittee 

Senator HoLLaNnp. But the money must be paid by the public out 
there, perhaps in different proportions, but the public itself is the only 
interested party, is it not? 

Mr. Sere. That is right 

senator HoLLAND It seems to me that it is verv clear that thre 
public out there must settle that problem, 

Mr. Serg. | say that in the next paragraph, Senator 

Senator HoLLaNnp. All right 

Mr. Serc. This committee is not, of course, interested in our family 
quarrels in Omaha. I have mentioned this specific case only because 
it illustrates the confused think iw Which has flowed from an. atte mpt 


to apply ancient common law COHNCeEHDLtS TO mod ry co rditio S 
ry. . : 
Text Writers, and some o1 thie ourts, have or sey ral years pomted 


out the absurdity of applving in these more enlightened times, the 
ancient maxim that “the King can do no wrong.’ The Congress 
rave heed when it enacted the Federal Tort Claims Act 


But the alleged superior rights, prerogatives, and immu V ot the 
sovereign are still i] voked \\ hen the {rave line pul ic decide S ton prove 
a road, and the hi rhway improvement requires retocation Oi gas and 
water mains, and other utility installations. Demands are made upo 


us to move and even reroute our installations, at the expense of the 
rate pavers. No sound reason for not charging such cost to the hich 
Wav improvement has been advanced We are simply told that our 
rights in the road, below the surface, are inferior to the rights of thos 


who desire to use the surface for travel. 

senator Hou iND. It is a right-of-way for al vad, is it not’ 

Mr. Srig. [tis a righ 

Senator HoLtanp. That is its primary use. 

Mr. NEG. That was the cone eption in the horse and bugey days 

Senator Hotuanp. Is that not still the conception when it is a road 
right-of-way and other utilities are Just given incidental ri 

Mr. Sera. | think the courts have come around to a more modern 
view, Senator, which is that the highway serves more purposes than 
travel. 

Senator HoLuanp. And that those other purposes overshadow thx 
use for highway purposes. 

Mr. Sera. No; they are each in there for a certain purpose and each 
must respect the rights of the other. 

Senator HoLttanp. The fact that it is primarily a right-of-way fot 
roads does not give highway purposes preeminence? 


of-wart fora road. 


rhts of use? 
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Mr. Lyons said that if the water and power plants owned by the 
city of Los Angeles had been required to pay for the cost of moving the 
utilities incident to the building of the Hollywood Freeway, it would 
have cost the city of Los Angeles—that is those two departments of 
the city of Los Angeles—$700,000. 

Jacksonville seems to have been discriminated against under that 
arrangement. In other words, out of Federal funds, in connection 
with the building of the Hollywood Freeway, $350,000 of Federal 
money is being used for the cost of moving utilities, but in Jacksonville, 
the people of Jacksonville alone are asked to pay that cost. That to 
me proves the point we are trying to make here, that only by an amend- 
ment such as has been proposed—that is Federal legislation which will 
work the same in all of the States, can this problem be met. 

If this definition of the word “construction” is changed as proposed 
in this bill then the same rule would apply on all the Federal highway 
projects in all the States and that is the only rule. 

The trouble today is that some of the courts in some of the States 
hold that when you lay gas-water mains, for instance, in the streets, as 
pointed out, you have a property right, the State cannot properly 
interfere and the cost of changing the highw: ay should be paid out of the 
highway fund. 

Other States hold to the old common law that wants you to remem- 
ber that the highway was for highway purposes and if anyone else 
uses it it is only in there by right of sufferance. The answer to that is 
in this bill. We should have a uniform system which will apply equally 
in all the States. 

Therefore, I urge that this bill be passed and it ean be done simply 
by redefining the word “construction” as to include the cost of re- 
locating these utilities, which is nothing more, Mr. Chairman, than 
the cost of the highway. The cost of the project. Just as the right- 
of-way includes the cost of the paving project. 

Senator HoLLtanp. That may be the sound position and that may 
later be the attitude of the Congress. I want to call your attention 
to the fact, however, that this legislation would not bring about what 
has been accomplished in the Los Angeles matter. 

Mr. Sera. No; it would not be retroactive. 

Senator Hottanp. No; and it would not be in the future because 
while it would require the Federal Government to pay half, it would 
not permit the payment by various State governments. The State 
laws are not in the situation which you state has now been taken by 
the California State law. 

Mr. Sera. I think in most cases they would. 

Senator Hotuanp. You just stated it was necessary to amend the 
law in California to bring about that result. I call attention to the 
fact that the mere passage of the law here does not bring about the 
uniformity which you are seeking. 

The second thing I mentioned—and it is no ban to the consideration 
or passage of this act—the second consideration that I mentioned is 
that automatically, the adoption of that provision will reduce the 
amount of mileage which can be constructed out of a given Federal aid 
furnished. 

Mr. Sera. I agree with your interpretation of the effect, as you ex- 
= it several times yesterday. It is going to do either one or the 
other. 
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Senator HoLtianp. In both particulars there is still a situation which 
is far from ideal, created by the enactment of this law. 

Mr. Srig. Yes, sir. As I say, that is a secondary consideration 
as I see it, Mr. Chairman, because the question is, is the cost of moving 
these utilities a proper part of the cost of improving the highway for 
public travel? Now that is the question. It either is or it is not. 

Senator Ho_ttanp. You have made that question very clear and I 
appreciate the clarity of your statement 

Now the question comes up whether or pot you are supporting 100 
percent Federal payment or 50 percent Federal payment 

Mr. Seria. Fifty percent, | have in mind merely the amendment 
down to section 3 (a We are not affected by (b) and I might say 
in that connection that we are solvent and we need no Federal help. 
Our metropolitan utilities district is debt free and has a surplus of cash, 
and our State is debt free. We are not asking for alms or anything of 
the sort. We are speaking for a principle; what is right and what is 
wrong, 

Senator HoLtiaNb. I want to ask you two questions in particular 
As to section 3 (b) what is your attitude with reference to it? 

Mr. Seig. I think as you indicated vesterdayv, it would cause a great 
d al of difficulty. , 

Senator HOLLAND. Because of nonuniformity? 

Mr. SEIG. Yes. The objection would be that that would flavor 
certain States which now have expensive projects and give them more 
money than other States and I think on that account alone the bill 
might be defeated. 

senator Hor LAND And would also require mandatorily the increase 
of Federal appropriations for work now under way, upon an agreed 
basis? 

Mr. Seria. Yes, sir. 

Senator Hoiuanp. All right, now with reference to section 2, I 
notice in your statement that you understand that that means that 
only 50 percent participation would be required out of Federa 
IT all CUuses., 





funds 
I call your attention to the wording of section 2, beginning witb 


l 


And provided further, That the entire cost of relocation and readjustment of 


utility facilities necessitated by the construction or reconstruction of any highway 


with funds made available under the foregoing provisions of this act may be 
paid from Federal funds. except that not more than 50 per centum of the right-of- 
way and property damage costs, paid from public funds, may be reimbursed ft 


Federal funds. 


Now I am advised by the members of our staff who have studied this 
carefully and studied the applications to present law, that formula 
and that wording would apparently require a double standard. It 
would pay up to 100 percent of the entire cost in the case or relocation 
that is not paid for by public funds, and not more than 50 percent of 
relocation that is paid from public funds. 

| am asking you to examine that statement and state your view 
into the record. 

Mr. Seria. I frankly have not studied the terminology of this 
proposed amendment with that in mind. My thought was that it 
was intended, regardless of what the effeet of this language might be, 
that the intention was that the cost of changing these utilities would 
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Mr. Sera. Fiulty percent; ves 

Of course as to whether it is publicly owned or privately owned 
that makes no difference. It all comes out of the pockets of the rate 
payers, Whether it is a private or public utility No one gets anything 
free. These gas-water mains have to be moved by a private utility 
and it is a part of their operational expense. It may be part of thei :' 
capital investment \t any rate, it eventually comes from the uset 
that utility. That is true with our publicly owned utility Wi 
operate just like a privately owned utility 

l was going to suggest in conclusion just one thing, Mr. Chairman 

Senator HoLLANp. Your point would not be true in either cas 


however, if the State allotted funds to earryv that 5 percent OL the 


relocation cost which Wo il | hot he | Oorne by the ke che re | Governn ent 


Mr. Ser It would come out of the gasoline tax money That is 
| { bal - { 
yvnere we thir K It ShHOULd Come trom 

On this section 8 (a) [ noticed the word ‘‘completed”’ ised 

| ' 1 | 

1} ‘ | 4 é } 4 é | ; 
[I would sueer i change to “undertaken ol On encead — mrsteat 
| Compt oq 
as , gor 
Senator Ho { ND That Is comp ely I wcwcord Wit 1) 10) 


your presentation up to this time 
Mr. Seic. Yes, si 


Senator HoLLANnp. In other wot ou are | ne to the fut 








514 FEDERAL AID HIGHWAY ACT OF 1952 


STATEMENT OF LEONARD Sisk, GENERAL MANAGER OF THE ELECTRIC POWER 
BoaRD OF THE City OF NASHVILLE 


Mr. Chairman and gentlemen of the committee, my name is Leonard Sisk. I 
am general manager of the Electric Power Board of the City of Nashville, which 
operates an electric distribution system supplying electric light, heat, and power to 
the city of Nashville and Davidson County, Tenn., comprising an area of almost 
600 square miles. 

This statement is intended to show the inequity of imposing the burden of 
readjustment and relocation of our utility facilities to accommodate highway 
widening, at the expense of the electric rate payers. 

Power is supplied to our system from the vast network of the hydro and steam- 
generating and transmission system of the Tennessee Vailey Authority. At the 
present time the power requirements for our system amount to almost 1 billion 
kilowatt-hours per year, about 50 percent of which is distributed to residential 
consumers, 

The st ructure of our rate schedu es, especially residential, is such as to encourage 
full use of electricity for residential utility purposes. At the same time, this rate 
ses of relo- 
cating utility facilities to accommodate highway widening and improvements, 
which we believe should be tax-supported rather than electric-rate supported. 





structure makes no provision for the payment of extraordinary expe 





It is conceded, of course, that practically all users of electricity use the Federal 
highways; inversely, it cannot be conceded that all users of the highways are 
consumers of electricity. For this reason alone, it appears that utility consumers 
are being asked to bear at least a portion of the expense of highway facilities for 
the use and benefit of nonutilitv users. 

The operation of the Nashville Electric Power Board system, while municipal 
in nature, requires in common with other types of utilities, the issuance of bonds. 
All of the bonds outstanding against the system, amounting to $15,850,000, are 
revenue bonds and the acts and ordinances underlying this debt, contain cove- 
nants as to disposition of revenues for the protection of bondholders. Quite 
obviously, expenditures for relocation of facilities on bighways are not capital 
expenditures to be met from the proceeds of the sale of bonds 


Since such charges do not add to the value of the bonded plant. the expense 
becomes an operating and maintenance expense which would deplete these funds 
otherwise pledged for other purposes 


highway improvement, 


t of readjustment of 
es on our system, could severely interfere with our financial operations, rate 
ures, etc., In the supply of almost 100,000 consumers, and prevent the pay- 
ment of a tax equivalent to the city of Nashville and Davidson County, of almost 
$500,000 annually : 


In view of the foregoing, it is conceivable that constant 


mostly wider ng, al { the continued imposition of the COS 
faciliti 
t 


struc 


Our electric power system. underground, substations and overhead lines, is 
carefully planned as far in advance as is reasonably possible. Authority for 
occupancy of the streets and highways is contained in legislative acts, franchises, 


and ordinances Wedo not believe it re asonable or proper for the se facilities to be 
onstantly changed at its own expense, to accommodate highway changes, over 
rather than 


which it has no control, and which impose a burden upon rate payer 
taxpayers, Where it rightfully belongs. 

Senator HoLtLtanp. The same will apply to the statement prepared 
by Mr. Leon Gilbert, chairman of the Electric Power Board of the 
City of Nashville, Tenn., who could not be present. His statement 
also will be incorporated in the record. 

(The statement referred to follows: ) 


STATEMENT OF LEON GILBERT, CHAIRMAN OF THE ELEctTRIC PoWER BOARD OF 
roe Ciry oF NASHVILLE, TENN 


Mr. Chairman and gentlemen of the committee, mv name is Leon Gilbert 
I am chairman of the Electric Power Board of the City of Nashville, Tenn. 

My statement will attempt to give vou a historical background of the electric 
distribution svstem servi 97,000 metered customers in Nashville and Davidson 





Cour ty, Tenn , and contiguous counties This municipally owned electric dis 
tribution system holds by grant of the State an unlimited franchise over, under 
and above all public thoroughfares. This municipally owned distribution system 


was not organized nor is it doing business for profit. This statement will further 








eA N AT  —  N ra ae= 





FEDERAL AID HIGHWAY ACT OF 1952 515 


~_ 
a 


conclusively show that this distribution system cannot legally meet the cost of 
relocating its facilities to accommodate Federal projects. Both by law and by 
contract the revenues derived from the operation of the system can only be 
used for certain purposes. 


STATEMENT OF THE BASIC LAW PURSUANT TO WHICH THE ELECTRIC DISTRIBUTION 
SYSTEM IS OPERATED AND PURSUANT TO WHICH IT WAS ACQUIRED 


Chapter 262, Private Acts of 1939 created the Electric Power Board of the City 
of Nashville, and prescribed the powers and the duties of the board. The boara 
is an autonomous board and h lusive management and control of the opera 
tion of said svstem Rates for ‘ le etric service are fixe d In conformity, With the 
resale rates which the city of Nashville is required to charge under or by reason 
of the citv’s contractual obligation with the Tennessee Vallev Authe ritv, ana 
all other respects in conformity with the contract executed by the city of Nash 
ville with the Tennessee Valley Authority. 

Sections 24, 25, and 26 of chapte r 262, private acts of 1939 of the General A 


sembly for the State of Tennessee, as amended provide that the city of Nashvill 


acting by and through the electric power board of said city, may have outstand 


at any time bonds not in excess of $20 million for the purpose of acquiring, ete 











an electric power plant and/or distribution system, provided not excee: r $12 
million in the aggregate of said bonds may be general obli 
Nashville, and any remaining bonds over and above that he 
total amount authorized, shall be revenue bonds. The act at 
the revenue bonds shall be pavable only out of the revenues 





bution system, and that the general obligation bonds, if 
general obligation of the city 


Only revenue bonds in the amount of $15 million were issued with which to 
purchase the electric distributior system Subsequer thy $12 million addit Or al 
revenue bonds were authorized, of which $8,500,000 have been issued and short 
term notes in the amount of 82.500.000 have been issued. The present total 
outstanding indebtedness is $15,850,000 in revenue bonds and $2,500,000 in short 
ter! revenue notes 

Section 23 of said a requir hat revenues derived from the operatio 
shall be applied and used only as follow 

a Revenu hall first be u { pavme of all current operatit expel 





iterials and supplie 

st Of repairs and all ¢ I 
) 

( rr tly nro 1; © 

{ » the pr ain bThtc 
ner it lebtednes i 

here will be pa 11 ( 

{ ie a su ifficient to pay 
such interest as the same comes du and to pay and d charge the principal of said 
bonds promptly at maturity, and all of which shall be kept by the treasurer « 
citv of Nashville in a separate sinking fund 

After making provisions for iten a) and (b) the remaining revenues shall 
be used currently to set up reasonable reserves but not more than is sufficier 
replacement, depreciation, extensions or new construction for contingencies, and 


to provide a reasonable amount of cash working capital 

Thereafter and from remaining revenues, the board shall pay into the general 
fund of the citv of Nashville a return on its investment as authorized and per 
v the contract of the citv with the Tennessee Valley Authority, and also 








a tax equivalent, in amount to be determined by application of the prevailing 
municipal tax rate to the value of the property used by the city and said board 
in electric operations, and which tax equivalent may be increased bv the board 
in its discretion, so as to provide a similar tax return for the State or anv count 
as may be permitted, provided or required by the contract of the of Nas! 
vill ith the Tennessee Valley Autho \ 
All remaining revenues shall be considered surplus and shall serve i 

basis for reduction or elimination of surcharges and/or iction of rates 

Pursuant to chapter 262, private acis of 1939, and pursuant to the Tennesse 


Valley Authoritv Act of 1933 (48 Siar. 58, 16 UL S. ¢ secs, 831, et sec 1940 





ween Commonwe 


DV and be 
lev Authority, citv of Nash 


rennesse¢ Val \ } of Na 2 
1939. reeorded i ook 1127. page 1. of json Ce 
I I Phe cond Oo! f the contra { 
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12 months ending December 31, 1951; the historical cost-plus net additions has 
increased from $8,665.382.58 to $30,678,047.18. Since the rate per kilowatt- 
hour sold to metered customers is inverse to the i increase in number of kilowatt- 
hours, the margin of operation of the distribution system is much less per customer 
per kilowatt-hour than formerly. 





CONCLUSION 


Although it seems to be repetition, we are constrained to emphasize the fact 
that the Federal Highway Act of 1944 and subsequent acts amendatory thereof 
discriminate against subscribers of ee water, gas, sewer, telephone, and other 
nonrailroad utilities whether publicly or privately owned. It appears to us that 
the injury which these subscribers are ‘onmle ‘ring obviously was not intended by 
Congress, and results from what must have been an inadvertent omission from 
the act This deficiency in the act can and in equity and fairness should be cor- 
rected by a simple amendment. There are others who have appeared and who 
will appes ir before this committee to point out this deficiency in the act and reasons 
ahs in equity and fairness it should be corrected. The testimony of these 
witnesses is known and fully ap preciate ‘d and therefore is adopted by the city of 
Nashville, acting by and through the electric power board of said city, as its 
testimony as fully as if the same were incorporated herein. 

The relief sought should be granted because the city of Nashville, acting by and 
throug gh the electric power board of said city, has no right to expend funds for 


read} stment of existing facilities to accommodate a highway project. If the 


fur i are diverted from the revenues of the electric distribution system it would 
violate the contract which the citv has entered into with ee Tennessee Valley 
Authority and it would violate the letter and the spirit of the Tennessee statutes 
and certainly the spirit of the Tennessee Valley Authority Act. The costs to 
accomplish the readjustment of the facilities to ne tye eae the Federal-aid 
projects cannot be unlawfully diverted from the funds of the distribution system 


which are wholly derived from the operation of said clam As a result of the 
legal prohibition, apart from the equities of the situation, the electric power board 


is forced to resist in court each successive attempt to impose such financial burden 
upon if 
We thank you for hearing us and for your consideration. 


SCHEDULE OF RATES 


Anpended to the original contract between the city and the Tennessee Valley 
Authoritv, as schedules A-1 through B-5, were detailed and definitive schedules of 


rates In substance these schedules are as follows: 


Schedule A-1 
Wholesale power rate 

The charge for w holesale power to the citv of Nashville bv the Tennessee Valley 
Authority is based upon a demand charge of $0.90 per kilowatt of demand per 
month and an energy charge of 4 mills per kilowatt-hour for the first 100,000 
kilowatt-hours consumed per month; 3 mills per kilowatt-hour for the next 200,000; 
2.5 mills per kilowatt-hour for the next 700,000, and 2 mills per kilowatt-hour for 
the excess over 1,000,000. 

Charge for any energy in excess of 360 times the total measured demand is 
subject to a reduction of 0.5 mill per kilowatt-hour from the applicable rate. 
Demand is determined for any month as the highest average load during any 
60 consecutive minute period during the month. Provisions are made for billing 
and allowances for adjustments, so that the energy charge shall be 2 mills per 
kilowatt-hour, for energy sold by the city under residential resale schedule at 4 s 
mills per kilowatt-hour. Rates are based upon single delivery and metering point 
and at a single voltage. 

Schedule B-1 
Standard residential rat 

Service is available to all residential customers served from local alternating 
current systems and is purely for residential purposes. This rate does not apply 
to institutions such as clubs, fraternities, boarding houses, or semibusiness con- 
cerns. The service provided is alternating current approximately 60 cycles, 
110 or 220 volis; single-phase, 2-wire or 3-wire; or 3-phase, 3-wire or 4-wire 


Single-point delivery is provided and provision is made for a surcharge, if con- 
sidered necessary by the city. 
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The rate for this service is 3 cents per kilowatt-hour for the first 50 kilowatt- 
hours consumed per month; 2 cents per kilowatt-hour for the next 150; 1 cent per 
kilowatt-hour for the next 200; 0.4 cent per kilowatt-hour for the next 1,000, and 
0.75 cent per kilowatt-hour for the excess over 1,400. Minimum monthly bill is 
$0.75 per meter, and the foregoing rates are net and, in event of nonpayment 
within 10 days, a gross rate of 10 percent higher applies 

Schedule B-2 


Basic small lighting and power rate 
‘his service is available to all commercial and small nonresidential customers 
with demands not greater than 20 kilowatts Customers with greater demand are 
B 3 ‘I his service is the same character of ser\ ice as pro- 

vided under schedule B l. 
Demand is determined as being the highest average load during any 
period in the month and will be measured for all customers having a 


billed under schedule 








lighting, heating, and power load in excess of 10 kilowatts The mini 

for 10 kilowatts or less is Sl per meter and is inereased at $0.50 per ki 
measured demand in excess of 10 Single-point delivery is provided: and event 
of nonpavment within 10 days a gross rate is applied and is 10 percent greater than 
the following rates, W! ich are net: 

The rate for 10 kilowatts or less is 3 cents per kilowatt-hour for 150 kilowatt- 
hours per month or less; 2 cents per kilowatt-hour for the next 350 kilowatt-hours 
1 cent per kilowatt-hour for the next 1,500 kilowatt-hours, and 0.8 cent per kilo- 
watt hour for excess over 2 000 

The rate applicable to customers having demands of more than 10 ki s, 
but not more than 20, is 3 cents pel kilowatt-hour for first 15 hours use of measured 
demand; 2 cents per kilowatt-hour for the next 35 hours; 1 cent per kilowatt-hour 
for the next 150 hours, and 0.8 cent per kilowatt-hour for excess over 200 hours 
use of measured demand, 

HEI EF 


Basic large lighting and power rate 


This service is available to all commercial and industrial and nonresidential 





users whose demands exeeed 20 kilowatt hours in anv month The service is 
alternating current, single or 3 phase, 60 eveles. Supply of voltage is detern 

able by the ecitv on the basis of availability Demand is to be measured at 
point of delivery and is defined as the highest average load during any 30 minut 
period during the month, but not less than 10 kilowatts. The demand charg 
may be adjusted, if the distributor deems necessary to correct for power factors 


lower than 85 percent, in order to bring demand charge to equivalent percentage 
of power factor. Charge for energy in excess of 360 times demand is subject to 
reduction of 0.5 mills per kilowatt-hour from applicable rate Minimum billing 
is based upon an annual charge of $6 per kilowatt of highest measured demand in 
any month of each vear of service, and the minimum monthly bill during service 
period may not be less than 50 pereent of demand charge for highest demand 
during preceding 11 months. Contracts are required for this service with a 
minimum 1 year period. Single point delivery is provided, and a gross rate of 
10 percent higher than the following, which are net 

Rates under this schedule consist of a demand charge of $1 per kilowatt for the 
first 1,000 kilowatts of demand per month and $0.90 per kilowatt for the exeess 
over 1,000 Also, an energy charge for customers on an annual basis of 8 mills 
per kilowatt-hour for the first 15,000 consumed per month; 6 mills per kilowatt- 
hour for the next 25,000; 4 mills per kilowatt-hour for the next 60,000; 3 mills 
per kilowatt-hour for the next 400,000; and 2.5 mills per kilowatt-hour for the 
excess over 500,000. 

Customers on a seasonal basis pay 10 mills per kilowatt-hour for the first 10,000 
consumed per month; 6 mills per kilowatt-hour for the next 25,000; 4 mills per 
kilowatt-hour for the next 65,000; 3 mills per kilowatt-hour for the next 400,000, 
and 2.5 mills per kilowatt-hour for the excess over 500,000, 


SCHEDULE B-4 
Direct current service 
Service under this schedule shall be rendered only to existing direct-current 
installations of present customers. Billing shall be under the appropriate li 
and power rate. The small lighting and power rate schedule B—2 shall be applied 


to the present direct-current installations of 30 horsepower or less and the large 
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STATEMENT OF T. W. BRAY, JR., ADMINISTRATIVE ASSISTANT 
TO THE GENERAL MANAGER OF THE ELECTRIC POWER BOARD 
OF THE CITY OF NASHVILLE, TENN, 


Mr BRAY Mii Cr airman ana ntl el ) he ¢o 
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fact that every Federal highway entering Nashville passe through 


+ ll } | : 
our underground area, it naturally follows that anv improvement to 
such highways will, in the future, as presently and as in the pa 
create a financial as well as an engineering and construction probl 
to our organization, in that we are called upon to readjust our facilitic 
it our own expense to accommodat Sind pro 

In the past it has been extremely diffieult and expensive to make 
these readjustments to accommodate these Federal project Lule 
he traffie load on tl Federal highwa ind our obligation to cor 
tinue uninterrupted service to our customers Some of sara re ist 
Crit h ve to be 1! cle pDero;re etual work 1s be ith OF thie hi iV 
ware trathie conditions t ce the tilit to wor it ni to “ 
I teriall Wading’ to the cos rf ich WoO! 

fhe substations, bot! primal al aistripbution ire lo t¢ I 
It Ss where the power load 1 Heaviest hye ) l hea est where 
there Is oncentration of buildings either commercial or residential! 

ere ( I of our substations and thre DO ‘ Lihé enrverl These 
st etures ré either on Federal | hw S Of Os( 

It follows that subtransmission and distribution pole lines will e¢ 
tainly be involved in any major highway project. This has bee 


ery expensive in the past and it is reasonable to expect that im the 
future Federal highway designs for modern roads could easily require 


that a station or a part of it be moved, rearranged or readjusted to 
iwcommodate these Federal projects \gain on ayo! problen S a;re 
presented to the utility as already outlined 


Nashville LS ceographicalls located where main north south hich 


Wavs and main east-west highwavs meet and eross each othe With 
the increasing traffic load, requirmg modern improvements, the but 
den of rearranging or readjusting utility equipment to accommodate 
the Federal projects could become unbearable to certain utilities 
operating under restrictive regulations in force in some seetions of 


our countr 
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This matter is vital to the continued operation designed to give 
the best of service to the most customers. On our system, serving 
an area of about 600 square miles, we have more than 97,000 customers, 
of whom over 14,000 heat their homes electrically; we have over 
9,000 miles of lines; 19,000 transformers and 65,000 poles. It is 
obvious from all of these facts and figures why we are so greatly con- 
cerned that the committee carefully consider this matter. 

These observations and conclusions are the result of 30 years of 
experience with a power utility and represent my sincere convictions. 

There are two other points I would like to make that have come to 
me since this hearing started. 

One is how unfair it is to the utilities for them to have to rearrange 
their facilities, and the railroads are being paid for removing grade 
crossings and relocating things of that sort. 

It is eee that the act was created and passed to reduce 
hazards at grade crossings. Certainly with the number of utilities 
adjacent to the pavement or adjacent to the Federal highways, it is 
reasonable to believe that they create, unless properly located, hazards 
creater than the few number of railroad crossings that are involved in 
the rebuilding of any Federal highway. 

Certainly power lines that are not properly located, manholes that 
are not properly located, sewers, catch basins, and things of that sort 
would create a major hazard to the motoring public. 

The next point is that in preparing an estimate for the construction 
of a highway, a powerhouse, & transmission system, or any engineering 
proble m of that sort, that estimate includes a number of things. 

Certainly when a highway is being designed and the budget is pre- 
pared by the Bureau of Public Roads, they have to take into con- 
sideration that certain things are variable. The cost of cement, the 
cost of sand, the cost of asphalt; and while they vary in different sec- 
tions of the country, so would the cost of relocating utility facilities 
vary in various sections of the country where there is concentration in 
some places and where there is space in other places. 

It seems to us from an engineering standpoint that the item of re- 
locating and rearranging utility facilities should be included as an 
item in the estimate of budget just as so much sand, stone, or what 
might be used in building that project. 

Senator HoLLANpb. I have one que stion before you cone lude, 

Do you favor the 50-50 participation of the Federal Government in 
these relocations? 

Mr. Bray. Mr. Chairman, I will have to let some member of our 
Board of our legal staff answer that. I have approached this simply 
from an engineering angle. 

Senator HoLLanp. It makes a good deal of difference whether the 
Federal Government is responsible for 50 percent of the cost or 100 
percent of the cost of relocation. Do you understand it one way or 
the other? 

Mr. Bray. I think that the utility should be reimbursed 100 percent 
for the rearrangement and relocation. 

Now, the method of dividing that cost is something that I think 
our legal department will have to answer. 

Senator HoLtuanpb. All right, sir. 

Mr. Scoggin. 
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STATEMENT OF V. G. SCOGGIN, DISTRIBUTION ENGINEER OF 
THE ELECTRIC POWER BOARD OF THE CITY OF NASHVILLE, 
TENN. 


Mr. Scocain. I am distribution engineer of the Electric Power 
Board of the City of Nashville. Iam in charge of the engineering for 
the construction, maintenance, and operation of the overhead distribu- 
tion system. 

My statement deals only with the readjustment costs of the over- 
head electric facilities made necessary by the highway program under 
the Federal-Aid Road Act. The projects to be covered comprise 
only those which are now under contract or which are contemplated in 
the near future. 

The electric facilities which exist now on these various projects are 
in excellent physical and operating condition according to established 
standards within the industry and in no way will they be improved by 
reason of their readjustment. Contrarily, some of the necessary 
rerouting will increase the amount of plant installed, thereby inereas- 
Ine the maimtenance and operation and cit creasing the over-all 
efficiency 

The Nolensville Road-Thompson Lane project consists of the 
installation of 133 poles in new locations which are on the average of 
13 feet from the existing poles which will be removed after the trans- 
ferring of existing circuits and associated equipment. 

This project covers 3.47 miles on which we are affected and is a 
portion of a 90-muile cross-State over-all project. The readjustment 
costs willbe $29,417. 

Senator HoLLANp. What kind of aid is Nolensville Road? 

Mr. Scoaary. It is primary aid 

The Polk Avenue project consists of the installation of 18 poles In 
new locations which are on the average of 12 feet from the existing 
poles which will be removed after transferring the existing circuits 
and associated equipment. 

This project covers 0.41 mile on which we are affected and is a por- 
tion of an 0.80-mile main highway link or cut-off. The readjustment 
cost will be $3,738.65. 

Senator HoLtLaNnp. Is that primary, urban, or secondary? 

Mr. Scocerin. I imagine that is secondary. It is a link between 
two primary highways. 

The Victory Memorial Bridge project consists of the raising of one 
double-cireuit steel tower, reworking one four-circuit steel tower, 
removing three single-circuit steel towers, and moving the location 
of one four-circuit steel tower; the installation of 16,400 feet of new 
pole-line circuits and the removal of 13,500 feet of existing pole-line 
circuits. 

This project takes in the main route of the feeder lines from one of 
our main substations and makes it necessary to completely reroute 
these facilities as well as raising the main tie line from our source of 
supply from the TVA. 

The readjustment cost will be $87,740. This figure does not include 
any readjustment costs to be required on the complete revamping of 
an extensive area adjacent to each approach; this portion being still 
in the planning stage. 











S tor Hottanp. What system ts that project mn? 

\I SCOGGIN | es rl ot 

The West in 1 Avi le pr je t consists of the ins tallation of 10) poles 
In new lo tions which are on the avera re of 9 feet from the existing 
pole which will be removed afte the transferrine of existin - eireuits 
2nd Asso ited ¢ ui ynent 

This project covers 0.57 mile on which we are affected. The read- 
} f ) | he $6 911 50 

. LO! [] 1) What lj d of a proj t. is that? 

\lr SCOC( \ Mh it is an urban project 

lt isone of m\ duties as di tribution encines r to supervise the prep- 
aration of plans, specifications, and estimates for projects such as this 
and. to the best of m knowled : the stated estimates are reasonable 
and in accordance with standard engineering practices within the 
utility industry 


Thi Sse proyects are only those lnice r consideration al the present time 


but due to the central location of Nashville, Tenn., with its hichway 


system and the increasing number of vehicles in use, more and larger 
projects will be mn the offing. We, as a municipal system, are in no 
DOSITIO! econon illy to bear this burden loeall on projects for the 
benefit of all of us nationally 
Senator Ho AnD. What is this vou have attached in the folder? 
Mr. Scoaarn. Attached is supportine data for these four projects 


Senator HoLLAND Chat will be received for the information of the 
committee, but not meorporated m the pl nted record 
] 


The information referred to will be found in the files of the Sub- 


comm »on Roads 


Mir. Scoaerx. I have some additional thoughts that I would like to 

I)! =~ 

I am an engineer and being only an engineer IT came to this hearing 
vith th statement of the local problem based on existin r conditions 


In COMDArISON W th SOme of the other fre ts brought out here. Some of 


our projects seem quite trivial but all of them make up a sum total 
shown as laren tO Us 
It ismy understanding that after hearing the testimony of the other 


} ‘ Ojro- 1 
ntleman preceding me, it is st ll my OpmM1on that S. 2585 is the answer 
to this Nation-wide problem. 

Most of the previous witnesses have been asked, “How do you 


’ 
propose that this bill tal 


ce care of existing projects? 

This is, gentlemen, purely an extraneous question. Under present 
provisions of the Federal Road Act, utilities here represented, as well 
as many others, are being discriminated against when we look at the 
treatment accorded the railroads 

All we want is equality and T am sure that existing projects can be 
handled in the same manner as any other feature of the appropriation 
This is a legislative probiem 

In order that this might be done, the Federal Road Commission, 
and only the Federal Road Commission, is in a position to ascertain 
the cost Only thev know the sum total of projects and their locations 

lt is a simple matter for the various State highway commissions to 
stimates of cost on each of their projects from the utilities 


Secure 


t 
affected and submit them to the Bureau of Publhie It wads fon compila- 


t10n. 
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Krom then on it is a matter of taking care Oot these overlooked eos 


inh the same manner % 
Ty 


is any other increase in cost of construction. 
] 1 
A 





it seems to me, only as an engineer, the only fair wav to solve any 
problem involving equality is to Start as soon as possible, which in 
this case means taking care of present projects In the loeal Vstem 
of Nashville, untold millions of dollars have already been spent by the 
electri power board in moving facilities to make wavy for Fed ul 
projects 

In other words, operating revenues from the relatively few tho 
sands of utility customers have been used to buy highway facil 
for the use of millions.of motorists This has created national DD 
lems in the past and has now become of such magnitude that we art 
asking for relief and equalization as provided by S, 2582 


Thank vou 
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How do vou differentiate between that which you have just paid and 
that which you may have to pay in the near future, unless there is 
some change in the basic legislation? 

Mr. Scocarn. Well, there is no difference except that you are going 
to have to start somewhere. 

Senator HoLttanp. Of course, the difference between starting imme- 
diately and starting with projects entered into after the adoption of 
the amendment would be that the latter course does not affect or 
attempt to throw out of balance the present established method of 
distribution out of Federal-aid funds, whereas, if you start on current 
projects with a néw authorization and new appropriation, it would be 
added to the Federal-aid appropriation and distributed only to those 
places where Federal projects are under way and you do have a mate- 
rial departure. 

The only thing that differentiates, it seems to me, these current 
projects from the ones just completed, is that the ones just completed 
have already been paid for by the local utilities and they are anticipat- 
ing with apprehension payment for these others in the near future. 

The only other particular in which there is any difference is that the 
degree of departure from the present structure would be enlarged if 
there were taken into consideration projects paid for in the past 
because more money would be involved. 

Mr. Scocarn. That is true. 

Senator Hotutanp. As far as the principle is concerned, it is very 
hard to differentiate between the current ones and those already com- 
pleted, is it not? 

Mr. Scocain. That is quite true. Of course, you cannot go back 
very far. 

Senator HoLttanp. Why not? 

Mr. Seocern. Of course, vou could. I mean it is not an impossi- 
bility. 

Senator Ho_ianp. You mean it is just not a part of wisdom? 

Mr. Scocarn. It is not practicable to go back any further than 
those under way now. 

Senator HoLLaANp. But vou think it is practical to disarrange the 
established method of distribution of Federal-aid funds by making 
this applicable to current projects and by requiring a special and addi- 
tional authorization and appropriation? 

Mr. Scoaarn. I think so. 

Senator HoLLanp. Which would be distributed not in accord with 
established system, but solely in accord with the current need. 

Mr. Scocain. That is correct. 

Senator HoLtaNnp. That is a point of view which I think those who 
support subsection (b) of section 3 must take. I think you have been 
entirely frank about it. 

I have one more question I want to ask you. If you look at section 
2 of the proposed act, vou will notice that part of it envisages the 
repayment of the entire cost of relocation of utility facilities out of 
Federal-aid funds and part of it envisages payment of only 50 percent 
of that cost. That is where there is payment out of public funds, such 
as a city, a utility board, a water district, or something of that kind 
that is involved. 

Mr. Scocetx. Tam in favor of the same treatment extended to other 
utilities under the act at present, which is the railroads. I see no 
reason for giving them any special attention. 
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Senator Hottanp. The cost for the railroads is paid 90 percent by 
the Federal Government and 10 percent by the railroads. 

In the case of other utilities, there is a distinction depending upon 
State law. 

You heard the witness a few moments ago, Mr. Seig, state that under 
the existing State law of California 50 percent of the cost of relocating 
municipal facilities, or what amounts to municipal facilities for utilities 
in Los Angeles, Is being paid by the Federal Government and 50 per- 
cent by the State government 

Now, which treatment is it that you want for your utilities, treat- 
ment that is the same as in the case of the California situation mad 
possible by California State law, or treatment that 
treatment of railroads under the Federal law? 

Mir. Scoaein. I would be in favor of the same treatment as to the 
railroads under the Federal law 

Senator HoLLANb. In other words, it is your position that so far as 
the States are concerned, and so far as the local units of government 
are concerned, and so far as the consumers who patronize the utilities 
are concerned, there should be no contribution whatever to the cost of 
relocating utility facilities: that they should be paid entirely by the 
Federal Government, or at least to the degree now being paid in the 
case of railroads? 


is the same as 


Mr. Scocain. That is my personal opinion on the matter; ves, sir 

Senator HoLuaNb. In other words, that the whole Federal-aid 
structure should be so changed as to relieve State and local agencies 
from any responsibility at all in connection with the payment of thi 
cost of relocating utilities? 

Mr. Scocarn. If that is the same as the railroads; yes, sir 

Senator HoLLANp. You understand that that would be a complete 
departure and complete change from any philosophy which has existed 
heretofore with reference to Federal aid, which has been that the 
Federal aid simply exists to aid the States and to the degree stated in 
the bill, in cost of construction. This would mean, instead of State 
or local units of rovernment paving these parti ular costs, the Federal! 
Government would have to assume them. You recognize that that 
would be a very great change in the whole approach to Federal-aid 
legislation, do you not? 

Mr. Scocain. There is an interpretation of section 2 

Senator HoLLaNnpb. That is what you favor? 

Mr. Sx OGGIN. Yes. 

Senator HoLLanp. Very well. Thank you, sir. Congressman 
Davis? 


STATEMENT OF HON. GLENN R. DAVIS, A REPRESENTATIVE IN 
CONGRESS FROM THE STATE OF WISCONSIN 


Mr. Davis. Mr. Chairman, in order that your committee members 
mav be informed of the attitude of the State Highway Commission of 
Wisconsin toward 8, 2585, and in particular how it may affect existing 
State laws and highway policies, | wish to submit for the record the 
following letter from Mr. O. J. Hughes, secretarv-commissioner for the 
State Highway Commission of Wisconsin, Madison, Wis 
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FURTHER STATEMENT OF HON. HAYDON BURNS, MAYOR-COM- 
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Mayor Burns. That is correct, sir, and, as I said yesterday in my 
closing statement, this is not something new; it is not establishing a 
precedent; it simply is trying to have the Congress enact into law that 
which is already provided under certain provisions through Adminis- 
trative Order 300. 

Senator Hottanp. And through the provisions of State law in 
various States. 

Mayor Burns. That is correct. 

[ may submit to you, sir, that if the provisions of this bill were 
made to conform with the wording of section 3 (b) of memorandum 
300 of the Public Roads Administration, in instances where the State 
road department, for the reason of not having funds available or other 
reasons, was unable to put up its 50 percent of the total cost, that that 
50 percent could come from the subdivisions. That might be in 
advances against gasoline taxes or any other financial manipulations 
that could be agreed upon between the subdivision and the State 
itself, 

Senator HoLtLaNnp. I think your testimony today is a material addi- 
tion to the record. As I understand it, you feel that with reference to 
pending or current projects the standard method of matching should 
be made available 50-50? 

Mavor Burns. Yes, sir. 

Senator HoLLtanp. With reference to section 2, you also feel that 
that standard method of matching 50-50, or whatever it might be, 
should be applicable to the entire field covered by section 2? 

Mavor Burns. Yes, sir. 

Senator Hotianp. There should not be any difference between one 
class of utility facilities and the other? 

Mayor Burns. That is correct, sir. 

Senator HoLianp. Your third point is that vou think the committee 
might well take note of the existing provisions in regulation 300 of the 
Bureau of Public Roads, as the same has been adapted to the present 
legal situation in the varving States? 

Mayor Burns. That is right, sir. 

I want to emphasize that my policy or my approach to this is not 
different in anv of my testimony today than it was vesterday. I sim- 
ply stood corrected on the wording of the act as written, but I think 
it would be well for your subcommittee to consider rewriting that 
phase of the proposed amendment. 

Senator HotiaNnb. | think that is a very sound position. It would 
be very hard at least for the chairman to distinguish between current 
projects and those not current as to the degree of contribution which 
they could properly expect from the Federal Government. 

It would be very difficult, too, for the chairman to distinguish 
between utilities from the standpoint of whether they were privately 
owned or locally owned by public units of government. As to whether 
or not they were entitled to participate 100 perceat or 50 percent 
under Federal distribution, it seems to me equally as to all utilities 
that the Federal Government should have the same obligation, if they 
have any obligation. 

The sole question would then remain whether or not the main por- 
tion of the relocation costs of utilities should rest against the State 
governments under State laws, or just general funds to local units of 
government, or against the particular funds created by the payment 
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of bills of consumers who consume or utilize the particular utility. 
That is a question of detail. However, the measure of federal par- 
ticipation should be exactly the same regardless of how the utility was 
financed or owned. 

Mayor Burns. Could that not be accomplished, sir, simply by 
amending the definition of ‘‘construction’’ so as to include the moving 
of utilities along with rights-of-way, and the balance of the provisions 
of the act then would remain as they are now. 

Senator HOLL iND. Perhaps so. It would appear though from the 
testimony that has come out today both from you, Mr. Seig, and 
others, that in the event the committee should decide to report the 
philosophy of this measure favorably, a considerable rewording of the 
whole measure would be required. 

Mavor Burns. Thank you, sir. 

Senator Hotitanp. | have one other witness listed here. Mr. 
Harry B. Shaw of the Washington Suburban Sanitary Commission 


M e. Shaw 


STATEMENT OF HARRY B. SHAW, CHIEF ENGINEER, WASHINGTON 
SUBURBAN SANITARY COMMISSION 


Mr. Suaw. Mr. Chairman and members of the committee; my 
name is Harry B. Shaw and I am chief engineer of the Washington 
Suburban Sanit: a4 Commission. This Commission, which was 
created in 1918 by the General Assembly of Maryland, constructs, 
maintains and operates the water and sewerage systems, and to a 
more limited degree the storm drainage and refuse collection and dis- 
posal systems within the Washington Suburban Sanitary District, 
an area of some 203 square miles in Prince Georges and Montgomery 
Counties, in Maryland surrounding the District of Columbia. The 
area within the jurisdiction of the Sanitary Commission is shown on 
the attached map, 

When the Commission was created, the development of the area 
was much less extensive and of a differe ‘nt character from that which 
now exists. For instance, when the Commission started to function 
the area of the sanitary district was 95 square miles and the popula- 
tion was 32,000. ‘Today the corresponding figures are, as aforesaid, 
203 square miles and an estimated population of 315,000 

It was realized shortly after the Sanitary Commission began to 
function that the area would undoubtedly greatly develop and that 
consideration would have to be given to a future highway plan to 
adequately serve the needs of the area and to the widening of existing 
highways and highway grades which would meet the needs of modern 
traffic as then understood. As a result the Commission worked up 
a highway plan for the area and prepared its construction plans so 
that its structures would be located to alinements and depths which 
would conform to the requirements of the then foreseeable modern 
highway construction. 

This work was later taken over by the Maryvland-National Capital 
Park and Planning Commission, but the Commission has continuously 
prepared its construction plans so that its works would be built to an 
approved alinement and grade. 

This plan in general has worked out very well. However, the 
greatly changed concept of highway planning brought about not only 
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by the increasing demands of local traffic, but to also those of major 
highways forming an integral part of a national highway svstem, 
have necessitated costly relocations, lowering and changes in the 
Commission’s water and sewerage systems, and created storm-drain- 
age problems which it was impossible for anvone to anticipate. 

A striking example of this is the current improvement of Georgia 
Avenue extended into Maryland, which it is estimated will cost the 
Commission $32,575 for the necessary changes that it makes in its 
utilities structures. 

In addition, the Commission has agreed to contribute $283,000 
toward the cost of storm-drainage construction made necessary by 
this highway project. In past vears the Commission spent $15,122 
and $5,333 in two instances in this vicinity for changing its structures 
to conform to the requirements of Federal-aid highway projects. 

It is to be emphasized that for nearly 30 years an intelligent and 
consistent effort has been made by the Commission to construct its 
works in the Maryland suburbs of Washington so that few changes in 
them would have to be made at a future date as a result of highway 
changes. It is, of course, impossible to construct utilities vears in 
advance so that they will not have to be changed as a result of later 
major highway construction. At the time of the installation of the 
utilities even the locations of many of these highway changes are not 
known, much less the requirements as to right-of-way widths, grades, 
grade separations, and drainage. 

It is to be borne in mind that the changes in the Commission’s 
structures made necessary by this major highway construction do not 
benefit the Commission and generally impose additional burdens 
upon it as a result of the elaborate ni ture of the highway construction. 
The cost of the utilities is returned to the Commission by the levying 
of front-foot benefit charges upon the seekaeotaah abutting them and 
said benefits when once levied cannot be changed. 

The leet al cost to the Commission as a result of the changes 
in its utilities necessitated re these highway projye cts has to be secured 
by imposing an additional burden upon the area in the way of an ad- 
ditional tax or by inereasing the Commission’s charges for service 
to its consumers who are already sharing in the general cost of the 
highway work to the Federal Government. 

It is therefore grossly unfair to impose an additional burden upon 
them to pay additional utility charges for which they are not receiving, 
as far as utilities are concerned, any additional benefit. Tf the utility 
makes changes in its structures to improve its service to the public 
it bears all of the cost without question. Why should not the same 
reasoning apply to highways and the highway “HS v bear all, not 
part, of the cost of the changes brought about then by the highway 
construction? 

Qn the attached map are delineated the present and, as furnished 
by the local planning agency, the future Federal-aid highway projects 
in the sanitary district area in Marvland surrounding the District of 
Columbia. When it is realized that this veritable network of Federal- 
aid highway projects overlies an area in which the Commission already 
has constructed over 1,000 miles of water mains and 990 miles of 
sewers the magnitude of the special burdens which will be imposed 
upon the taxpavers of the Marvland suburban area as a result of 
Federal-aid road programs ean be readily appreciated, 
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Mr. Suaw. The Washington Suburban Sanitary District operates 
certain municipal facilities in the Maryland suburbs around the 
District of Columbia. 

Senator Hotitanp. Do you mean in Montgomery and Prince 
Georges Counties? 

Mr. Suaw. Yes, sir. 

We have over 1,000 miles of water mains and approximately 900 
miles of sewers in this area, as well as a certain amount of storm 
drainage. 

Now, these roads that you see here delineated in red are existing 
Federal-aid highway projects. These roads that you see in green are 
proposed Federal-aid highway projects that I am informed are ex- 
pected to take place. 

You can visualize about 2,000 miles of mains over this area around 
the District of Columbia and can observe how all these highways 
overlay that system of mains in every direction. You can see the 
problem that our commission is going to face. We have already had 
to face some of it. 

Senator HoLtianp. How is vour construction financed? 

Mr. Suaw. Our construction is financed by bond issues which are 
retired by front-foot benefit charges and by an ad valorem tax. That 
is our general construction. 

Senator Hotianp. That is, it is from three sources? 

Mr. Suaw. Front-foot benefit charges and ad valorem tax. That 
is our general construction. 

Senator HoutLaNnp. That is, it is from three sources. 

Mr. SHaw. Front-foot benefit charges and ad valorem tax, 

Senator Ho_ianp. And a bond issue? 

Mr. Suaw. Well, the front-foot benefit charges and the ad valorem 
tax defray the cost of the bond issue. 

Senator HoLtLaNnp. In other words, that is the way vou pay it back? 

Mr. Suaw. That is the way we pay it off. 

Now, that is general construction which consists essentially of con- 
structing the lateral water mains and sewers in the streets. 

Now, for water supply purposes, we issue special bonds which are 
paid off by the water consumption charges. You can imagine what 
is going to happen to us when that system of Federal-aid highways 
continues to goin. There is no way of telling what the cost is because 
we have nothing to do with the planning of it. 

Senator Hoiuanp. Your mains customarily use the public right- 
of-way? 

Mr. Suaw. Yes, sir, wherever possible. 

Senator HoLtLaNnp. Those rights-of-way are very wide. You do not 
use footage immediately adjoining the present pavement, do you? 

Mr. Saaw. I do not know that I follow your question. Some 
rights-of-way are wide and some of them are narrow. 

Senator HoLianp. All of these projected ones are very wide? 

Mr. Suaw. Yes; that is true, but where these highways cross 
through the built-up areas, our mains will be ene ‘ountered, As 
matter of fact, we are right now going through a problem of building 
public roads in this Baltimore-W ashington Parkway up in the vicinity 
of Cheverly. Not only is the cost of lowering and changing the mains 
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involved, but the matter of actually abandoning certain mains into 
which money has been put comes up. 

Senator HoLtitanp. How do you settle this problem when it is 
brought on by the construction of a State or a local highway? 

Mr. SHAW. When the construction Is brought on by a state hich- 
way, we have been unsuccessful, so far, in getting the State to pay 
the cost of that lowering, but for your information we submitted 
legislation at the 1951 session of the General Assembly of Maryland, 
which passed the House of Delegates. We thought everything was 
well with it. It went to the senate and it died in the senate. 

We are going to make a strenuous effort, sir, to see that that does 
not happen in the 1953 session of the General Assembly 

Senator HOLLAND. You do not mean to say you found the senate 
unsympathetic, do you? 

Ir. SHaw. The Senate of Marvland. 

| think that our problem may be somewhat unique as it surrounds 
the District of Columbia, but I think it is quite representative of the 
problem that is being faced by utilities in metropolitan areas generally 
of which there are getting to be more and more all the time. 

This burden may become so heavy that it is just actually not 
feasible for the utilities to carry it Even laree itilities Croodness 
knows, if it is a small utility I can see how it can actually put them 
out of business. 

Senator HoLuaNp. Are you appearing here in support of this 
proposed legislation? 


Mir. SHaw. lam app aring ih support of th proposed legislation 
but not in toto I think there are some slight Mequittes I do not 
know that I need to take vou time to discuss them 1 think the 
mavor of Jacksonville and [| see about eve to eve on this thing 

Senator HoLtitaANnpb. In other words, you think that his position 
that current projects and future projects should be treated alike and 
not differently, and his position that publicly owned ities ane 
privately owned utilities should, insofar as payment of Federal funds 

coneerned, be treated alike, that those positions are sound? 

Vir. Suaw. Yes, sir, and I] think the 50-50 proposition sound also 

lI the State contributes 50 percent toward the cost of the h 
project | think it should pr 90 pereent toward th ost of chan 

lities: hkewise the Federal Government 

Senator HoLLAND. You do not support the position of the engine 


from Nashville who felt that all of this relocation cost should 
borne by the Federal Government 

Mir. SHaw. I do not, sir 

Senator Hottanp. Thank you, Mr. Shav 

The map referred to by Mr. Shaw in his statement is as follows 
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estified, to have permission to file later just a small supplementary 
tatement further explaining my views on it, if | have your permission 
o do it. - 

Senator HOLLAND. That permission is granted, and let me say that 
ny of the witnesses who have appeared who wish to revise their 
ositions or to state that a common ground has been reached between 
ill the supporters of this effort who have supported it to a different 
iegree, are perfectly wut liberty to do so and their new statements 
vill be accepted and printed in the record, along with any other datz 
eceived, 

The statements referred to are as follows:) 


UNITED STATES SENATE, ’ 
COMMITTEE ON INTERSTATE AND FOREIGN COMMERCE, 
Fe bruary 29, 1952 
Hton. DENNIS CHAVEZ, 
Chairman, Commuliee or Public Wo h .. ' 
U ited States Se nate, 


DrAR SENATOR CHAVEZ: For vour consideration in connection with bill 8. 2585, 
I submit copy of telegram from Mr. John O. Morton, deputy commissioner of the 
State highway department in New Hampshire, in which he expresses his depart 
ment’s opposition thereto and gives his reasons 
Sincerely Vours, 


C. W. Tosry 


Concorpb, N. H February 27, 1952. 
Senator CHarRLes W. ToBry, 


Washington, D. ¢ 
‘ 
] want to record this department’s opposition to bill 8. 2585 introduced by, 


Senator Mckellar. It is my belief the situation is equitably and adequately, 
handled in New Hampshire under existing regulations. Passage of this bill would 
result in terrific grab by utilities from Federal Government. In New Hampshire 
where utilities occupy their own rights-of-way they are treated as any other 
property owners and costs of necessary property changes are paid by the State. 
Where they occupy the highway right-of-way, under pe:mit, the utility must 
»costs. I am in full accord wit he statement made to Senator Holland, 
chairman, Subcommittee on Roads, by executive committee of AASHO dated’ 





assure 





February 25, 1952. It is requested that you make every effort to defeat this bill, 
JOHN O NMIORTON, > 
aT p ity Common LS8ione 
UNITE Ss | EPENDEN TELEPHONE ASSOCIATION 
Wasi nqgior Dd. ¢ Varch 8. 
I SPI ARD | HoLLAN 
, ed Nia s Senate, Wash ngtor } DD. ¢ 

Deak SENATOR HOLLAND: Permit me to address vou respecting S. 2585 intro 
( {by Senator MelWellar proposing an amendment to the Federal-Aid Highway 
\ # 1944, and to state some reasons from the standpoint of the independent 
t ompanies of the country why our association thinks this measure should 
r e favorable consideration at the earliest date. 

Our association is the national trade organization of the independent segment 
oft e telephone iidustrv. here are 5,700 independent companies in the United, 
St which furnish telephone service in about 11,000 communities, principally 
the smaller towns and rural areas. These companies which serve about 7,500,000 
t nes are outside of the Bell system, which as vou know makes up the pres 
poncderant part of the telephone industrv. Che enclosed pamphlet will afford ay 
bir eve view of the scope of the operations of our companies, 

Because of the small-town nature of our branch of the telephone business, sub 
scriber rates are generally lower than in big cities, and revenues available for oper- 
ating expenses and other charges against income are, of course, limited. Of our 
11,000 independent telephone exchanges, about 10,000 have fewer than 500 sub- 
SCT rs The Melellar bill wouid be a godsend to many of our companies, and 
ni especially to their subscribers because it would save substantial sums of 

96246—52 35 



























538 FEDERAL AID HIGHWAY ACT OF 1952 


money for pole and line removals whenever federally aided highways are widened 
or otherwise reconstructed. 

Through the medium of this letter we would like to suggest several reasons why, 
in our opinion, the legislation should be reported favorably and advanced to early 
passage by Congress: 

(1) One class of public-service enterprise, the railroads, under existing law or 
administrative practice, are given immunity against costs for grade-crossing elim- 
ination made necessary by highway construction. This is a clear case of discrimi- 
nation in favor of one form of regulated business and against other forms of regu- 
fated business. The Mec ellar bill would end this unwarranted discrimination and 
bring about equality of treatment. 

(2) The McKellar bill would introduce no new principle and would merely 
extend impartially to all forms of public service, and their subscribers or customers, 
an existing principle which has already been found equitable in the case of the 
railroads. Moreover, the bill would bring about mueh-needed uniformity of 
treatment of incidental but unavoidable expense conditions in all States which 
receive the benefit of Federal-highway grants. 

(3) Public revenues derived from taxes used for highway improvements come 
from all classes of the body politic. Telephone subscribers like the customers of 
other utilities are part of the public. Having been taxed once, they are discrimi- 
nated against when added levies are imposed upon them for particular parts of 
public improvements. To require them through the companies from which they 
take service to pay for certain incidental costs is in effect to tax them twice for 
the same purpose. 

(4) Incidental costs for such items as pole removals are logically and equitably 
a part of the total undertaking involved in highway widening, reconstruction, or 
relocation. They should be so treated. Neither a telephone company nor its 
subscribers receive exclusive benefits from highway improvement. Benefits to 
them are no greater than to the public generally. 

(5) The McKellar bill would help the small cash-income telephone subscriber 
by lifting a financial burden from the serving company which would otherwise 
have to pass along to the telephone user, as an expense of operation, the cost of 
pele removal. 

(6) Congress in the 1949 telephone-lending amendment to the Rural Electrifica- 
tion Administration Act showed solicitous concern for the farmer in his need for 
telephone service. The McKellar bill would help give expression to the congres- 
sional intent to put more phones on farms and in rural areas by removing sub- 
stantial items of expense which otherwise would have to find reflection in charges 
for telephone service. Such expense items are financially burdensome. 

' For all of these reasons as well as for others that could be presented if time per- 
mitted, we desire to express the hope that the MeKellar bill may be speeded to 
passage. 

Yours very truly 
Crhypr S. Barney. 


Executive Vice President. 


Unirep States SENATE, 
COMMITTEE ON PuRLic Works, 
March 5, 1952, 
Hon. Spessarp L, HoLianp, 
Chairman, Subcommittee on Highways, 
Commettee on Public Werks, United States Senate. 

Dear Spessarpy [ regret very much that other committee assignments have 
kept me from the hearings on the Federal-aid highway bill but L have endeavored 
to keep up with what was going on and I wish to endorse Senator Chavez’ bill 
(8, 2437). However, I hope that the committee can see fit to add a specific 
amount for the interstate highway system. My personal feeling in the matter 
is that either a specific amount dollarwise should be added or a percent of the 
primary fund should be allocated as a minimum for the interstate highway 
system. 
~ My only further recommendation is that consideration be given to expanding 
section 8 which is the section dealing with the President's highway-safety con- 
ference and cooperation by the Commissioner of Public Roads with the State high- 
way departments in a program to advance the cause of safety on the streets and 
highways of our Nation. 
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We realize that under the proposed amendment it would be provided that the 
Federal Government would pay 100 percent of such costs on Federal-aid work. 
However, the State does a good deal of construction work that is not Federal 
aid, as you know; and if we once started the practice of paving 100 percent of 
the cost on Federal-aid projects, no doubt we would have to follow the same 
procedure on our State work. 

\lso, we do not think it proper that our Federal-aid funds allotted to the State, 
which are so badly needed on construction work, should be partly spent for work 
which we think should instead be paid for by the utility people themselves. 

\ny help that vou can give us in regard to this legislation will be very much 
appreciated. 

Sincerely yours, 
W. P. Curuin, 
Commissioner of Highways. 


NATIONAL ASSOCIATION OF COUNTY OFFICIALS, 
Washington, D. C., February 27, 1982. 
Senator Spessarp L. HoLianp, 
Chairman, Road Subcommittee of the Senate Public Works Committee, 
Senate Office Building, Washington, D.C. 

Drak SenavToR HoLtvtaNnp: On behalf of the National Association of County 
Officials, I would like to record the full support of 5, 2585 now under consideration 
by your committee. With the coming of vast express highways through our 
urban centers, all of the urban counties of the country are becoming increasingly 
aware that the cost of moving utilities reaches bevond the facilities of local units 
of government. We believe it is fair and practical to treat this cost as a regular 
cost of construction as would be provided by 5S. 2585. 

While I understand that hearings on this bill have recently been concluded, I 
trust it will not be too late to have this letter made part of the record and con- 
sidered by the committee. 

Respectfully, 
Kerra L. SEEGMILLER, 
Secretary- Treasurer 


Cuicaco, Iun., March 8, 1982. 
Hon. Spessarp HOLLAND, 
Chairman, Senate Subcommittee on Roads, 
Ne nate O fice Building, Washington, i. (7° 

Whereas the forty-third annual meeting of the Mississippi Valley Conference of 
State Highway Departments is now in formal session, March 8, 1952, and all States 
of the Conference are represented as follows: Illinois, Indiana, Iowa, Kansas, 
Kentucky, Michigan, Minnesota, Missouri, Nebraska, North Dakota, Ohio, Okla- 
homa, South Dakota, and Wisconsin: Be it 

Resolved, That it is the considered opinion of the 14 member departments of the 
Mississippi Valley Conference that the Federal-aid highway amendment as pro- 
posed in the McKellar measure, 8. 2585, and in the companion measure in the 
House by Congressman Davis, relating to the use of Federal funds to defray adjust- 
ment costs incurred by utilities in connection with Federal-aid highway projects, 
would seriously interfere with the highway program and be contrary to the best 
interests of the public in general: and further, that this Conference unanimously 
supports the position taken by the American Association of State Highway Offic- 
ials in this matter and that the secretary of the Conference be instructed to advise 
bv wire Congressman George Fallon, Chairman of the House Committee on Roads, 
and Senator Spessard Holland, Chairman of the Senate Committee on Roads, of 


this action of the Conference. 


G. H. Birr.e, 
Secretary, Mississippi Valley Conference 
and State Highway Engineer of Oklahoma. 





Hlon. SPESSARD HOLLAND, 
Chairman, Senate Subcommittee on Re 
Senate Office Building, Washington, D. ¢ 


Whereas the forty-third annual meeting of the Mississippi Valley Conference is 


formal session this March 8 1952, and a state i the conterence are re} 
ented as follows: Illinois, Indiana, Iowa, Kansas, Kentucky, Michigan, Minne 


ota, Missouri, Nebraska, North Dakota, Ohio, Oklahoma, South Dakota, and 
Wisconsin: Be it 
Reso ed, That 


Senator Ho_iaNnp. Is there anything further? 

If not, the subcommittee will adjourn subject to later call 

Whereupon, at 12:05 p. m., the subcommittee adjourned, to 
convene at the call of the chairman 


Additional statements received are as follows 
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SUPPLEMENTAL STATEMENT OF E. C. YoxKuey, REPRESENTING THE First 
SUBURBAN Water Utinity District, Davipson County, TENN. 


Mr. Chairman, I previously testified before this committee on February 25, 
1952. At that time the chairman granted me permission to file a supplemental 
statement, which privilege I very much appreciate, in order to answer certain 
questions which have been raised about 8, 2585. 

One such question was with reference to whether or not 8. 2585 should apply to 
pending projects 

Should S. 2585 be so altered in its terms as to render the remedial legislation 
sought inapplicable to pending projects, great burdens would be imposed upon 
the rate pavers of many utilities and particularly is this true of the small water 
utility district in Davidson County, Tenn., in whose behalf I appear before this 
committee \s I stated to the committee on February 25 last, our district is a 
small one and rates are geared to normal and necessary operational costs plus an 
amount sufficient to amortize outstanding bonds. To be forced to pay the $105,000 
estimated cost of relocating our water facilities on Highway 31A—41A, a part of 
the Federal-aid primary system, creating as we do no hazard to travel on the 
right-of-way and from which, after payment, we would derive no benefit not 
common to all other taxpavers, means that our rate pavers would be called upon 
through the additional cost of water in their modest little homes to pay a very 
substantial part of the construction costs of the Federal-aid highway project in 
our area. Hence a double contribution will be exacted from our rate pavers. 
They will be forced to subsidize in part, a project for the benefit of the national 
public. The same situation is presented respecting other utility facilities. Some, 
notably the utilities of Jacksonville, Fla., have even greater problems than we 
have with respect to the size of the demands made upon them. 

The mere fact that some projects have been approved and are in various stages 
of construction does not mean that the inclusion of these within the terms of the 


proposed act constitutes a particularly bad starting point. All remedial legisla- 
tion must start somewhere. If 8. 2585 has merit, then relief for pending projects 
has merit. In fact, the plight of those upon whom demands have been made in 


connection with pending projects points up the basic need for the legislation itself. 
I call to the attention of the committee the fact that as to apportionments 


already made to the States, this amendment increases them by an amount neces- 


sary to do this work on uncompleted projects. This merely means that the extra 
appropriation for pending projects would be apportioned to the States on a differ- 
ent basis from the existing appropriation of $500,000,000 Chis would only be 


necessary to care for pending and uncompleted projects and to this extent a 
different apportionment formula would be used to meet the emergency created by 
pending and uncompleted projects. I do not believe that this use of a different 
formula for apportioning certain funds is entirely without precedent. I believe 
that for some vears prior to 1944 railroad grade crossing projects were taken care 
of by Federal funds which were not apportioned to the States on the same basis or 
formula as other Federal highway funds. 

Some misunderstanding seems to have arisen with respect to the meaning of 
section 2 of 8S. 2585 which amends section 5 (a) of the Federal-aid Highway Act 
of 1944... Said section 5 (a) provides that the Federal share of the entire cost of a 
project shall not exceed 50 percent of the construction cost other than rights-of 


way, and shall not exceed 33'3 percent of the costs of rights-of-way and property 
damages incident to the acquisition of rights-of-way There then follow two 


exceptions to those limitations, one such exception being that as to railroad grade 
crossing projects the authorized Federal participation is raised to 100 percent of 
constriction costs other than rights-of-way, and 50 percent of the cost of rights-of- 
way and the property damages incident to the acquisition of such rights-of-way 
Section 2 of S. 2585, with one exeeption, contains substantially the same 
anguage with respect to nonrailroad utilities as already exists with respect to 
railroads in section 5 (a) of the Federal-Aid Highway Act of 1944 Said exceptior 
s that S. 2585 does not contain a similar provision to that found in seetion 5 (a 


vhich limits the amount of Federal funds that can be expended for railroad grads 
rossing projects to 10 pereent of the ims apportioned to the State While th 
reasons which prompted the inclusion of that provision as to railroad grad: 
crossing elimination projects do not appear to me to apply to the relocation of other 
utility faeilities necessitated by Federal-aid highway construction, nevertheless 
i the yrrnit tee feels that s ick a& provision should he included in S QP5S5 SO as tv 
make the statutory provisions dentical with respect to all utilities, I do not ser 


| 
Ow there cat be aAnvVY VA 1 ol wctio}r to ick INCLUSION The purpose of S D585 
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is nothing more or less than to eliminate existing discrimination and to put ah 
utilities on tl! same DAasi 

And, I think I should point out right here that the February 25 letter 
the Secretary of the Americal Association of State Highway Offici: 























4 1a Wwhicl 
placed in this record by the chairman completely ignores and avoids this f 
mental purpose of S. 2585 to abolish existing discrimina und treat a ilities 
LIKE | ui etter sa i S. 2585 ) 1 TM 1 depart re re ra L cost 
illocation practices as req ( ler many State ut If that objectior is 
merit upplies equal t he ra ads because in add oO the atutory 
pro )? nh se on 5 (a e 1944 act the regulations o e Bureau provid 
that Stat LW DUTSILA yl mitributio ul mposed Do railroads for 
the elin ition of hazards at railwa rhiw crossing ill be held ) yapply 
to Federal-aid pr “ 

That letter also aT jection that S. 2585 might establish a poliey 
applicable to Federa {1 projects which might or might not be applicable to 
strictiv State projects thus resu ng in a different pou tt wo types f 
nignway proyects A difference n poliev is justified, pro} Ss mm the 
I iid primary ten t furtheran of interstate commer ind tt 
iat defense— purposes which are national in scope and characte On the 
other hand the build J i ordinary non-Federal-aid State road is prompted 

\ val needs onl I ry material distinction is discussed a ngth by the 
Supreme Cour f he | ed Ss ( tne case ot N., ¢ & St. 1 | Ca. V 
Walters (294 U.S. 405 

| under ind that tl argument has been advanced t it Ss 2585 makes a more 
liberal provision for nonrailroad utilities than the Highway Act of 1944 makes for 
railroads since the 1944 act in section 5 (b) requires railroads to contribute up to 
10 percent of the cost of the project Chis argument is easily answered: See 
tion 5 (a) of the 1944 act provides that the entire cost of eliminating railroad grade 
crossings may be paid from Federal funds Section 5 (b) does provide that rait 
roads shall be liable for benefits received by them up to 10 percent of the project 
cost But railroads do receive benefits s 1 as elimination of signal devices 
watehmen, grade crossing accidents, etc., and hence section 5 (b) is an entirety 
proper on If the committee fee that such a provision should be ir ded in 
S. 2585, | am sure ther 1 De lid obje on advanced to suc \ n but 
t would have ttle meat f e nonrailroad fa ities, MAany iw nh are 

lergro nd, receive 1 ty I! n reiocation oft neir ta it1es 

| have ecard the attemp ide to just the differenes rea u rded 
railroad anid onrailroad the ground that t r roa cated 
ym) their ow private 1 rf i This begs the T Ot ex it points 

( { l 1c] I } i ( Ca be 
j I \ ( t thre exer the power ¢ ( 1O! i i 1 ( 

De pa ! | \ { fy ( er vere » SEK 5 i 1944 get 
and qua in of wa ‘ ‘ ae 7 | RE 
} thi 3 ) t i i> t! } , 
( cerhe vitl i e Vy ral id or othe veated w I ' 

} la t ‘ | ler sec 5 (a f the 1944 t 
CoO t mov i if cated paid but ( l hey 
iClil j it Ss 2585 ) l ’ 
il i { l i i¢ il ¢ W ( ! i i \ [I y city 
I r i i i i i i | i { i A 1ap { 

is Des ( ite t l t t wa ec irv to build a verhead 
I ige and rais | ra car! \ road Che railroad was paid 
100 percent of suc ( fy Federa \ State law 1 ired the 
I 1 Parlicipa ch ¢ t 4) I i t re were underground 

. anot ( 1 re ( 1 ce rY lat t! 

ject and the B i Roa Dpr i I thos x 
| { ? if T 1 | ~ i t T ! ene ‘ 

ha i i rade cros vn Ta I 
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the highway right-of-way and as to such portion 8. 2585 merely extends to other 
utilities the same protection afforded railroads under section 5 (a) of the Federal 
Highway Act of 1944 

- The view has been expressed that utilities located within highway right-of-way 
occupy that right-of-way as a matter of convenience to themselves and without 
compensation and should, therefore, be compelled to relocate at their own expense. 
The truth is that utilities occupy highway right-of-way pursuant to appropriate 
State statute or other valid governmental franchise giving them that right. The 
States long ago granted that right in order to encourage the development of the 
public utility systems which are equally as necessary to the public welfare as the 


highway. ‘This is recognized by decisions of the courts of most States and of the 
Federal courts which have repeatedly held that the utilities’ right to occupy the 
highway is a property right and is entitled to all of the constitutional protection 
afforded any other property right. For cases so holding I refer vou, among 


others to Mayor, etc. v. Africa (77 Fed. 501, 507); Loucsville v. Cumberland Tel. and 
7 l. Co. (224 U S. 649): Ts le phone Compan pF Cit {/0jJ Vobile 162 Fed. 623, 532) 
Cit / of Chattanooga 7. Te mn. Ble ctric Powe rCo 1128: W. 2) 385 

It can no longer be questioned that a highway right-of-way serves more pur- 


poses than vehicular traffic. The public needs all the uses of the highway. The 
tight-of-way properly serves other means of communication such as telegraph and 
telephone. It also serves as a means of reaching the public with other utility 
services which they require, such as electricity, sewage, water for fire protection, 
and other purposes It is obvious that none of these services can reasonably be 
made available to people living along a congested street or highway except by 
eccupying the highway right-of-way In the last analysis all of these regulated 


public utilities are operated to serve the public and the rights which they have in 
the highway right-of-way were granted in order to promote that public service. 
They occupy the rights-of-way as a convenience to the public, and the large 
Capital investments represented by their facilities within the highway right-of- 
way have been made in reliance on these rights of occupancy previously granted 
to them. It was to encourage the making of those capital investments for the 
public benefit that the rights were granted in the first place. Those investments 
should not be destroved without compensation, and it is this principle which 
S. 2585 seeks to have recognized I am certain that even if the adoption of the 
bill should result in some diminution of the funds which might otherwise be avail- 
able for other road construction COSTS, the ¢ ongress ot the United States will not 
permit this fact to dissuade it from correcting a gross inequity which has been 
perpetrated against subscribers of utilitv services. It is manifest that equity and 
good conscience demand that the prineiples embodied in 8. 2585 be given favorable 


eonsideratiol 


UNITED STATES SENATE, 
; Varch 15, 1952. 
Hon. Spessarp L. Houuanp, 
l'nited States Senate, Washington, D. ¢ 

DeAR SpEssARD: Thanks very much for your letter of Mareh 8 with reference 
to a letter which I had received from Mayor Cooper Green and Commissioner 
di. W. Morgan, in which they expressed their interest in S. 2585, a bill before your 

ibecommittec 
- | have just received a letter from Cooper Green stating that he would like very 
tnuch to have his original letter included in the record of hearings on this legisla- 
Lio! Enclosed you will find the letter to which I refer 

With best wishes and kindest personal regards, I am 


Sincerely, 


JOHN SPARKMAN 
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te S. 2585 


Senator JOHN Sp RK MAN 


United States Senate, Senate Office Building, 























Dear JOHN: Many thanks for vour letter of March 10 \ h you ¢ | 
Senator Holland’s letter I think it would be very helpfu have our letter of 
February 26 included in the record of the hearing on S, 2585 
Should the committee recommend any t ve | I itl! Cal 
oped that care be taken to make clear that the i \ ( ive a I 
troactive effect: that is, with re pect to project vhiel , wIready } YT } 
r completed 
[ have had a copy made of Senator Holland’s letter, and I am re 
riginal to you herewit! 
With kindest personal regara 1nd Hest WV ( ain 
sSimcerely our frie 
( MOPER CARE! VJ 
Ciry or BIRMINGHA) ALA 
Fet f ; 
Re S. 2585 Arn 1! { ederal-Aid H Va \ of 1944 
SENATOR JOHN SPARKMAN 
Senate Office B ling, 
DEAR SENATOR: Our attent n called to the facet that Senator Ho 
land’s Committee on Public ; \ wer on the above bi 
The bill enlarges the defir ynstructio as conta | the 
above act, and will provide include t ( if relocating all 
nonrailroad utilities where a volved 
j At present, the effect of the existing act is to subsidize out of Federal tax 
monevs 90 percent of the cost of grade-separation projects. normally and legal] 
the responsibility of the railroads. Certain public ut es, such as the telephone 
company, have contended that neither a municipalitv nor a State can compel the 
i ilitv. at Its OWh expense, tO reiocate its wes 1 a} treet higi t 
} any case where the municipality or State has entered into an agreement ith the 
railroads and the ic Roads Adi istration for the ric fa 1d 
i r other such project in which the participation of the railroads is limited 0 
' percent Che telephone company ar s tha » comp pa 
j relocating its facili vould be ~ ionally 1 l i 
| circumstance 
We are now iWigating With several pubire itilitkes th ver j Lic 
these companies filed claims against the city in the amount of approximat 
$750,000, arising from the construction of the First Avenue viaduct in this « 
While we are, of course, sympathetic with the proponents of thi ll who 
to permit municipally owned utilities to have their facilities relocated with 
i nereasing the utilities’ costs, the Birmingham City Commissio strenuo 
pposed to anv amendment which would relieve the telephone company and othe 
| ich utilities from their responsibility to pay the cost of relocating their facilitie 
ocated in a public street—a responsibility which has been recognized for decades 
In this connection, I call attention to the fact that under section 744, title 37, 
1940 Code of Alabama, no municipality, such as Birmingham, may require the 
telephone company to pay a privilege or license tax in excess of $12,000 a year, 
p! Is 43,000 for its long distance operation his should he contrast 1 with hie 
rovision of section 745 of the same title, where the city may charge up to 3 per 
H cent on the gross receipts of other utilities. Under this latter provision, Birming- 
ham collected from Birmingham Electrie Co. $404,177 in 1951 
1 If, in fact, a case of unjust discrimination can be out on behalf of the f 
phone and other such companies, It Is submitt d th wswer is not to CTeAse 
the number of recipients of Federal subsidies, bu r to amend e Federal 





Aid Highway Act so as to eliminate the railroads as recipients of such large 
We are sending a similar letter to Senator Hill 


sincerely vours 
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UNITED 


STATES 
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SENATE, 





15, 


195 D 


DEAR SENATOR 


ct with mv bill S. 2585 
\ H Beeler att 
‘ f+} 





a letter from 
attorney general at Nashville, Tenn., and one from Mr. J 
Clark Akers of e Tennessee Highwav Users Conference. whit I wish to file with 
vour committe 
Wit nade regards, I an 
KENNETH McKELLAR 
STATE OF TENN Ee} 
OFFICE « HE ATTORNEY GENERA 
Vi : Ten? , Varch / ; 
Hi IN! DD. Mel 
Ne? 0) j , t ? DD. ¢ 
1) SENAT Moke R: | ive bee aly ot e pend of Senate 
2585, a yamend the ve relat >the co ruction of Federal-aid hig 
va provide for ality f .reatme f railroads and other public tilytic 
I ) f Lio if v fa es I ited by the co 
hbway 
| a bil nstitute li able legislati particu 
al Clara { il States affected are « cel 1, 9nd 1 can see nc wa 
Sanne ) amended so as to fur nhany a lrance to the States 
: mate burd f the cost of relocation of utilities would not fall upon 
! ’ ’ »some extent For s reason I am opposed to its enactment, and 
« huest vour msideration of the existing relationship between the utili 
3 and a ary and municipa yvernments It is fundamental that 
hwavy ri s-of-wav b itilitv is subordinat » the ordinary use of 
e put As a utter of pra up t he pres t, the utilities have recog- 
i ind re eir fa ities ere located upon existing rights-of-way, the 
is i expense of relocati t! arrie v} DOV! CSSITV, a 1 
Rie ic demands. highwa\ “ ction oF rovement required 
! i For example, the Southern Bell Telephone ¢ entered into a cor 
i Wepart f Highwavs and Pub Wor State of Tenn ec, 
I I i! 17 1041 T { the 1s lance Of per { l if Ta lit 
s vi if-way, pl ling 
’ ( feres ) Sta tt OnmMio yf 
LLACe, ¢ ( rr ruc ) vid highway 
i la uric , } ie y eA 1 order ¢ i 
“ , ' ‘ ; | ( mieted y hy Ve t 
i ild, at a tir re terfer 
i first par Lert pon | I ested to do} 
) ( wy aTi¢ i 1 fac i ( 14 ) ( 
, , : i wit t ( 1 part 
~ t i ( 1 Stat 
yma \ ca 5 
’ Telesranh ( } t { \ a ia 
) Annes ressa t] i a 
: f : ae r that said } Lv may be proper 
t ruet ( id applians wid facilities should 
‘ ‘ ) Lid ( vA fir part agree upo 
j lo ul re ) aid appliances a 
il exp se a t econd pal The State « 
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‘eadjustment of utility facilities from the utility company to the Federal and 
ocal governments, and 

Whereas this would amount to a further diversion of road funds and result in 
a complete reversal of policies which have always existed requiring that utilities 
pay the cost for relocation of their facilities in exchange for the privilege of oceupy 
ing the rights-of-way of public roads: Now, therefore, be it 

Resolved, meeting assembled, That the Tennessee Highway Users Conference 
hereby goes on record as unalterably opposed to this amendment to the Federal- 


} 
\id Highway Act, and be it further 


; oS j 

f ) , That copies of this resolution be sent to the Tennessee congressiona 
lelegation so that the views of the member-groups of the conference will be made ' 
} wn to ther 
i 











ATT 
( HAS ( (JILBERT, Jr., 
secrete 
RESOLUTION—STEEL FOR HIGHWAY 

\ reas an adequate highway system is vital to the economy of this State and 
Na ind is necessary to further the country’s defense effort, and 

Whereas in requesting allocations of steel for road purposes, the Federal Bureau 

Public Roads carefully screens the requirements of the States, and reeommends 
teel allocations only for essential road projects, and 

Whereas notwithstanding this, the Defense Production Administration has 
reduced the allocations of steel for road purposes to levels far below those recom- 
( iby the Bureau of Public Roads with serious consequences to the necessary 
I provement and maintenance programs of Tennessee and every other 
State: Now, therefore, be i 

Resolve : That the Tennessee Highw av Users Conf rence, made up of the major 
rennessee highway user gro ps ll the State, he etfullv urges the Defense 
Prod n Administration to give greater co! to road needs in making 
steel allocations, and br I Tr 

R ed, That copies of this resolution be sent to the Tennessee congressional 
lelegati vith the request that they bring it to the attention of Defense Produ 


{ HA { (TILBER1 ir., secreta 
l } i } \ i] f / 
LN] ED S11 I SEN I'} 
\/ h 18 19 
J { j 
Ci} n. Cor m Public Wo 
Unite Stat Sena 


LJEA t ro l f DV of a letter | recently received from Mr 
\r r H. Pohlman, president of the Association of Washington Cities, Seattle 








‘ 
Mr. Pohiman discusses the urgent need of cities and towns of the country for 
crease in the allocation of Federal-aid highways monevs 
lu erst beommittee has ot as vet taken up the bills mentioned 
e letter that Mr. Pohlman’s statement is available for the 
1 whe inderwav? 
ant ( mai regaras 
= cere 


Hon 


H 


FEDERAL AID 


WARREN G. MAGNUSON 


nited States Senator from Wa 


DEAR SENATOR Maanuson: It 
} 


OUSE and Senate 





bills In behalf of the cities and 
percent of the popul mn Of the 
wishes to urge 1 ta greate! 
allocated to relieve the bottleneck 
passes through cities, and that the 
reduced 

It is well recognized that those 


50 percent of the 


if cities are critical 


t 


ul t he present 


called to H. R. 6094, which would 


$125.000,000 to $100,000,000 
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ASSOCIATION OF WASHINGTON CITIES, 





reduce the dollar amount for urban 
and to S. 2437, H. R. 6390 and H 








Seattle. Wasi Februa 8S 19 

ehinaton. United States Senate, 
Washington > << 
< understood that the preliminary hearit 
vy been held on the new Federal-aid h 
towns ol W ashinegtor representin SO} 
State. the A ic of Washinet ( 
proportion of ighwav funds availab 
on the Federal-aid highway system where 
dollar amount allocated for urban areas 1 
roads called streets must bear approx 
total volume of motor-vehicle traffic, and that the high 

time Your attention is therefore respec 





trom 

which would increase the amount to &150,000,000 It is most urgent 
municipal standpoint, that action be take by Congress which will recognize t! 
langerous and uneconomical situation of not proportioning Federal-aid mone 
on the basis of need, and not recognizing the fact that the heaviest travel 
streets and highways in the country are in cities and tow! 

Therefore, please be assured that anvthing vou can do to incre the allocat 
ol Federal-aid nignwav monevs to alleviat« trathic HhottienecKs mh cities a 
towns, will be appreciated by this associatiol 

Verv truly vours 

ASSOCIATION OF WASHINGTON CITIE 

By ArtHuR H. Pouiman, President 

UNITED STATES SENATI 
Viarch is / 

Hon. DENNIS CHAVE/ 
Chairman, Committee n Publ Worl 
I nited Ntates Senate 

DEAR Senator: Attached is a letter from Mr. O. | Dinsmore, assista 
rector Of highways, Stat f Wasl gto 

| understand the bill 8S. 2585, to which Mr. Dinsmore refers, has bee 

jered by a subcomumnittes Wi ( | ase see that this term g y 
State of Washington s Opinio! on the matter placed e file? 

Thank you and best personal regal 1 

Sincerely, 

WARREN G. MaGnuso 

TJnited Stale Sena 
= tt ) \W LINGI \ 

STAT HiGgHWAY COMMI \ 1) r\ NT ve HiaGHuw y 

() ) VJ } ) 
Hon. WARREN G. MAGNUSON 
ted States Senator, Washing ro. 4 

DEAR SENATOR Maanuson: There was re¢ troduced in the Senate bi 
Senator \ie Kellar of lennessee, a bill BS. ZoSo h proposes that Federal fund « 

ed to defray 100 percent of all costs mn {bv pub i nection Wi 

ghwav prograins which are financed vhole oO! part t 1 Federal t ind The 

actment of this bill would present Liffic { his State ana is requeste 

at vou oppose its passage af such ime aes t is ere ed for consideratio Phe 
reasons for the opposition Wo ild be as follow 

| Public itilities mnder the laws of our Stat ire re ire to pa the s 
their removal at such time as construct1o im@kes | removal necessary whel 

ev occupy the rights-of-way by franchise 

y The funds needed Tor ighWav plirposes are at the present time ¢ re 
nadequate and to use ft nilo he genefit of the p ibliec utilities tohust necessal 
he done at the expense of need {highway | provements 
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3 To provide for in full cost of the change of the public utilities on Federal 
projects and then to require that such utilities pay their full cost on State projects 
would present a difficult situation in construction procedure. 

In general, it would seem that the utilities involved on construction financed in 
whole or in part by Federal funds should be governed entirely bv the state laws 
under which the utilities exist 
Very truly yours, 

W \. Br GGE, Director of Highwa iS, 


By O. R. Dinsmore, Assistant Director 


JEFFERSON Ciry, Mo., March 17, 1952 
Senator SpEssarD HOLLAND, 
senate O fiice Build nq, Washington, D Ss 

The Highway Engineers Association of Missouri with membership exceeding 

250 consisting of city, county, State, and Federal highway engineers, also county 
surt judges, recently concluded its forty-fourth annual convention at Kansas 
City, Mo., unanimously adopting the following resolution: 

‘Whereas the Missouri General Assembly has just enacted legislation to provide 
funds for an expanded highway program; such legislation contemplating the use; 
of Federal funds which directly affects the extent of such program; and 

Whereas we are now advised that pending legislation would substantiallv reduce 
available Federal funds, and materially reduce the benefits to be attained by said 


‘4 


State legislation: Therefore be it 
R ts forty-fourth 


esolved hy the H gh ray Be gineers Association of Vissouri, at 
mnual meeting, That the Congress of the United States be requested to enact 
legislation under which the States shall receive matching funds as recommended 
by the American Association of State Highway Officials: and be it further 
Resolved, That copies of this resolution be immediately forwarded to the Honor- 








able George Fallon, chairman of the House Subeommittee on Roads, and to 
Senator Spessard Holland, chairman of the Senate Subcommittee on Roads, and 
o Senator Thomas CC, Hennings, Jr., member of the Senate Subcommittee on 
Roads 
Yours respectf 
J. J. CorBert, 
Secretary, Hiql ty Engineers Association 
DEPARTMENT OF ROADS AND IRRIGATION, 
STATE OF NEBRASKA, 
Lincolr Varch 5, 195 
™ i FRED A. S PON 
] Nial Ner (jt i3 ng 
HW } to dD. ( 
DEAR SENATOR SEATO | ‘ curre! inder consideration by the Senate 
Sub e on Roads a bill introduced by Senator MelWellar as S. 2585, whiel 
ikes « ain provisions f ising 100-pereent Federal funds to defray all cost 
te by public util Ce ection with revisions mad cessary bv rease 
} ey construs . 
the considered opinion of the Department of Roads and Irrigation of the 
State f Nebraska that this I lation is highlv undesirable and would conflict 
State sta ry pre 0 h regard such matte ind provisions of 
inehises granted publie and private utilities bv incorporated villages and cities 
this State 
Publie or privately owned ilities 1 ym private right-of-way or ea s 
re pres vy re bursed with Federal or State f for \ s made nec i 
) oft ighwa ric ) 
, lic or private 1 ~ m pubhe right-oi-way by permit 
' pl ix] i I ( ir ta i heir own cost a 1 
) ‘ and pu 1 i ‘ ) f ied {¢ i ( Xperine DY 
Stat . ’ : 
\| 2 t ed 1) ) ets i rougchtiare iW 
rporated eities a ( ure ranted this oecupan t Prag ise and the 
I ! re = i ( ‘ pe sf yt the 
i Ce ! r ) ( provermnel 





FEDERAL AID HIGHWAY ACT OF 


2 DD] 


The enactment of the proposed legislation weuld result in two complete and 


separate methods of payment for utility revisions On improvements accom- 
plished with Federal funds, 100-percent reimbursement would be provided in the 
event 5. 2585 is passed. On improvements where Federal funds are not involved, 
the statutory provisions and limitation of this State would prevail. It is the 


opinion of this Department that this situation would be undesirable and cor 
fusing and might result in an effort on the part of the utility interests to institute 
State legislation to make provisions for payment of utility revisions not presently 
permitted by statute 

It is, therefore, the recommendation of this Department that the procedures 


as proposed in 8S, 2585 be not approved, and we urge vou to vote against the bill 


| when it is considered by the Senate 


~—“ 


Aes 


OKLAHOMA STATE H1iGHWAY COMMISSION 
DEPARTMENT OF HIGHWAY 
Oklahoma City, Okla., March 14. 1962 
Hon. SpEssarp Ho N 
United States Senate, Vi hington, D. C 
DEAR SENATOR Ho Np: For vour information I am attaching hereto resol 
ons Nos. 3 and 4 passed by the Mi SISSIpPpl Valley Conference of State Highway 
Departments at its meeting in Chicago on March 6, 7, and 8, 1952. 


Very truly your 


Whereas the fortyv-third annual meet 
is now in formal session March 8, 1952, and all States of the conference are re 
presented as follows: Illinois, Indiana, Iowa, Kansas, Kentucky, Michigan, Mi 
nesota, Missouri, Nebraska, North Dakota, Ohio, Oklahoma, South Dakota, and 
Wisconsin; and 

Whereas highways are of vital importance to the econorni fe of the Na 
and the national defense program: and 








Whereas to maint: : nstruction and hithiktadgins sh atval otc 
‘ ) untain reco ruction and rehibilitation sehedules of IWAa\ 
to keep pace with the continuing needs of all industry and agriculture prod 


steel is essential to this economy and effort: and 





Whereas steel is the important factor in the proper expediting of a progran 
highway reconstruction, and its availability is now definitely hindering the reaso 
able progress of necessary work, badly needed to keep pace with essential require 
ments Of transportatior and 

Whereas relief from this situation can be materially obtained by proper atte 

to advance allocations and rolling-mill lead time considerat ! Theref 





x 
le 
e 
t) 
led 
crud 
na 
1 
ni al a 
Cor tee on Roads: ¢ re i ( rma f HH C\ 
‘ Poads ( ( ! ind Hi ie! Hal eta 





iual meeting of the Mississippi Valles Conference 
1 8, 1952, and all States of the conference are represented 
ndiana, lowa, Kansas, Kentucky, Michigan, Minnesota, 
North Dakota, Ohio, Oklahoma, South Dakota, and Wis- 


conference support the eminently sound position set forth 
opposing pending Federal legislation designed to regulate the 
' motor vehicles operating in interstat 
anv such regulations governing the F 





commerce, because 


use of State highwavs should remain the 








